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Heres what they re sa 


CROOKS 


Their 
broad comprehensive warehousing and distribution 


_ service operates like a branch of our business, and 

_ makes possible a steady, uninterrupted flow of mer- 

_ chandise from point of production to consumer. 

_ Shortens the long supply line, prevents bottlenecks 
and reduces transportation costs too. 


Crooks Terminal fills the urgent need of a sound, 
| practical system of distribution to support our greater 


_ production and intensified sales effort. Stocks on 


. 


"hand, ready for immediate delivery, are a most im- 
portant factor. Yes, Crooks Terminal service gives 


our products extra selling power in the great buyer 


. markets of Chicago, Kansas City and Los Angles. 


and cooperation | and my 
Crooks Terminal is of inesti- 
function just like our own Branch 


__--——_— KANSAS CITY | 
Los nana f ; 


TERM 


“Crooks Terminal takes a load off my mind, and goes 
| a long way toward making my job casier. 


ying about 


INAL 


| at the years it has been our privilege 
to serve a long list of satisfied patrons, in 
cluding many nationally known shippers. 
Each year, new names are added. Perhaps 
your Company, too, can use our facilities to 


good advantage. 


We invite you to contact our New York 
—Chicago—Kansas City—or Los Angeles 
office. They will be glad to discuss your re- 
quirements and give you full particulars. No 
obligation, we assure you. 


“We shall also be glad to assist you in 
the selection of reputable warehouses at any 
other points in the United States.” 


CHECK THESE FEATURES 


Modern Buildings 

Choice Locations 

Low Insurance Rates 

Responsible Management 
Spacious Switch Tracks 

Ample Truck Loading Doors 
Streamlined Handling Equipment 
Pool Car Distribution 

Local and Long Distance Trucking 
Railway Express—Parcel Post 


COMPLETE BRANCH HOUSE 
FUNCTIONS including: 


Invoicing 
Sight Drafts 
Collections 
Stock Control 
Inventories 
c. ©. @. 
Freight Prepayments 


Receiving 
Storing 
Marking 
Weighing 
Reconditioning 


Shipping 


Blockis 
distort 
by stee 
vides 

filler o 


Crooks Ties! Winabanans Yye. 


CHICAGO — KANSAS CITY — LOS ANGELES 


Chicago 7 - 433 W. Harrison St. New York Office 16-271 Madison Ave. Kansas City 7 - 1104 Union Ave. 
Associated with Overland Terminal Warehouse Co., 1807 E. Olympic Bivd., Los Angeles 21 
Members of the American Warehousemen's Association and Interlake Terminals, Inc. 
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GREATER HOLDING STRENGTH 
WHEN YOU NAIL TO N-S-F 


Blocking a load to N-S-F means that only the nail is 
distorted. The floor remains undamaged—lading is secured 
by steel. Ribbed surface increases floor strength and pro- 
vides recesses for anti-skid material. Plastic groove- 
filler operates to seal space when nails are withdrawn. 


\ 


Every month, more and more freight cars are being 
equipped with NAILABLE STEEL FLOORING. This grow- 
ing acceptance of N-S-F by America’s leading railroads 
is due to two major factors: 


@ N-S-F, made of N-A-X HIGH-TENSILE steel, pro- 
vides strength and durability for greater operat- 
ing economy. 


® N-S-F and its exclusive nailing feature mean 
greater security for lading of all kinds. 


These characteristics, which assure you of greater 
safety for your lading and personnel, are being pro- 
vided to shippers by progressive roads. 


GREAT LAKES STEEL CORPORATION 


Steel Floor Division e¢ Ecorse, Detroit 29, Michigan 


NATIONAL STEEL wig CORPORATION 
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THE CARE AND NURSING OF TANK CARS 
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Always load a car with the outlet valve 


cap off so that if the valve is leaking, 


the leak will show up immediately. 


Another way to get more from your GATX tank cars 


GATX 


GENERAL AMERICAN TRANSPORTATION CORPORATION 
135 South La Salle Street -. Chicago 90, Illinois 


District Offices: Buffalo « Cleveland « Dallas « Houston « Los Angeles « New Orleans 
New York « Pittsburgh « St. Lovis » San Francisco « Seattle « Tulsa « Washington 
Export Dept.: 10 East 49th Street, New York 17, New York 
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In this column will be published answers to questions relating to traffic, of general reader interest. A 
specialist in interstate transportation, who is a member of our special service department, will furnish 
references to regulations and decisions and will answer questions of application of tariff schedules and 
We do not desire to take the place of the traffic 


practical traffic problems. 
work, nor 


complex for the kind of investigation 





Tariff Interpretation— 


Exceptions v. Classification Ratings 


Question—Arkansas 


Reference is made to your answer in 
March 17th issue of the TRAFFIC WORLD 
pertaining to the application of Class 
70 Exception Rating on lawn mowers, as 
published in Item 19375 of Middlewest 
Tariff No. 1026-A, MF-I.C.C. No. 107. 

We wish to disagree with you insofar 
as your advice that the class 70 exception 
rating applicable to lawn mowers will 
also apply to lawn mowers and engines 
combined. 


Lawn mowers and engines combined 
have been assigned a separate and spe- 
cific rating in the National Motor Freight 
Classification and it is not a sub-heading 
under lawn mowers. Since lawn mowers 
also have a separate and specific rating 
assigned in the classification and Mid- 
dlewest Tariff No. 1026-A names excep- 
tions to the classification it is readily 
apparent that the exception only re- 
moves the classification rating assigned 
lawn mawers. Lawn mowers constitute 
only a part of the commodity “Lawn 
Mowers and Engines Combined.” Lawn 
mowers are not assigned an “N.O.I.”, 
and the exception in Middlewest Tariff 
1026-A reads the same as the classifica- 
tion and must be read in connections 
with the classification, not by itself. 
Since the exception reads exactly the 
same as the classification it removes only 
that portion of the classification with 
which it corresponds. 

The naming of lawn mowers and en- 
gines combined, “Power Lawn Mowers”, 
does not alter the fact that they are 
specifically provided a rating in the 
classification and such rating must be 
used until such time as the tariffs are 
amended to cover “Power Lawn Mow- 
ers” or a class 70 exception rating is as- 
signed to lawn mowers and engines com- 
bined. 


Answer 


Item 19375 of Middiewest Tariff No. 
1036-A and item 62990 of the National 
Motor Freight Classification do not read 
alike. Item 19375 applies on “Lawn 
Mowers”, whereas Item 62990 applies on 
“lawn mowers, NOT”. 

In order that Iitem 19375 may be ap- 
plied on the same articles as Item 62990 
it is necessary that Item 19375 be amend- 
ed by the addition of the term “NOI”, 
as this term is shown in Middlewest 
Tariff No. 1026-A as meaning not other- 
wise indexed in the National Motor 
Freight Classification. 

In substance, you are contending that 
Items 19375 and 62990 are not coordi- 
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Address letters to Traffic World, 815 Washington Bldg., Washington 5, D. C. No 
attention will be paid to anonymous communications or questions from nonsubscribers, 


, do we undertake to render legal opinions. 
question that does not seem to be of general interest or that may appear to us unwise to answer or too 
erein contemplated. 
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The right is reserved to 












nate items under the principle of the re- 
port in Norwich Wire Works, Inc. v 
Boston & M. R., 232 I. C. C. 593, and re- 
lated cases. 


The Commission, in Line Material Co. 
v. Hinchcliff, 43 M. C. C. 323, following 
the principle of the Norwich Wire 
Works case, found that an exception rat- 
ing on Electrical Appliances also ap- 
plied on transformer cases. Transformer 
cases were not specifically named in the 
exceptions item but were named speci- 
fically in the classification under the 
heading of Electrical Appliances. 

Until such time as Item 19375 is 
amended by the addition of some restric- 
tive wording we do not see how, under 
the principles of tariff interpretation in 
the cases cited herein and in our origi- 
nal answer, any restriction may be read 
into the commodity description in Item 
19375. If no restrictions are imposed by 
Item 19375, the Class 70 rating applies 
on lawn mowers and engines combined. 













































Warehouseman— 






Liability of for Injury to Goods 
Resulting From Flood 








Question—New Jersey 


In a recent warehousing, we suffered 
damage to furnished goods when the 
waterfront warehouse became filled with 
water from the unusual rising of the 
a during a storm of hurricane propor- 
ions. 


The action was termed “flood-tide” and 
we have been advised that this hazard 
is not insurable. 

Please let me know if insurance is 
available to cover such a situation. 
































Answer 







The proprietor of a warehouse does not 
warrant that goods stored therein will 
not sustain damage from an unexpected 
flood; his duty is fulfilled if he exercises 
reasonable care to protect the property 
from water (Crittenden v. North British 
& M. Ins. Co., 31 Fed. 700; Merchants 
Ice & Cold Storage Co. v. United Prod- 
uce Co., 131 S. W. 2d 469; Hecht v. Bos- 
ton Wharf Co., 107 N. E. 990; American 
Brewing Asso. v. Talbot, 42 S. W. 697). 
If an unprecedented flood or tide enters 
the warehouse before the proprietor has 
a reasonable opportunity to remove the 
goods, and no negligence on his part 1s 
shown, he is not liable. Hecht v. Boston 
Wharf Co., 107 N. E. 990; American 
Brewing Asso. v. Talbot, 42 S. W. 679. In 
the early stages of a flood, where it may 
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feasonably be anticipated that no dam- 
age will occur, it is not negligence on the 
part of the warehouseman to fail to 
remove the goods. Merchants Ice & Cold 
Storage Co. v. United Produce Co., 131 
Ss. W. 2d 469; American Brewing Asso. 
y. Talbot, 42 S. W. 679. Moreover, when 
it appears that there is danger of water 
reaching the goods, the warehouseman 
ordinarily performs his duty by removing 
the goods to an upper story of the build- 
ing; he is not generally expected to an- 
ticipate that the flood will cause the 
building to collapse. American Brewing 
Asso. v. Talbot, 42 S. W. 679. On the 
other hand, even in a calamity produced 
by a flood, a warehouseman is bound to 
exercise care commensurate with the 
exigencies of the situation. Anno: LRA 
1915 D 726; 136 Am. St. Rep. 231; Ann. 
Cas. 1917 A. 450. The plea that the in- 
jury is the result of “an act of God” 
will not avail the warehouseman where 
his negligence gave the physical force 
an opportunity to operate (Hecht v. Bos- 
ton Wharf Co., 107 N. E. 990), or where 
the warehouseman’s own neglect contrib- 
uted to the injury (Merchants Ice & Cold 
Storage Co. v. United Produce Co., 131 
S. W. 2d 469; Merchants & M. Transp. 
Co. v. Story, 50 Md. 4; National Compress 
Co. v. Hamlin (Tex. Civ. App.) 264 S. W. 
488). The latter rule applies where it 
may reasonably be anticipated that dam- 
age will occur and the warehouseman has 
a reasonable opportunity to remove the 
endangered goods to a place of safety 
and fails to embrace the opportunity. 
Anno: LRA 1915 D 726; 136 Am. St. Rep. 
244; Ann. Cas. 1917 A. 450. Moreover, 
the fact that one knows the condition 
and location of the warehouse does not 
place on him the assumption of the risk 
of injury from a high tide, or relieve the 
warehouseman of liability for negligence 
in leaving the property in danger thereof. 
Hecht v. Boston Wharf Co., 107 N. E. 990. 


Tariff Interpretation— 


Use of Term “And Other Articles Rated 
The Same or Lower” in Bills of Lading 


Question—Kentucky 


It has come to our attention that many 
shippers are describing shipments em- 
bracing in the description “and Other 
Articles Rated the Same or Lower”. 


We are aware of the fact that the 
rail classification makes provision for ap- 
plying this wording in descriptions. How- 
ever, there is no such provision in the 
National Motor Freight Classification 
and we had some controversy with vari- 
ous shippers who contend they are cor- 
rect in describing freight in this manner. 


We have been advised that approxi- 
Mately three years ago the TRAFFIC WoRLD 
published a formal ruling by the Inter- 
state Commerce Commission which cov- 
fred this matter and it read something 
like this: 















All tariffs are public. Therefore the ship- 
ber is presumed to be cognizant of the ratings 
to apply on the articles he is shipping and 
Whether they be classification or exception 
tfatings. Also, the shipper is aware of what 
articles he is embracing in the declaration 
and other articles classified the same or 
lower”. Therefore it is ruled that when this 
declaration is used in connection with an 
article upon which there is in effect in the 
§pplicable tariff an exception rating, then 
the exception rating shall apply”. 


We are of the opinion that you have 
such information indexed in such man- 
her that you may be in position to advise 
Us the issue in which this was published 



















> Mayflower vans are specially designed and built to Mayflower’s own 
standards to assure the safest transportation for household goods. It 
is not by mere chance that Mayflower vans have no tailgates! All have 
a complete set of standard equipment—all are maintained in tip-top 
mechanical condition. Mayflower’s van fleet is the largest owned by any 
household goods carrier .. . it’s the newest, and the finest furniture van 


fleet in existence. Wherever and whenever you order Mayflower serv- 


ice 


It Takes The World’s Largest, Company-Owned Van Fleet 
to Provide SAFE, DEPENDABLE Mayflower Service 


you can count on safe equipment—all the way! Standardize on 


Mayflower for complete satisfaction! 


J 





AERO MAYFLOWER TRANSIT COMPANY « Indianapolis 


Mayflower’s organization of selected warehouse agents provides on-the-spot 
-~ representation at the most points in the United States and Canada. Your local 
| Mayflower agent is listed in the classified section of your telephone directory. 
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Plan your work and work your plan! 
That is how we do it at Alger. Our top 
management knows what a cooperative 
planned program can do to give our 
customers dependable service. 


The Line of Champions 


GEO. F. ALGER CO. 


9, Michigan - Vinewood 1-9200 
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and give us some additional information 
that may help us clear up the question. 


Answer 


We cannot locate where the ruling 
stated in your question was set forth in 
the TRAFFIC WoRLD. Neither can we locate 
a report of the Commission to that ef- 
fect. 


Rule 2(1) of the National Motor 
Freight Classification provides that com- 
modity descriptions in shipping orders 
and bills of lading should conform to 
those in the applicable tariff in order to 
insure the assessment of the correct 
freight charges. 

This provision of Rule 2, governs 
whether or not the phrase “and other ar- 
ticles rated the same or lower” is used in 
describing a shipment. In other words, 
this term can be used correctly only if 
it is a part of the commodity descrip- 
tion under which the shipment moves. 


Motor Carriers— 


Pickup and Delivery Service 


Quéstion—New York 


Your reply to Kansas, on page 6 of the 
October 14, 1950 TraFFic WORLD, under the 
caption “State v. Interstate—Applicable 
Rate in Absence of Joint Through Rate”, 
raises the question in my mind concern- 
ing the practice of some line-haul inter- 
state motor carriers engaging local 
truckers to make pickups for them on 
the line-haul carriers’ bills of lading. 

For example, a consignment from point 
A in New Jersey is destined to a point 
in Connecticut. There is no regulation in 
New Jersey and the local pickup carriers 
have no interstate rights. The line-haul 
carrier has authority to service both 
points. The local trucker performs only 
the picking up of the L. T. L. consign- 
ments and delivering them to the re- 
ceiving terminal of the over-the-road 
carrier, for which the former is paid by 
the latter. 

Is this a legal arrangement and would 
the pick-up trucker be required to hold 
an Interstate Commerce Commission cer- 
tificate for the operation within New 
Jersey? Also, what would be the differ- 
ence, if any, were the pickups being per- 
formed in New York State for interstate 
movements into Connecticut? 


Answer 


With respect to this subject, see the 
reports of the Commission in Inter- 
change of Traffic at Point of Origin, 46 
M. C. C. 623; Dick’s Transfer & Truck 
Terminal Contract Carrier Application, 
43 M. C. C. 596 and Palismo Common 
Carrier Application, 41 M. C. C. 229. 

In the second case cited above the 
Commission said: 


Under the provisions of section 202 (c)(2) 
of the act, as amended, the transportation 
by motor vehicle, by any person (whether 
as agent or under a contractual arrange- 
ment) for a common carrier by motor ve- 
hicle, in the performance within terminal 
areas of transfer, collection, or delivery 
services, is considered to be performed by 
such carrier as part of, and shall be reg- 
ulated in the same manner as, the trans- 
portation to which such services are inci- 
dental. Thus applicants require no authority 
from this Commission to perform collection 
and delivery services within the terminal 
areas of the line-haul carriers served. While 
we are unable to determine from the record 
the extent of such terminal areas, it is clear 
that applicants have restricted their services 
to operations entirely within the corporate 
limits of Pittsburg. 

In Palismo Common Carrier Application, 
30 M. C. C. 591, and 41 M. C. C. 229, division 
5 construed and interpreted the provisions 
of section 202 (c)(2). In its report on 
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Packing, stowing, rates, routing 


and the hundred and one other phases of 
shipping are concern enough for the 
traffic manager — but keeping a finger 
directly on the movement of your many 
shipments can easily “get you all balled up.” 
Let a Norfolk and Western freight 
traffic representative pull the strings 
that take the ravels out of your ship- 
ping picture. Behind him is a 
modern railroad operated by 
progressive methods and 


skilled, dependable 


CSO timdane 


(WASHINGTON 


PRECtist on 


genuine sense of responsibility. 
Behind him, too, is-the efficient Nor- 
folk and Western Car Record office at 
Roanoke, Va., with accurate, current in- 
formation on the movement and location 
of your freight . . . a tracing service that 
has earned a reputation for dependability. 
These are some of the factors of the 
N.&W.’s Precision Transportation that will 
keep the tangles out of your shipments 


from loading to unloading platforms. 


N. & W. freight traffic representatives 
know the shipping business. Call on them 
for information or advice on rates, routes 
and schedules. Located in 39 principal 
cities throughout the country, and as near 
as your telephone, they are at your service 
at all times. 


RAILWAY 


TRANSPORTATION 





DAILY OVERNIGHT SERVICE 
o 


MICHIGAN EXPRESS, [NC. 


‘GENERAL OFFICES @ GRAND RAPIDS” 


_ Fred: G. Timmer, President 
‘TERMINALS 

* CHICAGO © GARY © HOLLAND © MUSKEGON 
GRAND. HAVEN © GRAND RAPIDS O KALAMAZOO 
BATTLE CREEK’Q HASTINGS © JACKSON © DETROIT 
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The LIFELINE of INDIANA 
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FRENCH LICK 
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Our list of satisfied ship- 
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larger. Learn why. 
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further consideration, 41 M. C. C. 229, it said 
at page 232, with respect to terminal areas: 

“In administering the provisions of sec- 
tion 202 (c)(2), we shall consider that a car- 
rier’s ‘terminal area’ is the corporate limits 
or the designated or accepted limits of the 
village, town, or city in which transfer, col- 
lection, or delivery service by motor vehicle 
is performed, unless the carrier incorporates 
in its tariffs or schedules on file with this 
Commission a description of a terminal area 
either greater or less in extent than the cor- 
porate limits. It is not necessary that the 
terminal areas of all line-haul carriers serv- 
ing any particular point be the same.” 

Here, as indicated above, there is no evi- 
dence of record establishing the limits of 
the terminal areas of the line-haul carriers 
served by applicants. Following the above- 
cited case, however, we may assume that 
such areas are at least coexistensive with 
the corporate limits of Pittsburg. Proceed- 
ing upon that assumption and the fact that 
applicants’ collection and delivery services 
have been confined to points within the 
corporate limits of Pittsburg, we conclude 
that such services are exempt from the cer- 
tificate and permit requirements of the act, 
and that the application to the extent re- 
opened should be denied. 


In the case first cited above, the Com- 
mission said: 


We conclude that the transportation by 
the pick-up carriers under consideration 
within terminal areas, in the performance 
of pick-up or delivery service for the line- 
haul carriers, is within the exemption of 
section 202 (c)(2) of the act, and accord- 


TRAFFIC WORLD 


ingly, in the performance of such service, 
the carriers are not subject to our juris- 
diction, except as to the provisions of sec- 
tion 204 referred to. As our jurisdiction 
over the service, even when performed by 
a carrier otherwise subject thereto, does not 
extend to the rates and charges therefor, it 
follows that joint rates, intended to in- 
clude compensation for the service, may not 
lawfully be maintained by the pick-up car- 
rier and the line-haul carrier. All such 
joint rates under consideration, therefore, 
are unlawful. To hold otherwise would be 
to contravene the intent of the Congress 
to exempt transportation within terminal 
areas, in the performance of pick-up or de- 
livery service for motor carriers, from the 
rate provisions of the act. 

In No. MC-C-510 we find that motor com- 
mon carriers, whose only service under the 
joint rates contained in the tariff under 
investigation is in the pick-up or delivery 
of freight within the terminal areas of 
origins and destinations in the United States 
for motor carriers, are not lawfully parties 
to such joint rates, and that the schedules 
under investigation, to that extent, are un- 
lawful. 


As you will observe from the above 
cited cases, pick-up and delivery, the 
service performed by motor carriers for 
line-haul motor carriers, does not require 
authorization by the Commission. This 
applies to pick-ups or deliveries per- 
formed in any state where the line-haul 
movement is interstate in character. 
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FROM OUR READERS 


No anonymous communications will be published and writers must identify themselves. 
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Truck Group Advertising 


Washington, D.C. 


Your editorial, “No Time For Private 
Wars,” in the May 12 issue of TraFFic 
WorLD, reveals a bias and a lack of un- 
derstanding of the issues involved which 
is nothing short of amazing for a publi- 
cation occupying the important position 
in the transportation world which yours 
does. 


Further, your comments regarding the 
advertisement of our committee—to 
which you have taken strenuous excep- 
tion—indicate that you have not actually 
read the message (T.W., May 5, p. 15). 
Here, for the benefit of you and your 
readers, is the complete text of that ad- 
vertisement as it appeared in a number 
of metropolitan newspapers over the 
country: 

“Railroads Are the Primary Target! * 


“As anyone who reads the daily news- 
papers knows, railroads have been the 
primary target in the Korean War. 
American railroads, by their own admis- 
sion,* would also constitute a primary 
target should we be bombed. Why, then, 
do we close our eyes to these important 
facts? 


“1. The highly vulnerable railroad in- 
dustry—important though it is—has 
been provided with the only major ma- 
terial allocation to date. 

“2. The Trucking Industry—which 
moved more tonnage in 1950 than all 
other forms of transportation combined 
—has still to be recognized. 

“3. The Trucking Industry can’t be 
bombed out of existence because it 
doesn’t move over fixed road beds. Be- 
cause it isn’t concentrated. Because it 
is instantaneously mobile! 

“4. Yet, in the face of these facts, the 
Trucking Industry’s allocation of pro- 


Car Institute advertisement, 
30, 1951.” 


* American Railwa 
Time Magazine, Apri 


duction and maintenance materials is 
still zero! 

“5. Is this fair play for the American 
people? Does this make sense? 


> * * * 


“The one way to protect our own best 
interests is to give materials priority to 
the No. 1 carrier offering the greatest 
protection in time of National Emer- 
gency—Motor Transport! 


“Trucking Industry National Defense 
Committee” 


Where in this message, we would like 
to know, is there any evidence of a pri- 
vate war against the railroads? In your 
editorial you accuse the committee of 
“keying its shrill tones to objections 
against the railroad steel allocations.” 
We made no such objection. We made 
only a statement of fact—namely, that 
“the highly vulnerable railroad industry 
—important though it is—has been pro- 
vided with the only major material allo- 
cation to date.” 


Other than this, we merely agreed with 
the recent advertisement published by 
the American Railway. Car Institute 
which stated that in modern warfare 
“The railroads are No. 1 on the destruc- 
tion timetable ”—and went on to 
express the fact that because motor 
transport does not share the railroads 
highly vulnerable position it is impera- 
tive—in the public interest—that it be 
furnished the materials it needs to meet 
the increasing demands which are be- 
ing made upon it. : 

When it comes to the matter of waging 
private war, we respectfully yield to the 
railroads, which have established them- 
selves as experts in this field with their 
propaganda offensives against highway 
transport over the past two years or SO. 
We haven’t started any war—and we 
have no desire to do so. We recognize 
the importance of railroads to this 
country and we are not advocating that 
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any materials allocated to them be re- 
directed to the trucking industry. 


All motor transport wants is to be 
recognized officially as the vital trans- 
portation agency it is and to be allocated 
the materials it needs to build the 
equipment required for the efficient op- 
eration of our economy today and in the 
critical years that lie ahead. Highway 
haulage does not wish any special favors 
or extra benefits. On the other hand, 
it does not want to be discriminated 
against. We are asking only for what is 
right—in the igterests of the American 
people. 

Reference is made in your news article 
on page 22 (T.W., May 12) to statements 
made by W. T. Faricy, of the Associa- 
tion of American Railroads, questioning 
the assertion in our advertisement that 
the trucking industry moved more ton- 
nage in 1950 than all other forms of 
transportation combined. This is the 
absolute truth—and the fact that some 
of the hauls made by trucks and trailers 
are short hauls does not in any way 
lessen the significance to be found in 
this comparison. The distance a cargo 
may be hauled is in no way related to 
the importance of its arriving at its 
destination when needed. To a firm 
three miles from the source a load of 
castings is as urgent as to one a thou- 
sand miles away. 


As for Mr. Faricy’s description of the 
flexibility of the railroads and the ease 
and speed with which bombed stretches 
of rail routes could be replaced or re- 
routed, it does not take much intelli- 
gence or observation to realize that, by 
comparison with motcr transport, the 
rails are as fixed and inflexible as any- 
thing could be. 


Consider, for one thing, that, as 
against some 238,000 miles of railway 
trackage in this country, there are over 
3,300,000 miles of roads and streets. 
Simple division will show you that for 
every mile of track that might be put out 
of commission through bombing there 
are 14 miles of roads and streets that 
would have to be similarly dealt with— 
so that there is no question but that 
trucks and trailers stand a considerably 
better chance of being able to operate 
effectively under an all-out attack than 
the railroads. 


This is strictly elementary, it would 
seem to us. However, aS we have 
pointed out—and as our advertisement 
which drew. sarcastic criticism from you 
clearly confirms—we have no desire to 
wage private war against the railroads. 
They have their place in our economy— 
just as highway haulage and the other 
forms of transportation have theirs. 


We simply wish to impress upon all 
conscientious. fairminded, and patriotic 
citizens of this great country of ours— 
and particularly upon the public officials 
to whom the people at large rightfully 
look for competent leadership—that so 
vital to our economy is the highway 
haulage industry—whether in peace or 
war—that all materials necessary to the 
building of needed trucks and trailers 
Must be made available to manufac- 
turers immediately—to the same relative 
extent that the railroads were provided 
for months ago. The editors of TrRaFFIc 
Wort» are unfaithful to their position of 
public trust when they seek—with sar- 
casm and ridicule—to becloud the issue 
and camouflage the emergency as a “pri- 
vate war.’—DavE Breck, Chairman, 
Trucking Industry National Defense 
Committee, 





EUROPEAN SERVICE - - 
PASSENGER AND FREIGHT— 


Motorship Falstria of the East Asiatic Line discharging 
Finnish newsprint at the Port of Oakland 


SHIP YOUR CARGO MOVING VIA 


EAST ASIATIC LINE 


THROUGH THE 


PORT OF 
OAKLAND 


MUNICIPAL TERMINALS LOCATED 
ON THE MAINLAND SIDE OF SAN FRANCISCO BAY 
WHERE RAIL AND WATER MEET 


Address all Inquiries to 


BOARD OF PORT COMMISSIONERS 


GENERAL OFFICES — GROVE STREET PIER — OAKLAND 7, CALIF. 
TELEPHONE: HIGHGATE 4-3188 


President, CLAIRE V. GOODWIN; Vice Presidents, 

STANLEY A. BURGRAFF and DUDLEY W. FROST; 

Commissioners, JAMES F. GALLIANO and H. W. ESTEP; 
Port Manager, A. H. ABEL. 
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QUANAH, ACME & PACIFIC RAILWAY COMPANY 
FREIGHT TRAFFIC DEPARTMENT 


Use the Transcontinental Cut-Off for Fast Service and a Larger Car Supply. 


A Fast, Direct, Non-Circuitous, Two System Route via 


Frisco-QA&P-Santa Fe Frisco-QA&P-FW&DC 
to or from OR to or from 
Arizona-California West Texas (FW&DC and WF&S Stations) 


Trainloads or single carloads save time over our line! 


Your patronage is constantly solicited and always appreciated. 


Vice President-Traffic 


BETWEEN EAST AND WEST QA¢FP/S BEST 
(QA&P-Frisco-AT&N—ONE SYSTEM, 5000 Miles serving nine states) 


%A Most Direct Route Automatic Tracing 
* Ample Motive Power * Fast Schedules 
*%No Large Terminal Delays * No Congestion 


*Short Mileage FRISCO -QA&P-SANTA FE 
(THE TRANSCONTINENTAL CUT-OFF) 


TRAFFIC REPRESENTATIVES. 


Atlanta 3, Ga.—J. H. McEacuern, General Agent. ws | New York 17, N.Y.—A.an G. Kern,Gen.Agt. Rose 3 
_ 620 A. G. Rhodes Building, 78 Marietta St., N. W. Tel. Walnut 7252. Room 3702-A Channin Bldg., 122 inet id St. To One oe 
Chicago 4, Ill—W. M. Huate, General Agent. : Pittsburgh 22, Pa.—Wiru1am J. Irwin, Eastern Traffic Manager ; 
Water C. Brown, Special Traffic Representative, L. B. Wiriu1ams, General Eastern Agent. . 
Room 1036, 332 South Michigan Ave. Tel. HArrison 7-1757. Room 603 Oliver Building, Tel. Atlantic 1-3061. 
Cincinnati 2, O.—J. W. Summertin, General Agent. Quanah, Tex.—C. S. Epmonps, Jr., Gen. Agt. 
____ 416 Mercantile Library Building. Telephone Main 0016. . San Francisco 5, Cal.—Ratpn G. Campsexi, General Agent. 
Detroit ae V. McEntez, General Agent, Ricuarp F. Carrouu, Traffic Representative. 
149 Michigan Ave., Room 915, Lafayette Bt. Tel. Woodward 1-1889. 1069 Monadnock Building. Telephone Douglas 2-4346. 
Los Angeles 14, Cal.—D. E. Futier, General Western Agent. Tulsa 3, Okla.—F. J. BLaicuer, Gen. Agt., 401 Kennedy Bldg. Tel. 4-2700 
Joun N. Lewis, Gen. Agent. Frank E. Coats, Traf. Rep., Washington 5, D. C.—Le Roy E. Moeiier, General Agent, 
Room 630 Cairns Bidg, 108 W. Sixth St. Tel. TUcker 4127. 519 Bond Building, 14th St. & New York Ave. Tel. National 5720. 
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LEHIGH has 


a 
RICHMOND, 


Virginia 


Total space: 160,000 sq. ft. 
Space is currently available in the Lehigh-managed 


Virginia Bonded Warehouse and Transportation Com- 8-car siding Southern Railway 
pany in Richmond. The Virginia plant was recently 8-truck platform 
taken over by Lehigh: since then the complete Lehigh " a ‘ “ 

d P 6 Lehigh distribution services 
system of materials handling and inventory control 


and other services has been installed. Pool car handling 
Mechanized equipment 
Sprinkler protected 

ADT Watchman Controlled 


U.S. Customs Bonded 


Address inquiries on space to: 
Edward F. Murray, Manager 


Virginia Bonded Warehouse & Transportation 
Company, 1709 East Cary Street, Richmond, Virginia 


LEHIGH WAREHOUSE & TRANSPORTATION CO. 


102 FRELINGHUYSEN AVE., NEWARK 5, NEW JERSEY 
Telephones: (N.J.) Bigelow 3-7200 (N.Y.) Rector 2-3338 


NEWARK ° JERSEY CITY * BROOKLYN °¢ ELIZABETH * PORT NEWARK «¢ RICHMOND, VA. 








= The Promised Land 
for 20th Century Industry 


? Colorado and Utah.. ‘equable climate...ample water 
and power...room to build and grow...stable labor 
supply...abundant raw materials... pleasant living con- 
ditions in modern communities that welcome you and 


your business. 


Via Denver or 
Pueblo and Salt Lake City 
or Ogden, this Colorado-Utah freight 
short-cut moves your goods on speedy, 
dependable schedules. 


Use the DIRECT East-West Span... 
SHIP IT Rio~Grande 











Smooth diesel-electric power measures off miles 
as precisely as a railroader’s watch ticks off 
seconds...and Centralized Traffic Con- 
trols adds capacity to heavy- 
duty, high-speed steel 
roadway. 


Vital, friendly, satisfactory transportation 


~ for you at scores of choice industrial - 
locations otra set aside for you along the main line thru the 
Rockies. Your inquiry will be treated in confidence, the 
information given you will be detailed and accurate. 
Communicate with E. L. Beardsley, Director of Industrial Development, 


Denver and Rio Grande Westeri Railroad, 1531 Stout Street, Denver, Colorado. 
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“WHY should we.ship 


via C& ETP” 


Recently we asked our field agents how 
they would answer the question above, 
if asked by a shipper in their territory. 
Here are some of the many reasons 
given in their replies. 


R. R. (Bob) DAVIS, SHREVEPORT— We emphasize that we 
are selling both transportation and service. That means 
moving goods with care and promptness, in addition 
to assisting with technical phases, such as rates, classi- 
fications, claims, and packing problems. 


M. H. (Max) GILL, KANSAS CITY—An important point we 
make is the C & EI’s strategic position as a connecting 
link. We are unsurpassed in our ability to serve rail- 
roads terminating in Chicago, Evansville, St. Louis, 
Thebes, or Chaffee. 


W. C. (Walter) STEPHENS, CHARLOTTE—A. big feature with 
our shippers is our daily merchandise car setup—from 
Chicago to all important cities in the South, Southeast, 
and Southwest. 


C. E. (Claude) COMBS, TULSA—We call attention to the 
C & EI’s location and equipment. These factors make 
our road an ideal carrier, capable of handling a large, 
essential traffic with promptness and efficiency. 


M. C. (Martin) WRIGHT, SAN FRANCISCO— Our shippers ap- 
preciate the fact that overnight service between all 
important terminals means no delays while on the 
C& EI. 


CHICAGO @ 


4 VINCENNES 


@ Ship via C & EI for 
dependable freight han- 
dling and on-time deliv- 
eries, through the great 
gateways of the Midwest 
— Chicago, Evansville, St. 
Louis, and Thebes. 


CHICAGO & EASTERN ILLINOIS RAILROAD 
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nn DAMAGE: 
NES Ordinary shipping hazards 
in conventional freight cars 
(not including fire, theft, 
improper refrigeration, etc.) 
were responsible for 54% of 
VILLE all freight damage in 1949— 










damage amounting to 
more than 61 million dollars. 






Stronger, lighter, more durable 
than ordinary steel freight cars, UNICEL as a box or refrigerator car, 
uses in its construction the latest developments in the modern 
science of cellular laminates. It carries bigger payloads, can be 

——__ produced faster for Jess than any car now on the rails! 
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sox ® Say “goodby” to the high amount of freight-damage. Tests prove there 
‘ ic: 


is 66% less road shock with UNICEL than ordinary cars. 
® say “goodby” to excessive spoilage... 
® to many difficulties in loading and unloading... 
® to long labor in cleaning... 
® to profits lost through damage when goods are shipped in ordinary cars! 


U N I c E L . . designed by men who know railroading and by men who have studied, 


thousands of cases of freight damage will give you... 
GREATER CAPACITY because it is /onger than the ordinary car. 


EASIER LOADING because doors are wider, fork-lift trucks and pallets, 
may be used. Built-in Unistrapping system enables shippers to 
tie down any kind of a load—securely, quickly and economically, 


Another “FIRST” for Pressed Steel Car EASIER CLEANING because entire inside and outside is continuous 
FIRST with the all steel hopper in 1897 and smooth without sharp corners, pockets or cracks. 
FIRST again with UNICEL in 19501 version of UNICEL, reduces condensation and dehydration 
toa minimum. An inner wall, insulation plus new refrigerating unit 
quickly convert UNICEL from box to refrigerator car. Heat can be 
provided during winter weather or in cold climates! 


Get the whole story. Write for your copy of 
psc “UNICEL—The Freight Car of the Future—Today” 





















PRESSED STEEL CAR COMPANY, Inc. 
6 No. Michigan Ave., Chicago, Ill. 
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TRAFFIC 
COUNSEL 


Always, Branch’s top traffic executives are 
at the service of the shipper—and the 
industry. From counsel in rate and tariff 
matters—right down to counsel on indi- 
vidual shipping needs—the experienced 
know-how of Branch’s Traffic Department 
is an unfailing aid. Under the leader- 
ship of E. C. (Mickey) 

Morgan—rely on Branch’s 

corps of traffic experts 

for solutions to your 

problems. 


MOTOR EXPRESS COMPANY 


* THE MAIN STEM OF THE INDUSTRIAL EAST 


EXECUTIVE OFFICES—/ 43 W. 18th St., New York—Phone CHelsea 3-1707 


TERMINALS: New York e Philadelphia 
Newark e Allentown e Reading e Baltimore 


U. S. Customs Bonded Carrier 1. C. C. Certificate No. MC 10875—Penna. P.U.C. No. 
A-11989 Licensed to transport liquor and specially denatured and tax free alcohol in 
Delaware, District of Columbia, Maryland, New Jersey, New York and Pennsylvania. 
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D.P.A. Designates Various 
Agencies, Including D.T.A. 


As Claimants for Materials 


Acting Administrator Gibson, of 
the Defense Production Administra- 
tion, late May 23 issued D.P.A.’s ad- 
ministrative order No. 1, effective 
May 24, designating the Defense 
Transport Administration and cer- 
tain other agencies and department 
heads as “claimants to present re- 
quirements” to the D.P.A. for the 
programs and areas specified in the 
order. 


Claimancy functions in the field of 
transportation, assigned to the D.T.A. 
and the Secretary of Commerce, are gen- 
erally in accord with those they have 
exercised heretofore and are specified in 
the new D.P.A. order as follows: 


“The administrator of the Defense 
Transport Administration with respect 
to (a) domestic transportation, except 
programs designated for the Secretary 
of Commerce; (b) storage; and (c) port 
facilities. 


“The Secretary of Commerce with re- 
spect to (a) Maritime Administration 
programs for coastwise, intercoastal, 
and overseas shipping, and merchant 
ship construction and repair; (b) Bu- 
teau of Public Roads programs for high- 
way construction and maintenance, in- 
cluding urban streets, regardless of 
fnancing; (c) civil aviation programs 
for which the Civil Aeronautics Admin- 
istration and the Civil Aeronautics 
Board are responsible including air 
Navigation facilities, civil airports, new 
civil aircraft and concurrent spares, for 
air carrier and for non-air carrier air- 
craft, and operation of equipment and 
facilities; and (d) other departmental 
programs, except Office of International 
Trade and National Production Au- 
thority programs as specified below.” 


To the administrator of the N.P.A. 
the D.P.A. assigned claimancy functions 
with respect to, among other things, 
‘Production of materials and products 
hot elsewhere assigned herein” and 
“civilian communications.” The D.P.A. 
designated the director of the Commerce 
Department’s Office of International 
Trade as claimant with respect to “all 
fxports not elsewhere designated” and 
gave the Economic Cooperation Adminis- 
tation a similar role with respect to 
‘requirements for (a) all non-military 
fxports to E.C.A. countries; (b) exports 
for additional military production under 
the Mutual Defense Aid Program and 
‘mmon-use items under other approved 
hilitary programs.” Chosen as claimant 
4gency with respect to “(a) production, 
'b) processing and refining, and (c) dis- 
tibution of petroleum and gas” was 
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the Petroleum Administrator for De- 
fense. The word “distribution” was not 
defined in the D.P.A. order. 





Carloadings Total 809,475 
In Week Ended May 19 


Loading of revenue freight the week 
ended May 19, 1951, totaled 809,475 cars, 
the Association of American Railroads 
announced. This was an increase of 
66,162 cars or 8.9 per cent above the 
corresponding week in 1950 when load- 
ings were reduced by railroad labor diffi- 
culties, and an increase of 35,565 cars or 
4.6 per cent above the corresponding 
week in 1949. 

Loading of revenue freight the week 
ended May 19 increased 1,348 cars or 
two-tenths of one per cent above the 
preceding week. 

Coal loading amounted to 134,167 cars, 
a decrease of 4,214 cars below the cor- 
responding week a year ago, but an in- 
crease of 1,168 cars above the preceding 
week this year, the A.A.R. said, and 
continued: 


Miscellaneous freight loading totaled 396,- 
998 cars, an increase of 40,440 cars above the 
corresponding week last year, but a decrease 
of 180 cars below the preceding week this 
year. 

Loading of merchandise less than carload 
freight totaled 76,416 cars, a decrease of 354 
cars below the corresponding week in 1950, 
and a decrease of 686 cars below the preced- 
ing week this year. 

Grain and grain products loadings totaled 
42,962 cars, an increase of 4,739 cars above 
the corresponding week in 1950, but a de- 
crease Of 2,170 cars below the preceding week 
this year. In the Western Districts, grain 
and grain products loadings for the week of 
May 19 totaled 29,012 cars, an increase of 
5,802 cars above the same 1950 week, but a 
decrease of 1,952 cars below the preceding 
1951 week. 

Livestock loading amounted to 8,239 cars, 
an increase of 164 cars above the same week 
in 1950, and an increase of 104 cars above 
the preceding week this year. In the Western 
Districts, loading of livestock for the week 
of May 19 totaled 6,371 cars, an increase of 
56 cars above the same week a year ago, but 
a decrease of 21 cars below the preceding 
week this year. 

Forest products loadings totaled 49,077 cars, 
an increase of 6,101 cars above a year ago, 
and an increase of 563 cars above a week ago. 

Ore loading amounted to 84,816 cars, an 
increase of 16,865 cars above last year, and 
an increase of 1,924 cars above last week. 

Coke loading amounted to 16,800 cars, an 
increase of 2,421 cars above a year ago, and 
an increase of 625 cars above the previous 
week this year. 

All districts reported increases compared 
with the corresponding week in 1950. All re- 
ported increases compared with the same 
week in 1949, except the Pocahontas. 


Cumulative Loadings 


1951 1950 1949 

Four weeks of 

Jamuary ..... 3,009,470 2,390,393 2,844,511 
Four weeks of 

February .... 2,699,638 2,288,055 2,767,048 
Five weeks of 

aa 3,785,098 3,445,557 3,344,752 
Four weeks 

CS ea 3,151,694 2,875,417 3,078,518 
Week of May 5 803,337 743,996 168,327 
Week of May 12 808,127 711,789 771,738 
Week of May 19 809,475 743,313 773,910 


Weta) ...00500% 15,066,839 13,198,520 14,348,804 


TOO LATE TO CLASSIFY 
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Witnesses for Two Federal 
Departments Oppose R.E.A. 


Rate Increases, at Chicago 


Two representatives of the Depart- 
ment of Agriculture and one witness 
for the Department of the Interior 
testified May 23 at the hearing on 
Ex Parte No. 177, Increased Express 
Rates and Charges, 1951, at the Mor- 
rison hotel, Chicago. 


Donald C. Leavens, transportation 
specialist for the Department of Agri- 
culture, presented testimony and ex- 
hibits, the purpose of which, he said, 
was to show “the current traffic and 
earnings position of the railroads and 
indicate the outlook of the immediate 
future in order to appraise the need of 
the industry for additional revenue.” 

Mr. Leavens said increases in traffic, 
rather than decreases, were the critical 
problems of the carriers. Operating rev- 
enues were approaching the all-time 
peak reached in 1948, while expenses 
were not increasing as rapidly as rev- 
enues, he stated. 


Factors in Increased Costs 


As for the R.E.A., he said it was ap- 
parent that the increases in its cost of 
handling per shipment could not be 
attributed entirely to increased wage 
rates or prices of materials or supplies. 

He gave figures showing that the costs 
of handling increased from 72 cents in 
1939 to $2.35 in 1950, an increase of 226.4 
per cent, while the average pay of em- 
ployees per straight time hour increased 
from 78 cents to $1.61, an increase of 
107.2 per cent, and wholesale prices of 
commodities, other than farm products 
and food, rose by 88.4 per cent. 

After stating that the wages of R.E.A. 
employes increased “only 107.2 per cent’ 
since 1939, while wage rates for em- 
ployes within all manufacturing indus- 
tries had risen by 131.4 per cent, Mr. 
Leavens said that, “consequently, it is 
a reasonable inference that wages paid 
by many firms using the express serv- 
ices have increased relatively more than 
those paid to employes of the express 
agency.” 

Mr. Leavens likewise reported that the 
net revenue per shipment of the R.E.A. 
in 1950 was $1.06, the highest on record, 
and 31 per cent above that earned in 
1949. 


Opposes Increases on Fish 


J. W. Bourke, transportation special- 
ist, traffic management division, trans- 
portation and warehousing branch of 
the Production and Marketing Adminis- 
tration, Department of Agriculture, said 
the increased rates and charges on fish, 
oysters, crabs, scallops, shrimp, etc., 
sought by the R.E.A. “are so drastic that, 
in my opinion, they will either cause 
diversion of traffic from express service 
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to other modes of transportation, or the 
traffic will not move because the accum- 
ulated charges will be more than the 
traffic can bear.” 

Pointing to the proposed increased 
minimum charge, Mr. Bourke said this 
“will drastically affect the shippers and 
receivers of minimum weight shipments, 
especially those receivers of fish, shrimp, 
and oysters, such as restaurants, hotels, 
small dealers, etc.” He added that the 
proposed adoption of the 5-pound gra- 
dation weight is an increase over the 
present method, resulting in further in- 
creased charges on shipments weighing 
less than 100 pounds. 

“Further increases in rates and 
charges by R.E.A., either of a direct or 
indirect nature, in my opinion, would 
most certainly tend to further reduce the 
volume of fish and shellfish moving by 
rail express,” he said. “The net result 
would be less revenue, despite the higher 
rate or charge.” 

William P. Booth, traffic manager of 
Denver Wholesale Florists Co., Denver, 
Colo., appearing on behalf of the Colo- 
rado State Flower Growers Association, 
the Pikes Peak Greenhouses, Inc., and 
Associated Flower Growers, Inc., testi- 
fied his firm had purchased three trailers 
and two trucks to haul certain of its 
shipments, as “insurance” against higher 
Railway Express Agency rates and 
against continuation of “poor service.” 

He said that Denver Wholesale Florists 
Co. did not particularly care to enter the 
trucking business, and that it planned 
to sell its trucks if the present R.E.A. 
rate on cut flowers out of Denver, and 
on supplies to Denver, was maintained. 
However, if the rate went up as pro- 
posed, the company would expand its 
truck fleet, Mr. Booth said. 

“We do not intend to let higher rail- 
way express agency rates ruin the Denver 
flower business,” he said. “If we had to 
remain with the agency, under the pro- 
posed rate increases, we would lose a con- 
siderable portion of our business, par- 
ticularly in our southeastern United 
States market.” 

Stating that his firm’s customers could 
not stand the increased R.E.A. rates, Mr. 
Booth said that “if the R.E.A.’s rates go 
up, we will sell our customers on truck 
transportation.” 


Cost Problem ‘Solution’ 


Asked by his counsel what in his opin- 
ion, was the solution to the Railway 
Express Agency’s problem of increased 
costs, Mr. Booth said that “the solution 
does not lie in increasing rates on a de- 
clining volume.” 


“Since the Commission is allowing an 
increase in parcel post rates, and since 
the R.E.A. has previously stated that 
traffic has been diverted into parcel 
post,” he added, “it is possible that the 
agency could regain some of this traffic 
by holding their present rates. They 
certainly are not going to reclaim any 
freight from the truckers and freight for- 
warders by raising their rates ... We 
believe the solution lies in rebuilding 
volume, improving service, and holding 
the present rates.” 


Plea for Fishery Industry 


Walter H. Stolting, chief, econontics 
and cooperative marketing section, 
branch of commercial fisheries, Fish and 
Wildlife Service, Department of the In- 
terior, said the R.E.A.’s proposals for 
increased rates, if put into effect, would 
cost the fishery industry “millions of 
dollars.” 

Mr. Stolting said it was difficult to see 
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how the R.E.A.’s request to abolish all 
l.c.l. commodity tariffs for fishery prod- 
ucts could be considered reasonable. He 
said fish and sea food traffic as a whole 
were well above the average weight per 
shipment and average express charge 
per shipment for all types of traffic 
handled by the express agency. 

Mr. Stolting discussed several in- 
stances in which, he said, the proposed 
changes would boost the present rate 
and charge on 100-pound shipments of 
fish from 176 to 227 per cent. In the 
case of the lower-price fish, the proposed 
changes might wipe out such traffic, he 
said. 

Howard E. Schauble, traffic manager 
of Booth Fisheries Corporation, Chicago, 
presented several witnesses on behalf of 
his company. One of these was Elmer 
Erickson, superintendent of the Chicago 
wholesale branch of Booth Fisheries. 


Icing of Fish Shipments 


Mr. Schauble said, when a statement 
as to the nature of his questioning on 
@e-icing was demanded, that he was 
seeking to show that the company iced 
its own shipments of fish, and that the 
R.E.A. offered Booth Fisheries no serv- 
ices which would necessitate the in- 
creased charges sought. 

In his questioning, he drew from Mr. 
Erickson an opinion that the agency’s 
services had declined in the last few 
years. Mr. Erickson gave several in- 
stances indicating, he said, that the 
agency’s service had declined. He said 
the R.E.A. provided poor delivery serv- 
ice, often necessitating Booth to pick up 
its own shipments at the Chicago depot, 
and that recently the agency stopped 
delivery to customers in the smaller 
towns on Saturday, thus prohibiting the 
company from shipping on Friday. 

In reply to a question by Mr. Schauble, 
Mr. Erickson said that the increases that 
would result from the proposed rates 
would definitely cause a curtailment of 
the company’s purchases and would re- 
sult in a decline in outbound shipments 
by R.E.A., if not a decline in business. 


(See earlier story on page 63) 





Forwarder Consolidating 
Rates Case Reopened for 
Hearing With Clipper Rates 


The Commission, on petition of 
several freight forwarders, has con- 
solidated with two investigation and 
suspension proceedings involving 
rates of Clipper Carloading Co., its 
investigation of shipment consolida- 
tion by freight forwarders generally 
concluded in 1943. 


The order reopens for further hearing 
No. 28894, Consolidation of Shipments 
by Freight Forwarders, and consolidates 
with it for hearing I. and S. No. 5784, 
Consolidated Shipments— Chicago to 
West Coast, and I. and S. No. 5878, Con- 
solidated Shipments Between Chicago 
and East. 

No. 28894 was decided September 7, 
1943. The Commission found tariff pro- 
visions and practices of the respondent 
freight farwarders for the consolidation 
of smaller into larger shipments un- 
reasonable, unjustly discriminatory, un- 
duly prejudicial, or indefinite. The Com- 
mission prescribed reasonable and other- 
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wise lawful provisions and practices, 256 
I.C.C. 305. 

The pending investigation and sus- 
pension proceedings involve the con- 
solidation of shipments by Clipper. The 
Commission, division 2, recently vacated 
an order of suspension involving west- 
bound rates published by Clipper and 
protested by Acme Fast Freight, Inc, 
(T.W., April 21, p. 21). 

The consolidated proceedings were as- 
signed for further hearing July 10, in 
Washington, D.C., before Examiner John 
A. Russell. 


















I.C.C. Asked to Determine 
Application of Its Order 


In Rail Divisions Case 


Pursuant to a court order, the 
Pennsylvania Railroad, the New York 
Central, and the Erie Railroad have 
asked the Commission to make cer- 
tain determinations concerning divi- 
sions with two southern railroads. 


They asserted that Southern Railway 
Co. and the New Orleans & Northeast- 
ern Railroad Co. had not paid over to 
them their proper portion of freight 
charges on numerous carload shipments 
of flour for export from Buffalo, N.Y,, 
through Cincinnati, O., to Mobile, Ala., 
and New Orleans, La., in the period 
May 31, 1940, to date. 

The three northern railroads said they 
had filed an action in the federal dis- 
trict court for the eastern Virginia dis- 
trict, designated as civil action No. 487, 
asking an accounting by the two south- 
— carriers for the aforementioned pe- 
riod. 


The court stayed the proceedings un- 
til a decision on certain administrative 
issues could be obtained from the Com- 
mission. The court set out the reasons 
for its action in the stay order by say- 
ing that it appeared from the evidence, 
as well: as by stipulation of the parties, 
that the right of the northern carriers 
to recover could not be sustained if the 
Commission, by its findings, report and 
order in No. 24160, In the Matter of Di- 
visions of Joint Interterritorial Rates 
Between Official and Southern Terri- 
tories, 238 I.C.C. 149, effective May 31, 
1940, intended that the involved freight 
charges should be divided in accordance 
with the percentages fixed in that order. 


The court further said it appeared to 
it that “the character of the rates here 
involved is not fixed, and also that it is 
not clear as to whether the rates upon 
which the traffic here involved moved 
are to be divided pursuant to the report 
and order of the Commission in docket 
No. 24160, and that these matters are 
primarily to be decided by said Commis- 
sion.” The court further said it ap- 
peared that the action should not be 
further considered by it until the Com- 
mission had reached a determination of 
those matters. It added that the pal- 
ties had stated their willingness to re- 
quest the Commission to do so. It there- 
fore ordered the plaintiffs and defend- 
ants “forthwith” to take appropriate 
steps to obtain a determination of the 
aforementioned matters. 

The northern carriers attached a copy 
of the court’s order to their petition, 2 
which they said the purpose of the stay 
order of the court could be accomplished 
by the institution of an investigation % 
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a similar appropriate proceeding wherein 
a determination might be made of the 
matters described in the stay order. 


Heavy Hauling by General 
Commodity Motor Carriers 
Alleged in Inquiry Plea 


Two western “heavy haulers” have 
asked the Commission to investigate 
the operations of “general commod- 
ity’ motor carriers alleged to be 
transporting commodities requiring 
the use of special equipment and to 
order such “general commodity” car- 
riers to cease and desist from such 
practices. 


The petition was filed by Salt Lake 
Transfer Co., and Ashworth Transfer 
Co., of Salt Lake City, Utah. They said 
they had authority to transport, among 
other commodities, those of unusual 
size and weight requring special han- 
dling or special equipment, in Utah, 
Wyoming, Idaho, Montana, Arizona, Ne- 
vada, and New Mexico, with Ashworth 
also having authority in Colorado. 

A number of so-called “long-lines mo- 
tor carriers” operating in or through the 
intermountain area held authority to 
transport general commodities, said the 
petitioners. They added that most of 
them had in their certificates prohibi- 
tions against the transportation of 
“commodities requiring special equip- 
ment.” 

At the time of the initial grants of 
general commodity rights to those and 
other carriers after 1935, said the peti- 
tioners, the motor equipment was gen- 
erally of the van type body, truck or 
tractor. They added: “. . . very, very 
few of which had kody lengths for the 
transportation of commodities in excess 
of 20 feet, and practically no flat-bed 
trucks were operated by them.” 


Expansion of Operations 


Recipients of general commodity au- 
thority were in the main transporters 
of miscellaneous dry freight such as 
might be customarily loaded or unloaded 
by hand or by use of an ordinary hand 
truck, said the petitioners. At the time 
the authorities were issued, they con- 
tinued, the Commission differentiated 
in the type of authority granted gen- 
eral commodity carriers on the one 
hand, and the “special equipment,” 
“heavy haulers” such as themselves, on 
the other, because of the different type 
of Motor equipment and the special re- 
quirements for loading and unloading 
certain commodities. They said the 
Commission still followed the practice 
of excluding the right to transport com- 
Modities requiring special equipment 
from certificates of general commodity 
haulers unless substantial evidence was 
introduced at hearing. 

The petitioners said that the general 
commodity carriers had greatly expand- 
ed the size and length of trucks and 
trailers operated by them, many now op- 
trating 35-foot and 45-foot van type 
semi-trailers on daily schedules. In ad- 
dition, they said, they had observed that 
& Number of those carriers had now pur- 
chased flat-bed semi-trailers used for 
transporting large, heavy and bulky 
Commodities that might not normally 

loaded into van type trailers. They 

Said they had observed such carriers 
hauling commodities which had been 
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loaded by the use of cranes, winches, or 
similar mechanical loading devices, and 
that they had “manifested an attitude” 
that they might transport such objects. 

Those actions had resulted in loss to 
them of a very substantial portion of the 
traffic “which normally and properly 
would be handled” by them, the petition- 
ing carriers said. Also, they said, a num- 
ber of the general commodity carriers 
had published rates for movement of 
special commodities, in some instances 
lower than the petitioners’ rates. 


House Bill Would Curb Ship 


Transfers to Foreign Flags 


Representative Machrowicz, of Michi- 
gan, has introduced H.R. 4237, a bill de- 
signed to curtail the transfer of Ameri- 
can ships to foreign flags. According 
to-its title, it would amend section 9 of 
the shipping act, 1916. 


In a statement he inserted in the 
appendix of the Congressional Record, 
as an extension of his remarks, Repre- 
sentative Machrowicz said that there 
had been much evidence of “leaks of 
strategic materials to Red China, Soviet 
Russia and its satellite countries” and 
that “only last week” a newspaper syn- 
dicate writer had reported having seen 
personally a ship under the Panamanian 
flag en route to a Communist China 
port. The writer had been informed by 
Navy officers, said Mr. Machrowicz, that 
the ship was “American owned, Ameri- 
can manned, and carrying American 
cargo.” 


“These and similar reports have been 
coming to us often,” said Mr. Machro- 
wicz. “You may be surprised to know 
that little Panama is the fourth largest 
maritime country in the world... 

“My bill will prohibit sales or trans- 
fers of American ships to foreign citizens 
and corporations unless and until the 
Secretary of Defense certifies that the 
retention of the ship is not of essential 
military or defense value to the United 
States and the Secretary of State certi- 
fies that the sale or transfer is in fur- 
therance of the foreign policy of the 
United States. The Federal Maritime 
Board must also determine that the 
vessel is not necessary to the promo- 
tion and maintenance of an adequate 
merchant marine. The bill contains 
further provisions strengthening our 
security with regard to such transfers 


— 


Middlewest Motor Bureau 
Asks Rate Pact Approval 


The Commission has issued notice of 
receipt of section 5a application No 34, 
Middlewest Motor Freight Bureau— 
Agreement, filed by J. D. Lawson, of 
Kansas City, Mo., as attorney-in-fact. 

The bureau asked approval of the 
agreement under the so-called Reed- 
Bulwinkle act, which relieves from op- 
eration of the anti-trust laws common 
carriers entering into and carrying out 
agreements concerning joint action on 
rates and related matters, if the agree- 
ments are approved by the Commission. 

The Commission described the agree- 
ment as follows: 

“Agreement involved: An agreement 
between and among common carriers by 
motor vehicle relating to rates, charges, 
rules, regulations and practices for the 
transportation of property wholly or in 
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part by motor vehicle, in interstate 
commerce (1) between points in Middle- 
west territory, with certain exceptions, 
and (2) between points in the territory 
described in (1), on the one hand, and 
on the other, points in Central States 
and Southwestern territories, and (3) 
between Central States Territory and 
Southwestern Territory, as such terri- 
tories are defined in the by-laws of the 
Middlewest Motor Freight Bureau; and 
procedures for the joint initiation, con- 
siderations, and establishment thereof” 

Those desiring the Commission to hold 
hearing were instructed to make their 
request in writing within 20 days from 
May 23. 


Ruling Made on Lumber 


Loading at Transit Points 


Arthur H. Gass, chairman, car 
service division, Association of 
American Railroads, has informed 
railroads of a ruling of the Commis- 
sion’s Bureau of Service in connection 
with revised service order No. 876, 
Requirements for Loading of Lumber 
and Lumber Products (T.W., May 12, 
p. 48). 


Mr. Gass quoted paragraph (e)(2) of 
the revised order as follows: 

“The provisions of this order shall 
apply to all shipments from points of 
origin as well as transit points, on and 
after the effective date of this order.” 

He said that question had been raised 
as to whether this paragraph meant that 
shipments of lumber moving out of 
transit points on transit billing must be 
loaded in accordance with the provisions 
of the order, and added: 

“The Bureau of Service has ruled that 
such shipments do not have to be in 
compliance with the order; that as to 
transit shipments, the order is applicable 
at the first point of origin only. Where 
new shipments are made from transit 
points—not on transit billing issued pre- 
viously—then the shipment must be 
loaded in accordance with the terms of 
the order.” 











































Congress Passes Aviation 


War Risk Insurance Bill 


Late May 23, the Senate concurred in 
the House amendments to S. 435, a bill 
amending the civil aeronautics act so as 
to authorize provision of war risk in- 
surance by the Secretary of Commerce 
for air carriers engaged in international 
transport, and the bill was sent to the 
President. 

Before making a motion for Senate 
concurrence in the House amendments, 
Chairman Johnson, of the Senate inter- 
state and foreign commerce committee, 
said that one of those amendments au- 
thorized the Secretary of Commerce to 
provide war risk insurance with respect 
to foreign-flag aircraft “only if and 
when they are engaged in aircraft op- 
erations deemed by the Secretary to be 
in the interest of national defense or 
national economy of the United States.” 
He added that,-as passed by the Senate, 
the bill would have permitted provision 
of such insurance for foreign-flag air- 
craft owned by US. citizens “without 
regard to whether such aircraft were 
engaged in operations of this character.” 


(See earlier story on page 77) 


Why 


SHELL © 


ships glycerine 
in tank cars of 
| Alcoa Aluminum 
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Chemical men know which metals are friendly to their 
products. That’s why Shell Chemical Corporation operates 
a fleet of aluminum tank cars for shipping synthetic glycer- 
ine. Whether it is destined for resins, plastics, explosives 
or its many other uses, Shell’s glycerine will arrive pure 
and free from discoloration. 

Like Shell, other shippers of many liquid ladings choose 
aluminum tank cars for one or both of the following reasons: 


NO DAMAGE TO LADINGS—Aluminum does not con- 
taminate or discolor sensitive liquids, does not promote 
decomposition. 


NO DAMAGE TO CARS—Many acids and other corro- 
sive ladings have no effect on aluminum. Far less painting 
and maintenance required. 


Although military needs for aluminum may delay your pur- 
chase or lease of aluminum tank cars, why not get full infor- 
mation now? Alcoa pioneered the aluminum tank car—years 
ago, will make available to you all the accumulated knowl. 
edge of this development. Contact your car builder. Or 
write ALUMINUM COMPANY OF AMERICA, 1819E Gulf 
Building, Pittsburgh 19, Pennsylvania. 


LADINGS LIKE THESE ARE MOVING 
IN TANK CARS OF ALCOA ALUMINUM: 


Glycerine Trichlorobenzene Formaldehyde 

Nylon Salts = Naphthenic Acid Hydrogen Peroxide 

Fatty Acids Acetic Anhydride Water White Rosin 

Nitric Acid Butyraldehyde Nitrogen Fertilizer Solutions 
Sorbitol Oleic Acid Glacial Acetic Acid 
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THE WEEK IN TRANSPORTATION 


News of Significance bo Traffic and Transporllation Men 


Work of Industrial Traffic Man Examined 
At Tennessee University Conference 


Unified Transport Agency 
Proposal to Be Studied at 


C. of C. Regional Meeting 


The recently adopted policy of the 
Chamber of Commerce of the United 
States favoring creation of a single 
federal transportation agency (T.W., 
May 5, p. 15) is expected to be 
thoroughly analyzed at the Cham- 
ber’s southeastern ‘regional trans- 
portation conference to be held at 
Atlanta, Ga., June 7 and 8 (T.W., 
May 12, p. 24). 


The conference has been arranged 
through cooperation of the Atlanta 
Chamber of Commerce with the National 
Chamber. 


The Chamber proposal would place all 
federal transportation regulatory, admin- 
istrative and promotional functions (ex- 
cept emergency transport functions) in 
one permanent transportation agency 
directly responsible to Congress. 

Other current-transportation issues on 
which policy declarations were adopted 
at the Chamber’s recent annual meeting, 
as well as subjects to be considered by 
its transportation committee in the com- 
ing year, in the fields of land, water and 
air transport, will also be discussed at 
Atlanta. 


The primary purpose of the conference, 
as announced by the Chamber, is to dis- 
cuss current problems confronting the 
transport industry and to obtain from 
transport executives and shippers in the 
southeast their views and suggestions on 
ways to create a better transport system 
both now and for the future. 


A feature of the two-day meeting will 
be a carrier roundtable session on “Mo- 
bilizing for Action.” Joseph G. Kerr, 
chairman of the Southern Freight Asso- 
ciation, will head the roundtable panel, 
the most recent addition to which is 
Jack B. Cole, Jr., president, Jack Cole 
Co., Inc., Birmingham, Ala., representing 
the trucking viewpoint. Other members 
of the panel are: C. McD. Davis, presi- 
dent, Atlantic Coast Line Railroad, Wil- 
mington, N. C.; W. B. Garner, executive 
Vice-president, Waterman Steamship 
Corporation, Mobile, Ala.; Guy A. Hugue- 
let, president, Southeastern Greyhound 
Corporation, Lexington, Ky.; and C. E. 
Woolman, president and general man- 
ager, Delta Air Lines, Atlanta. 


Rail Women to Meet 


The seventh annual convention of the 
National Association of Railway Business 
Women will be held June 22-24 at the 
Nicolett Hotel, Minneapolis, Minn., the 
association has announced. Following 
the convention there will be a four-day 
Vacation tour of scenic northern Min- 
hesota. 


Two-Day Sessions Filled With Speeches and Discussions on Status and 


Value of Traffic Management, and Surveys of Transportation Services 


And Freight Rates in the South—First Southern Program of Its Kind. 


Transportation men and students, 
to the number of 176, of which only 
about a dozen were from north of 
the Mason-Dixon line, participated 
in the first Industrial Traffic Man- 
agement Conference, sponsored by 
the Department of Transportation 
and Public Utilities of the University 
of Tennessee, at the Hotel Andrew 
Jackson, Knoxville, May 17 and 18. 
The conference was endorsed by the 
Southern Traffic League. 


The two days of discussions were high- 
lighted by panels on the relationship 
and contrast between motor carrier and 
rail rates in the south, and another on 
the coordination of domestic transpor- 
tation for peak utilization. There were 
also a number of addresses by individ- 
uals, and two dinner meetings, one of 
them the annual dinner of the Tennessee 
Alpha Chapter of Delta Nu Alpha Trans- 
portation Fraternity. 


Most of the work in preparing for and 
carrying out the project was done by 
William Way, Jr., chairman, transporta- 
tion and public utilities department, Col- 
lege of Business Administration, Univer- 
sity of Tennessee, who was chairman of 
the first session, the morning of May 17. 
Dr. Andrew Holt, assistant to the presi- 
dent of the university, welcomed those 
attending the conference. 


The Mobilization Job 


The first speaker was W. S. Rainville, 
executive assistant to Administrator 
Knudson, of the Defense Transport Ad- 
ministration, Washington, D.C. He 
spoke on “The Mobilization of Transpor- 
tation Facilities for Defense Production.” 

Administrator Knudson had accorded 
the conference his “complete endorse- 
ment,” said the speaker, because he con- 
ceived that “the transportation problems 
arising out of the defense emergency 
which must be met and solved require 
the ultimate in training and transporta- 
tion know-how.” 


He described the functions of D.T.A. 
“essentially” as follows: 

“1. To assemble and analyze data with 
respect to requirements imposed on do- 
mestic transportation and storage sys- 
tems and facilities and with respect to 
the ability of such systems and facilities 
to satisfy such requirements. 

“2. To formulate such plans and pro- 
grams, and to take such action, as may 


be desirable to meet requirements for 
domestic transport and storage, includ- 
ing, among other things, programs and 
measures for increasing the efficiency 
and obtaining maximum utilization of 
domestic transport and storage systems 
and facilities and for providing addi- 
tional transportation and storage facili- 
ties. 


“3. To coordinate and direct the do- 
mestic movement of passenger and 
freight traffic in cooperation with the 
Interstate Commerce Commission and 
private transportation organizations and 
agencies. 

“4. To allocate the use of domestic 
transportation and storage facilities by 
operators thereof, and allocate domestic 
transportation and storage services to 
the users thereof. 

“5. To administer such priorities as 
may be necessary to insure the movement 
of essential traffic, subject to such poli- 
cies and orders as the Defense Produc- 
tion Administrator may prescribe. 

“6. To act as claimant for materials 
and manpower for the construction, op- 
eration,-maintenance, and repair of do- 
mestic transportation and storage sys- 
tems and facilities.” 

In addition, said the speaker, the 
D.T.A. acted as a “recommending agency” 
to the Defense Production Administra- 
tion in connection with applications for 
accelerated tax amortization under the 
internal revenue act, and on applications 
for loans for equipment and facilities, 
under the defense production act. 

He described at some length the cir- 
cumstances and planning which led to 
the broad mobilization pattern of which 
D.T.A. was a part. On the basis: of 
experience gained in two world wars, he 
said, the D.T.A.’s policy had been de- 
veloped aS one under which the at- 
tempt, wherever possible, would be “to 
carry out its* defense transportation, 
storage and port programs on the basis 
of voluntary public participation and 
cooperation rather than through gov- 
ernment orders.” Its efforts would be, 
he continued, “to provide adequately for 
the transportation needs of the defense 
production effort and the _ essential 
civilian economy through existing car- 
riers and with a minimum managerial 
usurpation by the government, and to 
encourage the provision of additionally 
needed plant and equipment by private 
enterprise wherever possible.” However, 
he added, “where this type of approach 
is not productive of results after a rea- 
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sonable trial, the necessary rules, regu- 
lations or orders will be issued.” 

In his paper he described in detail 
the D.T.A. organization and functions. 
As to the outlook, he said future con- 
trols and activities of his agency would 
be determined “as situations arise.” He 
insisted, however, that “the use of orders 
or other types of restrictive actions will 
be confined to those instances where the 
national defense would otherwise be af- 
fected adversely and where voluntary 
action on the part of industry is im- 
practicable because of legal obstacles or 
when it will not accomplish the necessary 
results.” 


Pre-Planning for Shippers 


F. E. Luebbe, general traffic manager, 
The Kroger Co., Cincinnati, O., executive 
vice-president of the Associated Traffic 
Clubs of America, spoke on “Gearing 
Your Traffic to Transportation Condi- 
tions Ahead.” 

He said that one of the encouraging 
signs in transportation at the moment 
was the sharpened awareness of man- 
agement of the “dependence of the econ- 
omy of the nation and the American way 
of life upon adequate transportation.” 
Events had already indicated some of the 
major problems to be met by shippers 
and carriers, he said, citing the extraor- 
dinary traffic load on the facilities, the 
car shortage of last March, and the se- 
ries of service orders already issued by 
the Interstate Commerce Commission, 
as well as restrictions in the use of steel, 
rubber and other necessary transporta- 
tion materials. He said he felt, how- 
ever, that we might draw “encourage- 
ment from our past experience.” On that. 
point, he continued: 

“While the task admittedly is difficult, 
we can find much encouragement from 
our past experience. The necessities of 
the times, and the experiences gained 
from our efforts to find a solution to 
many of our problems during the last 
war, developed economies and efficient 
practices that have carried over into our 
post-war operations. 

“We have greatly expanded the use of 
mechanical aids to speed the handling 
of material. The loading and unloading 
of cars and trucks is now accomplished 
with less manpower and with very much 
less expense than in the past; in addi- 
tion, it results in a speedier release of 
rail cars and a more rapid turn-around 
of automotive equipment which is so 
vitally needed. 

“The imposition of higher carload 
minimum weights resulted in the reali- 
zation that better loading and packing 
methods were required; much effort has 
been directed to that problem with en- 
couraging results. The same applies to 
the handling of multiple carlot quantities 
in individual cars authorized during the 
last war period and the great increase in 
the number of cars loaded under stop- 
in-transit arrangement, for partial load- 
ing or unloading. Originally, this heavier 
loading and the increase in the number 
of cars stopped in transit resulted in con- 
siderable damage; however, the spot- 
lighting of the danger, directed the at- 
tention of supervisors to the problem, 
with the result little difficulty is now 
experienced on such shipments. 

“The restrictions imposed upon the 
operation of motor trucks and the in- 
ability to secure a sufficient amount of 
equipment, resulted in the establishment 





of more effective procedures and more 
effective use of that equipment, through 
the elimination of unnecessary or cir- 
cuitous routes, and the full utilization of 
equipment through securing return hauls 
with resulting economies in transporta- 
tion costs. 

“Preventive maintenance programs 
emphasized during the emergency period 
developed a consciousness that preventive 
maintenance was a worthwhile objective 
in normal times, and these have been 
carried on uninterruptedly since then. 

“The same was true of safety and acci- 
dent prevention programs, emphasized 
during the emergency period due to the 
condition of equipment, were continued 
and elaborated upon when more normal 
conditions returned. 

“Periods of emergency and inadequate 
transportation facilities present oppor- 
tunities for the traffic department and 
traffic men to improve their status in the 
eyes of management and other depart- 
ment heads of the organization.” 

Mr. Luebbe asserted that the country 
had an “extremely valuable asset” toward 
solutions of impending transportation 
problems “in the people developed 
through the training programs estab- 
lished by the transportation industry 
and industrial concerns, and particularly 
due to the great expansion of educa- 
tional facilities now available in our 
schools and universities specializing in 
traffic and transportation education.” 

The expansion of the transportation 
industry in America was due in no small 
part to “the emphasis on traffic educa- 
tion in recent years and by the natural 
interest and ambition of those people 
who have taken advantage of the educa- 
tional facilities and training programs,” 
said he. 

“Tf we traffic men keep ourselves prop- 
erly informed of the deficiencies of the 
transportation facilities as they apply 
to our business, recognize their prob- 
lems and apply the resourcefulness and 
ingenuity usually displayed by the able 
traffic men whom I see before me, we 
will prove to be a match for the difficul- 
ties facing us and earn a greater respect 
from our management for the art of 
traffic management, and a higher ap- 
preciation of the importance of trans- 
portation to the nation.” 


Anatomy of Traffic Management 


Frank B. Ward, chairman, economics 
department, College of Business Admin- 
istration, University of Tennessee, pre- 
sided at the afternoon session. Robert 
J. Bayer, of Chicago, editor, TRAFFIC 
Wor_p, and assistant to the president, 
Traffic Service Corporation, spoke on 
“What Makes a Traffic Manager?” 


He stressed the need of basic education 
in fundamentals for the aspiring traffic 
subordinate and characterized the traf- 
fic man, in general, as the best trained 
person, technically, in American indus- 
try. His own observations in recent 
years, however, said he, had convinced 
him that, although industry was at 
length becoming aware of the import- 
ance of transportation, and was admit- 
ting its guiding transportation execu- 
tives to policy councils, it also wanted 
more from such men than mere techni- 
cal skill, however well developed. The 
top-flight traffic men of today were not 
traffic men at ‘all, in the sense that they 
were not primarily expert rate men, 
authorities on routing, or skilled in 
package design. They were, above all 
else, business administrators; and in- 
dustry had shown that where it could 
not find potential business administra- 
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tors among its technically trained traffic 
men, it did not hestitate to go outside 
those forces to put the top responsibility 
for its transportation into the hands 
of a transportation vice-president who, 
while he might lack technical training 
and experience, was a competent admin- 
strator. The lesson was clear, said the 
speaker: The man who intended to 
make a career in industrial traffic ought 
first to acquire a thorough technical 
training; but, beyond that, he ought to 
expand his interest and study beyond the 
sphere of his own department into the 
broader aspects of business economics 
and administration. When a wider ap- 
preciation of the need for this course 
of action came about, he concluded, the 
lack of appreciation on the part of in- 
dustry for competent handling of its 
transportation, already on the wane, 
would disappear entirely. 

G. Lloyd Wilson, chairman, transpor- 
tation and public utilities department, 
University of Pennsylvania, Philadel- 
phia, Pa., speaking on “The Need for 
Traffic Education,” said that weaknesses 
and strengths in industry, the professions 
and government in this country, were 
the direct products of lack of, or active 
fostering of cooperation among _ those 
groups. 

“The greatest hope of greater progress 
in the future is the development of 
stronger and more understanding re- 
lationships between business, professional 
groups, government and educational in- 
stitutions,” said he. 

He insisted that there was no conflict 
between practical and theoretical points 
of view on those fields. 

“Education without practical applica- 
tion is sterile,’ he continued. “Prac- 
tical efforts without scientific assistance 
are apt to be static. Both are necessary in 
the development of individuals, of bet- 
ter practices, and stronger industrial, 
commercial, governmental and _ profes- 
sional practices.” 

He described early movements toward 
the organization of a professional society 
in the field of traffic and transportation, 
and the maner in which these eventually 
culminated in the formation of the 
American Society of Traffic and Trans- 
portation. He described the way in which 
the society was set up, and outlined its 
objectives. He spoke at some length 
about its examination program which, 
he said, was intended to guide the in- 
dividual in his preparation for profes- 
sional work in traffic and transporta- 
tion, to provide standards by which in- 
dividuals might test their proficiencies 
in the field, and to afford the certifica- 
tion of a professional society that the 
individual is qualified by technical train- 
ing, character and experience to under- 
take professional work in the field. 

Speaking further of the society, he 
said: 

“A beginning has been made and many 
believe that it is a sound one. The fu- 
ture of the professional status of trans- 
portation and traffic management de- 
pends not only on the efforts of the 
present officers and directors of the so- 
ciety but on the interest, enthusiasm, 
earnestness and determination of those 
who are eager to prepare for and dem- 
onstrate their qualifications by objective 
standards to enter and to progress I 
this important and constructive profes- 
sional work.” 


Association Traffic Management 


C. E. Widell, director of traffic, Ten- 
nessee Manufacturers’ Association, Nash- 
ville, Tenn., spoke on “The Effectiveness 
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of Association Traffic Management.” He 
said that “to evaluate the effectiveness 
of association work in comparison with 
individual industry employment, is in 
many respects a comparison of unlike 
things. It is not so much a question of 
ability, or even of a wide background of 
experience, since both are essential for 
effective work in every traffic occupation. 
The distinction lies rather in the broader 
objectiveness that characterizes effec- 
tive association traffic management. In 
a sense it is a record of men, rather 
than a record of their work. The effec- 
tiveness of their work is consequently no 
better than the character of the men, 
and their faculty to correlate the inter- 
est of the shippers with those of the car- 
riers in a workable unit.” 


Traffic Management—a Necessity 

Frank W. Kemp, traffic manager, 
Glazer Steel Corporation, Knoxville, 
spoke on “The Necessity of Traffic Man- 
agement in Industry,” in the absence of 
A. G. T. Moore, traffic manager, South- 
ern Pine Association, who was unable to 
be present. Transportation, he asserted, 
was “the largest single item of expense 
in the world,” adding that “the wheels 
of commerce never stop and, as long as 
that is so, there will always be need for 
traffic experts.” 


He made a strong plea for statutory 
professionalization of traffic, citing court 
opinions to the effect that the general 
welfare required granting of certificates 
by governmental bodies to protect the 
public “against ignorance, incompetence 
and fraud.” 


“Professionalization has been the suc- 
cessful method used by others engaged 
in a vocation requiring special knowledge 
and training which is applied to the 
affairs of others, to gain public confi- 
dence and promote the interests of the 
members,” said he. “Not one of the 
vocations that have taken this step has 
ever turned back. Steps are being taken 
to professionalize the industrial traffic 
Management group of workers. If one 
will just stop and think of the years of 
study and experience required to become 
an efficient traffic manager, who could 
deny that it is a profession? It is a 
very highly specialized profession, if you 
please, and there is no good reason why 
it should not be on just as high a plane 
as other professions which we have. The 
universities of the country are beginning 
to recognize. the fact that it should be 
a specialized profession; and for that 
reason, in the past few years, many of 
our colleges are beginning to offer courses 
In‘traffic management.” 


Commendation from an Executive 


The final address on the first day was 
by E. W. Palmer, president, Kingsport 
Press, Kingsport, Tenn., on “The Execu- 
tive’s Dependence on His Traffic Man- 
ager.” He said that, in addition to being 
an expert in his technical functions, the 
Competent industrial traffic manager was 
4 public relations man in dealing with 
his own associates and executives, with 
executives in other cities, and with the 
Clients and customers of his firm; a 
qualified packaging engineer; a produc- 
tion engineer in operating “huge assem- 
bling and packing units for transporta- 
tion of finished merchandise.” In addi- 
lion, he asserted, the traffic manager 
Was the first consultant in the locating 
of new plants; an adjunct of the sales 
department because, in many instances 
the time factor will outweigh the cost 
factor” in distribution, and a cost man, 





because transportation entered into costs 
“and no executive can price his product 
intelligently unless he knows all the costs 
involved from getting the raw materials 
from suppliers to delivering finished 
goods to the consumer.” 


A good traffic manager, moreover, he 
continued, could be of material assist- 
ance to his top executive in estimating 
future business trends. He had also to 
exercise diplomacy in distributing traffic 
in slack periods so that maximum serv- 
ice and cooperation could be anticipated 
from all the transportation agencies in 
times of traffic peak. 


Tennessee Chapter, D.N.A., Dinner 


Clif Johnson, president of Tennessee 
Alpha Chapter, Delta Nu Alpha, pre- 
sided at the annual dinner of the chap- 
ter the evening of May 17. Among the 
guests, who spoke briefly, was E. C. Mor- 
gan, Branch Motor Express Co., New 
York, national president of Delta Nu 
Alpha. 


Dr. Wilson was the speaker. His sub- 
ject was “Some Problems Ahead in 
Transportation.” He talked about dan- 
gers in our existing regulatory system 
and advocated several reforms, among 
them the continuance of the judicial 
functions of the regulatory body “free 
from executive domination and even in- 
fluence”; the administration of the pro- 
motional functions of regulation “sepa- 
rate from and independent of the quasi- 
legislative and quasi-judicial agency,” 
and a single judicial agency and a single 
executive agency for all instrumentalities 
of transportation. 

As to comparative rates of various 
forms of transportation, he said each type 
should “seek the commodities, types of 
hauls, and unit quantities of goods to 
be moved as shipments in which it can 
offer superior services or satisfactory 
services at fully compensatory rates.” 
Rates, he added, should not be based on 
rates of carriers of other types. This, 
he added, implied that “from the same 
originating points to the same destina- 
tions different rates might be made by 
railroads, motor carriers, barge lines 
and steamship carriers, on different 
quantities of freight in carloads, truck- 
loads, bargeloads or shiploads or part 
shipload lots. The rates as a minimum 
should be compensatory for the services 
and in the quantities transported by each 
carrier and reasonably judged by the 
value of the service rendered to the 
goods.” 

Among other things discussed in his 
address were transportation cost factors, 
column rates, a proposal for establishing 
a standard geographical distance table, 
and the effect of percentage rate in- 
creases on the freight rate structure. 


Carrier Claim Settlement Deficiencies 


The morning session, May 18, under 
the chairmanship of Arthur M. Stephens 
chief traffic analyst, Tennessee Valley 
Authority, Knoxville, lecturer in trans- 
portation at the University of Tennessee, 
opened with a talk on “Freight Loss and 
Damage,” by Harry E. Dickson, Traffic 
Management Service, Roanoke, Va. He 
said that no legitimate loss and damage 
claim, if properly supported, ought to be 
declined by a carrier, but that “any num- 
ber of carriers will go to great length to 
discredit a claim of any type.” He also 
asserted that there was reluctance on the 
part of some carriers, particularly rail 
carriers, to assume payment on a mileage 
prorate basis for claims on traffic han- 
dled jointly by rail and motor carriers. 
Claim departments could be valuable 
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adjuncts to transportation company sales 
forces, he said, but “some claim depart- 
ments almost completely nullify their 
solicitation efforts.” Such projects as 
the annual April Perfect Shipping Month 
campaign were good, he said, but the 
trouble was that they consisted largely 
of carriers urging shippers to reduce 
claims whereas “the carriers have a 
larger responsibility than the shippers 
though they continuously talk claim pre- 
vention to us.” He also expressed doubt 
as to the efficacy of the type of claim 
prevention contests among highway op- 
erators sponsored by the American 
Trucking Associations, Inc., under which 
terminal managers received cash awards. 

“It is certainly going to be hard to get 
a terminal manager or his crew to admit 
that they damaged a shipment under any 
circumstances when they know that the 
entire matter means something out of 
their pockets,” said he. “They are tread- 
ing on mighty thin ice in setting up 
such programs.” 


Truck and Rail Rates Contrasted 


The panel discussion on the relation- 
ship and contrast between motor carrier 
and rail rates in Southern Territory, was 
led by Jack H. Wilcox, chairman, busi- 
ness administration department, College 
of Business Administration, University 
of Tennessee. 

W. M. Miller, general manager, South- 
ern Motor Carriers’ Rate Conference, 
Atlanta, Ga., recounted briefly the his- 
tory of the development of the motor 
carrier rate structure in the area, indi- 
cating the gradual abandonment of the 
initial determination to build those rates 
on highway costs and highway carriage 
characteristics of commodities until, in 
the end, the structure was built on rail 
rates and the rail classification. The 
trucking industry was now of the opin- 
ion “that the motor carrier rates must 
generally be the same as the rail rates,” 
said he, adding that it was “inevitable 
that the rates on the competing agencies 
be the same to the extent that they con- 
tinued to compete for the traffic.” 

He described extensive studies of costs 
now under way jointly by the Commis- 
sion and the Southern Motor Carriers’ 
Rate Conference, involving sixty carriers, 
15,000 line-haul truck movements, 6,000 
city trips and 12,000 peddle runs. This 
study, he said, would be completed in 
three or four months. 

“However,” he warned, “the industry 
is of the opinion that costs by no means 
are the sole consideration in fixing 
reasonable rates. There are many other 
elements, such as the value of the serv- 
ice, density and competition.” 

Private carrier competition was an- 
other element that deserved serious con- 
sideration in rate making, he continued, 
but, before that factor could be used, 
“the carriers should make a thorough 
investigation to determine the relative 
importance of such competition.” Rail 
mileages between specific points on com- 
petitive traffic were sometimes shorter 
a truck mileages, and vice versa, he 
said. 

“Some way will eventually have to be 
worked out whereby these different fac- 
tors will be taken into consideration in 
fixing a rate structure that is suitable 
for application by both rail and motor 
carriers.” 

Continuing, he said: 

“The desire of motor carriers generally 
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to meet railroad competition was one of 
the principal reasons for the adoption 
of the railroad ratings and carload mini- 
mum weights in their classification. 
However, immediately following the 
initial filing, the motor carriers recog- 
nized that they might later require some 
modification, particularly on light and 
bulky commodities. This was done in 
two ways, one by the publication of 
light and bulky rules and the other, by 
the publication of so-called inflated ex- 
ception ratings. 

“The Commission condemned the light 
and bulky rule and the publication of 
exception ratings higher than the classi- 
fication. The light and bulky rule was 
condemned because it violated the rules 
of the Tariff Circular. The Commission 
stated that if the rating in the general 
classification is too low, the respondent 
should correct it by changing the gen- 
eral classification. 

“The National Traffic Committee has 
authorized the National Classification 
Board to proceed with the docketing of 
proposals for the revision of the ratings 
on light and bulky commodities. This 
action was taken primarily because of 
the importance of space in determining 
reasonable motor carrier classification 
ratings and greater refinement than has 
been the rule in fixing classification rat- 
ings on freight moving via rail as well 
as the fact that light and bulky freight 
was, and is being handled below costs. 

“As stated, in the beginning, the truck- 
ing industry came into existence by gen- 
erally using the rail rate structure. After 
much mature consideration, the industry 
concluded, except for a few carriers 
operating in New England territory, to 
generally adopt the rail classification 
and the rail rate structure. That struc- 
ture has now been in effect for over 15 
years. The industry has grown and de- 
veloped in that time, despite many han- 
dicaps that have been placed in its way. 
We desire to continue to serve the public 
the same way that we have in the past, 
improving where we can. We believe that 
we can better do so without adoption of 
a basis that will not only retard its prog- 
ress, but stifle competition. During the 
15 years that we have generally applied 
the rail basis for rates, competition has 
continued to play a very important part 
in rate making. Under the law, there is a 
maximum and minimum zone of reason- 
ableness under which the transportation 
agencies can continue to make changes in 
rates so as to meet changing conditions. 

“Generally, experience has shown that 
where motor carrier rates are higher than 
rail rates, the motor carriers are not able 
to compete for the traffic, and as a con- 
sequence, they reduced their rates to the 
rail level. Similarly, where the rail rates 
are higher than the motor carrier rates, 
we have found that the rail carriers re- 
duced such rates to the motor carrier 
level or lower in order to be competitive. 
We have found, over the years, that ship- 
pers and receivers, by their actions, re- 
quire uniformity of rates. Thus, both 
forms of transportation are on an equal- 
ity of rates, whether the same is on a 
higher or lower level.” 


The Rail Point of View 
J. G. Kerr, chairman, Southern Freight 
Association, Atlanta, said that correctly 
to determine the place of each form of 
transportation in the national economy, 
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Panel on “The Relationship and Contrast Between Motor Carrier and Rail Rates in Southern Territory.” 
Left to right: W. M. Miller, William Way, Jr., J. G. Kerr, Arthur M. Stephens and Jack H. Wilcox. 


“the full cost of providing the trans- 
portation service should be taken into 
consideration, whether initially paid by 
the particular user or by the public at 
large through general taxes.” He said 
the motor carrier act of 1935 was neces- 
sary because “every evil that existed with 
the rails when the act to regulate com- 
merce was passed in 1887 prevailed dur- 
ing the early 1930’s with the motor car- 
riers; but many times compounded.” The 
mector carrier act “did not cure the 
troubles so far as the rail carriers were 
concerned,” he continued, because it was 
much more liberal than Part I, in such 
things as the absence of anything com- 
parable to the fourth section of Part I. 


He defended what the motor carriers 
called the “blitzkrieg” of 1940, when the 
rails reduced ratings on 3,215 commodi- 
ties, as a realistic attempt “made by 
the rail carriers in good faith to meet 
a situation which had caused their old 
rate structure to become outmoded and 
of which the motor carriers were taking 
full advantage.” Actually, he insisted, the 
“new competitive conditions” were not 
being created by motor common carriers 
alone. Contract carriers, private car- 
riers and “fly-by-night operators” had 
brought about a condition where the 
competition between the rails and the 
common motor carriers had in large 
part been superseded by competition be- 
tween the rails and motor common Car- 
riers, on the one hand, and these other 
transporters, on the other, said he. 

Highway carriers provided more rapid 
and flexible service than the rails and 
for those services might well maintain 
a rate structure higher than the rails, 
said he. Actually, it was only recently 
brought up to the rail level, he said, and 
was, under temporary rail increases, 
presently two per cent below it. 

“Tf the railroads are to compete in 
such instances they are under the neces- 
sity of equalizing in some way the trans- 
portation services and charges of their 
motor competitors, including industry 
owned trucks. This may be accomplished 
in one of several ways: 

“1. By absorbing out of their carload 
rates the cost of making industry plat- 
form pick-up and delivery. This is gen- 
erally objectionable for many reagons. 
“2. By making carload rates sufficiently 





below the motor truck-load rates to 
place the rail carriers in fair competi- 
tion. 

“3. By making rail rates subject to 
relatively low carload minimum weights 
substantially equal to motor rates and 
minimums, and providing discounts be- 
low such rates applicable to all weight 
loaded in the car in excess of the stated 
minimum weight. 

“4. By making dual carload rates and 
minimum weights, one representing fairly 
normal rates and minimums and the 
other lower rates subject to much higher 
minimums.” 

What he called “the chaotic situation” 
existing in the relationship of rail and 
motor rates in the south, he said, could 
be solved “if undertaken in a fair and 
courageous manner, free from politics. 
He suggested the following platform: 

“1. Every form of transportation should 
pay its full costs in every state in which 
it operates, without depending upon 
the general tax-paying public, including 
a fair charge for construction and use 
of public highways and a fair proportion 
of the costs of operating government 
functions at every level, including police, 
courts, schools and colleges. 

“2. Adopt and strictly enforce size, 
weight and speed regulations consistent 
with public safety and ability of roads 
used to stand up without excessive wear 
or damage. 

“3. The proper and economic field of 
the motor carrier for hire in connection 
with relatively short hauls and so far 
as it operates in long-haul transporta- 
tion it should largely be as an express 
or premium carrier—at rates higher 
than rail rates should such be necesssary 
for it to pay all of its costs and fair 
share of taxes for the upkeep of govern- 
ment. 

“4. The industry-owned and operated 
truck should be confined to well recog- 
nized distribution areas involving rela- 
tively short hauls. Industry-owned trucks 
operating long distances must necessarily 
include something in their.sales prices 
for costs of transportation. From 4 
practical standpoint there is nothing to 
distinguish their transportation service 
from that performed by for-hire trucks. 
Giant industry-owned trucks should not 
be permitted to operate from distant 








May 


state: 
state 
nothi 
in otl 

“5 
comn 
hauli 
for tl 
unpr¢ 
act sl 
the | 
existi 


E. 
Servi 
TRAFF 
the < 
natiol 
peak 
Hamr 
ferent 
largel 
practi 
as it | 
a disc 
Amer: 
be coc 

"Tf 
systen 
much 
on us 
milita 
establ 


with r 
divert 
more 

Afte 
portat 
revent 
Mr. R 
“mode 
tic ail 
plisher 
coordi 
transp 
brougl 
this cc 
knit sj 
a grol 
than ; 
passen 
sented 


Amo 
ties, | 





rritory.”” 


Wilcox. 


tes to 
mpeti- 


ect to 
yeights 
2s and 
its be- 
weight 
stated 


es and 
r fairly 
id the 
higher 


lation” 
il and 
, could 
ir and 
olitics. 
rm: 
should 
which 
upon 
eluding 
nd use 
portion 
‘nment 
police, 


e size, 
sistent 
" roads 
e wear 


jield of 
nection 
so far 
sporta- 
express 
higher 
esssary 
id fair 
rovern- 


yerated 
recog- 
z rela- 
trucks 
assarily 
prices 
rom & 
ring to 
service 
trucks. 
uid not 
distant 


May 26, 1951 


states with simply a license tag of the 
state in which registered, contributing 
nothing for the use of public highways 
in other States other than gasoline taxes. 


“5. Exemption from _ the _ interstate 
commerce act of trucks when used in 
hauling agricultural commodities was 
for the benefit of the farmer—to get his 
unprocessed commodities to market. The 
act should be so amended as to produce 
the results intended and prevent the 
existing abuses.” 


Coordination for Efficiency 


E. F. Hamm, Jr., president, Traffic 
Service Corporation, and _ publisher, 
TRAFFIC WORLD, conducted the panel, on 
the afternoon of May 18, on coordi- 
nation of domestic transportation for 
peak utilization. Dr. Way presided. Mr. 
Hamm said it seemed fitting that a con- 
ference that had, theretofore, dealt 
largely with traffic management and its 
practitioners, and with transportation 
as it affected industry, should close with 
a discussion as to how the “magnificent” 
American transportation plant could best 
be coordinated for peak utilization. 

“T feel sure that the existence of that 
system, if kept healthy, will be just as 
much a deterrent to the making of war 
on us by any potential enemy as the 
military might that can be and is being 
established,” said he. 


The Air Carrier View 


M. F. Redfern, vice-president, traffic, 
Air Transport Association of America, 
noted the difference between coordina- 
tion and integration. 

“A few years ago,” said he, “we were 
disturbed by the promotion of an idea 
called integration We note now 
with relief that more sober reflection has 
diverted attention from that idea to the 
more sound one of coordination.” 

After telling of advances in air trans- 
portation, in equipment, capacity and 
revenue, since the close of World War II, 
Mr. Redfern asserted that he could say 
“modestly but with pride that the domes- 
tic air transport industry has accom- 
plished within itself a greater degree of 
coordination than any other form of 
transport.” That, he added, has been 
brought about by industry planning. In 
this country, he said, we had a “closely 
knit system of air routes rather than just 
a group of individual carriers.” More 
than 35 per cent: of the industry’s total 
passenger revenue was presently repre- 
sented by interline sales, he noted. 

Among other coordinated airline activi- 
ties, he listed joint conferences on 


schedule changes; interline ticketing and 
reservation arrangements, and _ inter- 
change routings. There was also coordi- 
nation between the air transport industry 
and other transportation agencies, he 
said, listing coordination between air 
cargo and over-the-road trucking opera- 
tions; coordination of air and express 
transport, and the movement of mail by 
air in combination with other means of 
transportation. 


“We have suggested, and a couple of 
years ago we attempted to join with the 
rail carriers to work out a standard air- 
rail exchange order and ticket form 
which would be given nationwide ac- 
ceptance by both air and rail carriers, 
for interchange between the two modes 
of travel,” said he. “I guess we were 
not quite ready for that development but 
we still think it an excellent idea.” 

All these things, however, he ad- 
mitted, had “merely scratched the sur- 
face,” and did not “supply the complete 
answer.” He foresaw the time when 
the speed advantages of air travel and 
the short-haul advantages of land travel 
would put the appropriate business on 
the appropriate travel facility. 

“If not planned,” he concluded, “such 
coordination will, in our opinion, be 
forced through the working of economic 
law.” 

Speaking for the highway transporta- 
tion industry, Walter F. Mullady, first 
vice-president, American Trucking Asso- 
ciations, president, Decatur Cartage Co., 
Chicago, said there were two factors pre- 
venting full utilization of highway freight 
vehicles. ‘They were, he enumerated, 
“the confusing multiplicity of size and 
weight restrictions under which trucks 
are forced to operate in a tremendous 
variation of permitted gross weights,” 
and the obsolescence of the American 
system of highways. 

As to the first, he said there had been 
agreement among competent engineers 
on the minimum size and weight code 
of the American Association of State 
Highway Officials. As a matter of “de- 
fense economy” he urged all states to 
adopt those minimum specifications. 

As to highways, he said we were pres- 
ently “operating 49,000,000 vehicles, or 
twice aS many as our roads were de- 





Panel on “Coordination of Domestic Transporta- 
tion for Peak Utilization.” Left to right: N. B. 
Correll, Walter Mullady, Walter J. Kelly, William 
Way, Jr., E. F. Hamm, Jr., Gordon Locke, Chester 
Thompson and W. F. Redfern. 
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signed to accommodate.” America, he 
continued, was “literally running out of 
roads. Approaches to our major cities 
are cluttered and congested with normal 
traffic, and in some instances the peak 
flow creates a deplorable situation. What 
are we going to do ten years from now 
if the motor makers continue to spawn 
millions of new vehicles each year to 
add to the already overcrowded high- 
ways.” He said it was shocking that a 
“service industry” should be required “to 
continue to do ‘big league’ business—a 
result of its superior service—on ‘bush 
league’ streets and highways.” 


Pipe Lines Ready 


Gordon Locke, executive secretary, 
Committee for Pipe Lines, Washington, 
D.C., said his industry was ready for 
any emergency which might arise. Any 
discussion of coordination, he said, had 
to begin with an examination of the fa- 
cilities involved. He told of the manner 
in which the pipe lines had carried their 
share of the load in World War II, and 
added that, since 1945, there had been 
invested more than $500 million in 22,000 
miles of new line, and that the 1950 
traffic volume of the pipe lines was 80 
per cent higher than in 1941. About 
9,000 more miles of line had been 
planned, some of which is already under 
construction, said he. 

“The pipe line industry is ready to 
shoulder its share of any transportation 
requirement in peace time or war time 
emergency,” he concluded. “There is no 
doubt but that any foreseeable, or even 
now unforeseeable emergency incident to 
overland transportation of petroleum 
and its products can be solved by the 
pipe line industry, provided, however, 
that manpower, steel for pipe, and other 
essential materials are made available.” 

Walter J. Kelly, vice-president, traffic, 
Association of American Railroads, 
Washington, D.C., said that “true co- 
ordination would put the heavier, longer, 
wider loads on railroads on private rights 
of way where they can be handled in 
trains protected by signals, and confine 
intercity trucking on public highways to 
lighter, narrower and shorter trucks.” 

Coordination with water lines, he con- 
tinued was best provided “when each 
has its own service and rates.” Joint 
rates between the Great Lakes carriers 
and the railroads, provided by law, he 
added, “usually have failed to accomplish 
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their objective.’ He characterized the 
contention of the waterways operators, 
that the Commission should forbid rail 
rates “designed to restore to the rails, 
or keep on the rails, traffic previously 
handled by the rails,” as a request that 
“the Commission should hold an um- 
brella over the water lines.” 

He suggested an implied difference be- 
tween joint rail-water and joint rail- 
truck rates, by pointing out that the law 
required the establishment of the for- 
mer, but said merely of the latter that 
such rates may be established. 
“Congress must have thought the one 


A class of 43 students, including one 
woman, who successfully completed the 
fourth transportation institute con- 
ducted by American University May 
1-17, received certificates at graduation 
exercises held the evening of May 17 at 
the Army & Navy Club, Washington, 
DC. 

The institute was conducted under 
the direction of Dr. L. M. Homberger, 
professor of transportation at the uni- 
versity, with the cooperation of the Mili- 
tary Sea Transportation Service, Air 
Transport Association of America, Asso- 
ciation of American Railroads, and Na- 
tional Federation of American Shipping. 


In his brief report on the institute 
after certificates had been awarded the 
students, Dr. Homberger said the insti- 
tute was the second best ever held in the 
transportation field at the University. 
He added he thought it was one of the 
best insofar as quality of work and the 
background of the students were con- 
cerned. He said he had been “very 
happy with this institute from the very 
beginning,” that there had been lively 
but friendly discussion among the stu- 
dents—coming from the M.S.TS., the 
Army, the Air Force, the Navy, the 
Coast Guard, the railroads, and shipping 
companies—and he added that attend- 
ance had been high, probably above 90 
per cent. Every member of the class, 
said Dr. Homberger, had met the re- 
quirements of American University in 
winning their certificates. 


Clair N. Butler, foreign freight agent 
for the Norfolk & Western Railway a‘ 
Chicago, made the class address. Among 
other things, he said he had never before 
been associated with so many members 
of the armed forces, adding that those 
men had proven to him that “our coun- 
try will continue to grow and be re- 
spected by the nations of the world.” 


In the name of the class, he presented 
Dr. Homberger with an automatic coffee- 
maker. When Dr. Homberger tried to 
untie the string around the package, one 
of the students asked, “Is there a sailor 
in the house?” Vice Admiral E. L. 
Cochrane, Maritime Administrator, the 
chief speaker of the evening, was the 
first to produce a knife so that Dr. Hom- 
berger might cut the string. 


The friendly class spirit was indicated 
by the singing of “Happy Birthday To 
You” for one member of the class, and 
the good-natured comments, only un- 
derstandable to the members of the class 





necessary in the public interest but had 
some doubt about the other,” he said. 

He referred to section 4 and the ad- 
vantage it gave to highway carriers, 
citing a fourth section application in de- 
ciding which the Commission said that, 
having voluntarily entered into a joint 
rate arrangement with rail carriers, the 
motor carrier had to assume the obliga- 
tion of observing, like its rail partner, 
section 4 restrictions. 


“Section 4 of Part I should be modified 
or repealed, and thereby accord to the 
railroads the sorely needed flexibility in 
their rate structure to meet current com- 
petitive conditions,” said the speaker. 

Where they had been “found de- 
sirable,” through rates between rail- 
roads and trucks had been established, 
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because they referred to incidents that 
had occurred in the period of the insti- 
tute, as the students were called forward 
to receive their certificates. 

Especially warm applause greeted the 
name of Mrs. G. S. Wiard, a transporta- 
tion clerk in the Army Transportation 
Corps, when she was called to receive her 
certificates. Admiral Cochrane, who 
presented the certificates, congratulated 
Mrs. Wiard on her courage in going 
through with the institute. 

In his address on “International 
Shipping Prospects,” Admiral Cochrane 
spent some time on the need for port 
improvements so that the faster and 
larger ships now being built, and those 
that would be built in the future, might 
be able to achieve a quick turnaround by 
reason of efficient loading and unloading, 
and so lose none of the advantages of 
their greater speed at sea. ; 

He also assured the students that he 
did not feel there was any conflict be- 
tween the National Shipping Authority 
and the M. S. T.S. He said the two in- 
strumentalities were “simply to make it 
possible to project the wealth, strength, 
and military might of our country 
wherever the need may be.” 

In connection with his statement that 
the problem at the ports was “quite 
critical,” Admiral Cochrane referred to 
the new ships being built which, he said, 
would cruise comfortably at 20 knots, 
and would have reserve power at that 
speed, even with full loads. He said 
those new ships would be in the confer- 
ence system, “because they properly 
should,” as, he added, “we don’t want to 
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he said, but he pointed out that such 
joint rates were wholly impractical in 
most cases, involving as they would, ex- 
pensive transfers of ladings. 

He mentioned the trend of traffic back 
to private carriers, quoting E. G. Plow- 
man, vice-president, U.S. Steel Corpora- 
tion, as saying that no one as yet fully 
understood or fully comprehended the 
vast surge in that direction. 

“One explanation I could make,” added 
Mr. Kelly, “is that, while common car- 
riers by railroad or motor are fully regu- 
lated, and motor contract carriers are 
partly regulated, private carriers by mo- 
tor vehicle are exempt from all but safety 
regulations.” 

He described conditions in England 
and in Canada which modified or 






get into the pirating era of fighting 
ships.” He said shippers would use 
the new vessels for the advantage of two 
or three days’ earlier delivery. The new 
ships, he added, would take the best 
cargo, leaving to others the bulk cargo, 
such as sugar and coal. 


If the port facilities were not equal to 
the capacity of the ships, the admiral 
said, the full advantage of the vessels 
would not be realized. 

Touching on the St. Lawrence seaway, 
Admiral Cochrane said he had come to 
believe that it should be opposed, and 
he added that he was disturbed when he 
was told to defend it before a congres- 
sional committee. He said he thought 
of what the city of New Orleans had 
done by widening a channel through the 
city itself. Considering the growth of 
population in the United States, he said, 
he thought that we “ought to build a 
back alley to the United States,” adding 
that he was concerned that the “alley” 
might not have sufficient depth and 
capacity “to do the job.” 

Admiral Cochrane added that the same 
thing was true as to other phases of ship- 
ping. He said that New York Harbor 
was approaching the saturation point. 
He said the situation there was “quite 
hazardous” in view of the military sta- 
tion. He said that the new port at Wil- 
mington was one of the best on the east 
coast, and expressed the wish that there 
were more, “perhaps a little wider,” at 
other east coast points. 

The graduation ceremonies took place 
after a dinner at the Army and Navy 
Club. 
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presaged modification of transportation 
and suggested that something would 
have to be done in this country to 
equalize regulation in order to avoid the 
kind of “integration” that had been 
prought about in Great Britain. 


Profit a Necessity, Says Thompson 


All types of transportation were neces- 
sary for national defense and a sound 
economy, said Chester C. Thompson, 
president, The American Waterways Op- 
erators, Inc., Washington, D.C. If the 
railroads were nationalized, he continued, 
other forms would be, “or at least will 
be” made subject to such severe gov- 
ernmental restrictions that their survival 
under private ownership and manage- 
ment will be impossible.” 


He pointed out that, because bulk 
transportation was exempted from the 
provisions of the 1940 law, only about 
10 per cent of the freight transported by 
water was under Commission control. 
The great peril to success in this type 
of transportation, he implied, was the 
ability of the railroads to make low rates 
for services that were faster than water 
services. Continuing, he said: 

“The railroads—by their inherent na- 
ture—provide the dominant transporta- 
tion necessary for the conduct of business 
and required by the people of this great 
nation. Because of increased costs of 
all kinds during the past few years, they 
have been obliged to seek and have ob- 
tained from the Interstate Commerce 
Commission substantial increases in rates 
and fares and are still asking for more. 
However, these same railroads have re- 
duced freight rates in hundreds of in- 
stances, allegedly to meet water and mo- 
tor truck competition. The general ef- 
fect of such rate reductions has been to 
lower the whole level of the freight rate 
structure, to the detriment of all forms 
of transportation including the railroads 
themselves. Such policies do not appear 
sound to water transport. In its opin- 
ion they are averse to the public inter- 
est, and thus harmful to the national 
defense, inasmuch as they tend to destroy 
transportation capacity. 

“Shippers are not without blame in 
this competitive freight rate situation. 
The reduction of particular railroad 
freight rates on specific commodities is 
all too frequently brought about by ship- 
pers’ insistence on “special treatment” 
in-the form of reduced transportation 
charges. Strong “pressure” is brought 
to bear on the railroads and they, being 
afraid of offending some of their ship- 
pers, ‘go along’ with the proposed reduc- 
tions. Shippers—large and small—should 
definitely realize that transportation 
must be provided at a profit to the car- 
ners, or eventually there will be no pri- 
vately-owned and operated ‘for hire’ 
transport in this country. 

“If this nation is to maintain its over- 
all transportation system for the trans- 
action of business and commerce, and 
for the national defense, that system 
Must be financially sound. It must op- 
trate at a profit so that all elements 
of it can continue to attract new capi- 
tal, equity capital, for expansion and 
Modern replacements of plant and 
‘quipment. The surest way to bring 
about government operation of transpor- 
tation would be for the present pri- 
vately-owned transportation systems to 
be forced into bankruptcy and, thus, be 
compelled to discontinue services to the 
Shipping public. There is no doubt about 
that! If the present practice of the rail- 
Toads of reducing certain rates—solely 
to meet competition—is not stopped or at 








least greatly curtailed, all transportation 
could well fail. Then the Government 
would step in and take over. probablv 
on a permanent basis, as has been done 
in Great Britain and elsewhere in the 
world.” 


The summing-up of the discussion was 
by N. B. Correll, traffic manager, R. J. 
Reynolds Tobacco Co., first vice-presi- 
dent, Southern Traffic League, Winston- 
Salem, N. C. He said that the best way 
for the shipper to coordinate his activi- 
ties for peak utilization of traffic was to 
conduct his operations so as to permit 
top efficiency on the part of the carriers 
—as he put it, he should continue to do 
“what comes naturally.” Beyond that, at 
the moment, shippers “must devise ways 
and means of helping the carriers meet 
the prospective demands for carrying a 
peak load.” He summed up his recom- 
mendations in these terms: 

“Cooperate fully with the carriers in 
every possible way; load and unload car- 
rier equipment promptly; when you have 
completed unloading the equipment leave 
it in condition to be reused without fur- 
ther cleaning; avoid the use of routing 
or other practices that are wasteful of 
our transportation facilities; work to im- 
prove methods of handling materials and 
supplies.” 

The speaker at the dinner which 
marked the conclusion of the conference 
was E. F. Lacey, executive secretary, Na- 
tional Industrial Traffic League, Wash- 
ington, D.C. His subject was “A Chal- 
lenge to Traffic Management.” Recent 
years, said he, had “placed new re- 
sponsibilities and broader duties on the 
industrial traffic manager and greatly 
expanded his avenues for advancement,” 
He urged management to use the re- 
sources inherent in the traffic manager 
in consulting him on contracts for raw 
materials and seeking his advice in con- 
sidering the establishment of warehouses. 

Discussing various forms of transpor- 
tation he said, first, that the railroads 
“appear to be in excellent condition,” 
particularly under the present acquisition 
program which he predicted would reach 
the 10,000-cars-a-month goal set some- 
time ago by June of this year. Highway 
carriers, he said, also had acquired much 
new equipment, although the average age 
of the unit in use was now somewhat 
higher than at the beginning of World 
War II. He warned that immediate at- 
tention would have to be accorded to the 
need for tires and truck repair parts. 

With all this, he said, there would 
undoubtedly be a car and truck shortage 
when the defense production program 
reached its peak in the coming months. 
This placed a challenge before traffic 
managers so to utilize equipment as to 
avoid the necessity for heavy loading 
orders such as the troublesome O.D.T. 
18a of World War II. 

He enumerated several specific “chal- 
lenges” for the traffic managers, matters 
on which they ought to lavish deep 
thought and all their ingenuity in the 
years to come. 

These included portable freight con- 
tainers, several of which were in the 
process of development and test; some 
method of revising the classification so 
as to eliminate much of the time now 
wasted because of its complications; 
exploration of a possible overall system 
of merchandise transportation, which 
shippers ought to welcome because of 
assured better service, even at the cost 
of abrogating their rights to route such 
traffic; palletization, refined to the point 
where “in due time an interchangeable, 
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reusable pallet will be devised which 
will be practical for universal use”; as- 
sumption of the moral, if not the. 
legal obligation, completely to unload 

and clean cars before releasing them for 
future use; cooperation in efforts to 
simplify tariffs, a move which would, 
according to a rail traffic officer, quoted 
by Mr. Lacey, save his company alone a 
million dollars, and , finally, more careful 
attention to those things which operate 
to reduce loss and damage to freight. 

“The demands on the traffic manager 
are ever increasing,” he concluded, “but 
I believe that our industrial traffic men 
of today are capable and qualified to 
perform the many responsibilities which 
are placed on them. They have a 
wonderful future ahead of them, and I 
am confident they will meet the chal- 
lenge to the fullest extent.” 

In an improptu talk, Mr. Kerr paid 
high tribute to Dr. Way for his imagina- 
tion and energy in planning and pre- 
paring the conference, and congratu- 
lated him on its success. 





Men of Shipping Industry, 
In Meeting at Rye, N.Y., 
Study N.F.A.S. Report 


Data on the present status of the 
American merchant marine, em- 
bodied in a special research study 
prepared by the National Federation 
of American Shipping, were discussed 
by shipping industry representatives 
in a convention sponsored by the 
N.F.A.S. at the Westchester Country 
Club, Rye, N. Y., May 17, 18 and 19. 


Among subjects covered by the N.F.A.S. 
report were: The distribution of the U‘S. 
merchant fleet according to vessel types 
and as between foreign and domestic 
trades; maritime employment; ship con- 
struction; charters of government-owned 
vessels, and the extent of U.S.-flag vessel 
participation in foreign trade. 

In an address at the opening of the 
convention, Frazer A. Bailey, president 
of the N.F.AS., said that a need for 
united action by the shipping industry 
had been apparent for many years. 

“The American shipping industry,” he 
continued, “must chart its course along 
broad fundamental lines, and upon pol- 
icies of profound honesty and forth- 
rightness, seeking only those things 
demonstrably fair and equitable... 

“We have attracted the cooperation 
of large national organizations ... 
is our duty, and we are making every 
effort within the limits of our resources, 
to improve the relationship and under- 
standing between the industry and the 
public.” 

Information contained in the N.F.ASS. 
research study was summarized as fol- 
lows: 

“Although moderate in capital struc- 
ture, taxes, employment and purchasing 
power, American shipping exerts a tre- 
mendous influence upon the U.S. econ- 
omy, and particularly upon its national 
security. Day by day, and month by 
month, US.-flag merchant ships carry 
American workmen, cargoes and passen- 
gers to every seaport in the world. Like- 








































































































































































































































































































































































































































































































































































































30 


| TRANSPORTATION WEEK 


wise they bring to American shores, and 
into every home, the products and 
peoples of many lands and races. Eco- 
nomically this carriage amounts to bil- 
lions of dollars annually. Its importance 
in emergency or war cannot be counted 
in mere dollars, but must be measured 
in lives. 


“It must therefore be concluded that 
American shipping exerts influences far 
about and beyond its moderate size in 
the American and international economy 
and security.” 


Monthly Report on Car 
Supply Issued by Gass 


A “continued easing” in the over-all 
box car situation with some few sur- 
pluses of strictly rough box developing in 
some territories was reported by Chair- 
man A. H. Gass, of the car service divi- 
sion of the Association of American Rail- 
roads, in his review of the national 
transportation situation dated May 19. 

However, Chairman Gass added, box 
car requirements could now normally be 
expected to increase and “the present 
surpluses of rough box will be entirely 
dissipated and the shortages probably 
will increase.” 

Box car loadings this year continued 
to exceed the two previous years, said he, 
the cumulative loadings for the first 18 
weeks amounting to 6,025,330 cars com- 
pared to 5,485,648 for the corresponding 
period of 1950 and 5,692,743 for 1949. 

Excerpts from the report as to other 
classes of equipment follow: 

“The supply of ventilated box cars is 
not adequate to meet the _ seasonal 
watermelon loading requirements on the 
southeastern roads. To protect the 
melon movement this year it is going to 
be necessary to utilize about 1,500 single 
deck stock cars and arrangements have 
already been made to provide the prin- 
cipal origin roads with such assistance 
from eastern and western roads. Addi- 
tional help is being given the southeast- 
ern lines by providing a prompt return 
of their ventilated box cars through the 
issuance of Special Car Order 77 which, 
effective May 1, requires all of the East- 
ern, Allegheny, Pocahontas and South- 
ern Region roads to expedite the return 
of ACL, SAL and C&WC vents. 

“Stock Cars: The supply of both single 
and double deck stock cars continues 
ample to protect all requirements, with 
single deck cars still being used to 
augment the plain box and ventilated 
box car supply. 


Open Top Cars 


“There has been little change in rev- 
enue coal loadings which have been sub- 
normal since the first part of the year 
due to the continued favorable indus- 
trial stock supplies. * * * 

“Requirements for transportation of 
iron ore are probably heavier now than 
ever before. Steel production at all time 
record levels has required increased con- 
sumption of about 3 million tons of ore 
during the first three months this year 
over last year and it will be noted that 
stocks on April 1, compared with last 
year, were down about 3% million tons. 
In addition to a program to move 90 
million tons of ore on the Great Lakes 
this year an all rail movement has been 


set up which may result in handling 
close to 5 million tons from the North- 
west ranges to the Pittsburgh-Youngs- 
town-Chicago furnaces before the end of 
the year. Up to the present, over 2 
million tons of all rail ore have been 
shipped. é 

“The Lake ore movement, started on 
April 11 when navigation was opened, 
is about on schedule to reach the 90 
million ton objective as 12.7 per cent 
of the program has been met in about 
%th of the season. With a break from 
the weather, this year’s tonnage may 
exceed the record of 92 million tons han- 
dled in 1942. 

“Lake coal has also started well and 
with 13.4 per cent completion of the 
prospective 53 million ton program for 
Lake Erie dumping in less than a month, 
there should be no serious difficulties in 
fulfilling this objective. Shipments on 
Lake Ontario and through the port of 
Chicago are also up to schedule. 

“Hoppers: The car supply has tightened 
up to some extent and minor sporadic 
shortages have been reported recently on 
roads east of the Mississippi River. 

“Gondolas: Demands are heavy 
throughout the country particularly for 
steel, ore, scrap iron and road building 
materials. 

“Flats—Plain: Roads in the midwest 
are reporting shortages for farm machin- 
ery looking. The supply is also short in 
the Pacific Northwest for lumber load- 
ing. 
“Flat Cars—Special Types: A heavy 
volume of special type requirements in 
connection with the defense program is 
increasing demands for well and de- 
pressed center flats as well as those of 
heavy capacity. 

“Covered Hoppers: These cars continue 
in heavy demand for cement and other 
commodities for which they are used. 

“Refrigerator car loadings continue 
heavy in Florida and are beginning to 
increase in the southeast states north of 
Florida and in California. Loading in 
Florida from January 1, 1951 to May 12, 
1951 amounted to 62,023 carloads com- 
nared with 51,772 for the corresponding 
weeks of 1950 an increase of approxi- 
mately 20 per cent. The California per- 
ishable loadings are increasing with the 
early potatoes and lettuce now moving 
in heavy volume. Cantaloupes are also 
beginning to load and by the first of 
June the total California movement will 
be very heavy, Perishable shipping in 
the southeast states has increased rap- 
idly and the favorable crop conditions 
in that area indicate the loading will 
be heavy for the next two months. The 
southeast peach crop is estimated at 
about seventeen million bushels which 
is about the average for the past ten 
years. The heavy loading in Florida plus 
the steady requirements in other areas 
has caused some car stringencies not- 
withstanding the empty movement to the 
southeast states and Florida has been 
prompt and heavy. The widespread load- 
ings require considerable refrigerator 
cars and in most instances all demands 
have been filled promptly. The total 
perishable loadings January 1, 1951 to 
May 12, 1951. amount to 513,028 carloads 
compared to 525,713 or a decrease of 2.4 
per cent. The fresh fruit and vegetable 
loadings for the same periods amounted 
to 255,043 carloads in 1951 compared with 
279,389 for 1950 or a decrease of 8.7 per 
cent. New refrigerator cars on order 
April 30 as reported by the American 
Railway Car Institute amount to 7,681.” 

For the month of April, said Chairman 
Gass, the average detention of freight 
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cars over the free time of 48 hours was 
13.82 per cent, according to reports from 
railroad agents in 718 cities in the 13 
Shippers Advisory Board districts. He 
said this was the lowest report since the 
month of November, 1944, when the de- 
tention was 13.50 per cent. 


The average turn around time (sery- 
iceable car-days per car loaded) was 
15.18 days in April as against 15.61 days 
in April, 1950. 


Privately-Owned Freight Car 
Mileage Rate Change Studied 


L. R. Knott, executive vice-chairman, 
operating-transportation division, Asso- 
ciation of American Railroads, Chicago, 
has issued a notice to all private owners 
of freight cars used in interchange that 
the general committee of the operating- 
transportation division has under con- 
sideration the advisability of a change in 
the present rate of 6 mills per mile for 
privately owned cars of mechanical 
designations “XME”, “XML”, ~ and 
“XMP”, and to that end has directed its 
mileage and per diem studies subcom- 
mittee to conduct a study and make a 
report. 


All private owners, according to the 
notice, are invited to submit, in writing, 
not later than June 30, such data or 
views as they deem pertinent to the 
matter under consideration. 


‘ 


Canadian Rail Lines 
Oppose Highway Operations 


Special Correspondence from Ottawa, Canada 


After a hearing at Toronto last week 
The Ontario Municipal Board reserved 
judgment on applications of 18 western 
Canada truck operators for licenses to 
operate into Ontario. 

The .applications ‘were opposed by the 
railway companies which argued the 
truckers had failed to present any evi- 
dence of public necessity and conven- 
ience, that present rail service between 
western and eastern Canada was ade- 
quate and that trucking operations would 
be uneconomical. 

Clifford H. Howard, spokesman for the 
truckers, said if the railways had their 
way, there would not be a truck on the 
road. They had tried to block the de- 
velopment of a canal system which had 
been of great benefit and now were try- 
ing to restrict automotive transportation. 

“In the field of automotive transporta- 
tion this country is at the cross-roads of 
development,” he said. “If a new trans- 
continental system is allowed to develop 
it will bring new population and new 
business all across the country.” 


Perishable Foods by Truck 


The best methods of carrying perish- 
able foods from farm to market by re- 
frigerated trucks were being learned in 
tests made by the U. S. Agriculture De- 
partment in cooperation with the truck- 
ing industry, J. C. Winter, transporta- 
tion specialist with the Production and 
Marketing Administration, told the 
American Trucking Associations’ Ter- 
minal Operations Council at San Fran- 
cisco, Calif. 

“So far, there have been some 150 
truck tests of the movement of fresh 
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fruits and vegetables and citrus con- 
centrates conducted by the depart- 
ment,” said he. “We are planning to 
start work soon on the transportation 
of frozen poultry, fresh and frozen 
meats, and some of the other perishable 
commodities.” 


The purpose of the tests, Mr. Winter 
indicated, was to “assist the carriers in 
finding ways to reduce their losses and 
pring about more efficient and less costly 
transportation. We know that 
every dollar paid out in freight claims 
indirectly has to come from the shipper 
in the charges he pays for transporta- 
tion.” 


Pacific Coast Advisory 
Board to Meet June 15 


The Pacific Coast Transportation Ad- 
visory Board will hold its summer meet- 
ing June 15 in the U. S. Grant hotel, San 
Diego, Calif., it is announced by General 
Chairman J. W. Witherspoon, assistant 
general traffic manager, U. S. Rubber Co., 
Los Angeles. 

Board committees will meet June 14, 
and the business session will be called to 
order at 9 a.m. the following day. 

A tentative week-end entertainment 
program planned for board members and 
guests includes a chartered bus trip to 
Tijuana, Mexico, to the Agua Caliente 
race track for dinner and the races, the 
evening of June 15; a 24-mile boat excur- 
sion on June 16 in San Diego Bay, cour- 
tesy of the San Diego Harbor Depart- 
ment, with another trip to Agua Cali- 
ente in the afternoon, or deep sea sport 
fishing; and an invitation to watch two 
yachting regattas on San Diego Bay, 
June 17. N. C. Ryan is chairman of the 
board’s general program committee. 


New Canal Lock to Expedite 
Coal Barging to Pittsburgh 


“Barge movement of coal to Pittsburgh 
steel mills engaged in defense production 
will be expedited by construction of a 
lock 720 feet long and 110 feet wide in 
the Monongahela River at Braddock, Pa., 
ll miles from Pittsburgh,” says the 
American Waterways Operators, Inc., of 
Washington, D.C. 

“The new lock, now under construc- 
tion will replace a lock 362 feet long 
and 56 feet wide. The new jumbo lock 
and a new auxiliary lock 360 by 56 feet 
already built replace twin locks erected 
in 1904. The new main chamber will lock 
through a standard Monongahela River 
coal tow of six barges and a towboat 
without double tripping. Annual traffic 
on this inland waterway totals more than 


30,000,000 tons, and 1,500,000,000 ton- 
miles.” 


Copper Wire for Transport 


Special Correspondence from Ottawa, Canada 


Firms using copper wire for transpor- 
tation purposes are among those listed 
as “authorized purchasers” in a Defense 
Production Department order establish- 
mg control over distribution of copper 
Wire. The order permits an authorized 
Purchaser to buy copper wire without 
ng his order approved by the depart- 

ent. 


The transportation-related activities 


listed in the order are: Ship building 
or ship repairing (including ship chan- 
dlery); installation, maintenance or re- 
pair of telegraph, telephone, street rail- 
way, tramway, railway systems; manu- 
facture or repair of- aircraft; manufac- 
ture or repair of motor vehicles. 


New C.A.B., C.A.A. Chiefs 
Sworn In; Beardslee Heads 
Federal Airways Office 


Donald W. Nyrop was sworn in as a 
member of the Civil Aeronautics 
Board and Charles Horne was sworn 
in as administrator of civil aeronau- 
tics, Civil Aeronautics Administra- 
tion, at brief ceremonies held May 18 
in offices of Secretary of Commerce 
Sawyer who administered the oaths 
of office. 


Mr. Nyrop, former administrator of 
civil aeronautics, C.A.A., will serve as 
chairman of the C.A.B. by virtue of a 
Presidential letter of authority. He suc- 
ceeds Delos W. Rentzel who, on May 7, 
was sworn in as Under Secretary of 
Commerce for Transportation, filling the 
vacancy created by the appointment of 
Major General Philip B. Fleming as 
Ambassador to Costa Rica. Mr. Horne, 
who replaces Mr. Nyrop as administra- 
tor of civil aeronautics, was formerly 
acting director of the Office of Federal 
Airways, C.A.A. John Beardslee, hereto- 
fore deputy director, has been appointed 
director of the Office of Federal Airways. 
The nominations of Messrs. Rentzel, 
Nyrop and Horne for appointment to the 
respective positions were confirmed by 
the Senate April 17 (T.W. April 21, p. 
59 and May 12, p. 21). Mr. Nyrop’s ap- 
pointment is for the remainder of Mr. 
Rentzel’s term on the C.A.B. expiring 
December 31, 1953. 

Mr. Nyrop has served as administra- 
tor of civil aeronautics since October 4, 
1950. Prior to his appointment as ad- 
ministrator he served as deputy admin- 
istrator from August, 1948. He has been 
active in civil and military aviation for 
the last 11 years. In 1939, he became 
an attorney for the Civil Aeronautics 
Authority (as it was known then), re- 
maining with the C.A.B. in that capacity 
when the Authority was split into board 
and administration. He was appointed 
executive officer to the chairman of the 
C.A.B. in January, 1942, leaving that 
position in September to go on duty with 
the Air Transport Command. He served 
as executive officer for the assistant chief 
of staff (operations), headquarters, ATC, 
until January, 1946, when he was re- 
leased with the rank of Lieutenant Col- 
onel. After leaving the service, he joined 
the Air Transport Association, specializ- 
ing in international policy matters. He 
served aS a member of the U.S. delega- 
tions to the 1946 and 1947 assemblies of 
the International Civil Aviation Organ- 
ization. Mr. Nyrop was born in Elgin, 
Neb. He received a B.A. degree from 
Doane College, Crate, Neb., in 1934, and 
an LL.B. from George Washington Uni- 
versity, Washington, D.C., in 1939. 

Mr. Horne, a native of Virginia, has 
served as acting director of the C.A.A.’s 
Office of Federal Airways since 1949 on 
loan from the Department of the Navy. 
He served with the Navy as Deputy 
Chief of Naval Communications, a posi- 
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tion to which he was appointed in 1946. 
He voluntarily retired from service with 
the Navy prior to taking the oath of office 
as administrator of civil aeronautics. He 
graduated from the Naval Academy in 
1926 and in 1935 received master of sci- 
ence degrees in electronics and communi- 
cations engineering. He was made com- 
mander of the U.S.S. Long, a destroyer, 
in 1940, and in the war period was con- 
cerned with radar work. 


Delta Nu Alpha Fraternity 


Meets at Baltimore 


Delta Nu Alpha Transportation Fra- 
ternity held its general spring meeting 
at the Emerson Hotel, Baltimore, Md., 
May 19 and 20. E. C. Morgan, Branch 
Motor Lines, New York, national presi- 
dent, presided at all sessions. 

On the afternoon of May 19, the ses- 
sion was devoted to routine reports, in- 
cluding those of the treasurer, recorder 
of records and regional vice presidents, 
and to reports of standing committees. 
The latter included chapter promotion, 
E. M. Maney, chairman; publicity, S. T. 
Iden, chairman; fraternity keys and pins, 
B. H. Ways, chairman; placement, J. R. 
Morton, chairman; editorial, F. C. Her- 
mann, chairman; book reviews, Ray Cox, 
chairman, ‘and on the fraternity’s 
monthly News Letter, by C. E. Lang, 
editor. 


The report of the committee on educa- 
tion and research, made by Dr. F. E. 
Asher, co-chairman with Dr. V. D. Cover, 
brought about considerable discussion in 
which chapter presidents joined, describ- 
ing particular educational activities of 
their units. The discussion culminated 
in the adoption of a resolution, submitted 
by Milton Goldstein, New York, calling 
on the committee to study the general 
educational field and to prepare pro- 
grams for the chapters, and on the 
chapters to keep the committee informed 
of their educational activities. 


J. Sommerfeld, president of Chesapeake 
Chapter, host to the meeting, opened the 
session May 20, with a brief address of 
welcome. The report of T. V. Volk, na- 
tional board chairman, on fraternity 
status, was read, in the absence of Mr. 
Volk. Later, the meeting adopted a 
change in the constitution conferring on 
Chairman Volk. who has been among 
those most active in the affairs of the 
organization from its beginning, chair- 
manship of its board for life. The report 
indicated that the fraternity had 52 
chapters with several in the process of 
formation. 

Speaker at the closing session, was 
Robert J. Bayer, editor, TRAFFIC WorLD, 
member of the Chicago Chapter. He sug- 
gested that, as the organization and its 
members matured, it might well set up 
a program of “continuation study,” in- 
tended to keep the practicing transporta- 
tion man abreast of progress in his field, 
much as clinics and seminars kept men 
in other professions abreast of the times. 
He paid tribute to President Morgan and 
the other leaders of the fraternity which 
had brought it to a total: membership 
of over 2,000 in ten years. 

Registration for the meeting totaled 
119, representing 25 chapters. Everet 
Weathers, president, Chicago Chapter, 
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extended an invitation to the fraternity 
to hold its 1952 spring meeting in Chi- 
cago. President Morgan accepted the in- 
vitation, but said the decision as to the 
place of that meeting would be postponed 
until the annual meeting, in October, 
which, under the terms of the fra- 
ternity’s charter, must be held in Wil- 
mington, Del. 





N.F.A.S. Expresses Concern 
Over Japanese Shipping 


Though the American merchant ma- 
rine was now carrying only 32.4 per cent 
of this nation’s foreign commerce, the 
Japanese merchant marine intended to 
carry at least 50 per cent of her foreign 
trade in 1951, according to a recent report 
in a Japanese shipping publication, the 
National Federation of American Ship- 
ping said, May 16. 

The federation contended that Jap- 
anese leaders were “quoting excessive fig- 
ures in placing the Japanese pre-war 
fleet at over 8,000,000 tons.” It said that a 
“realistic appraisal” of the Japanese pre- 
war fleet would be the average of the 
period 1930-1936, which, according to the 
N.F.A.S., amounted to about 5.5 million 
deadweight tons. It added that the Jap- 
anese fleet, including increases by new 
construction, charter and salvage, would 
soon be above 50 per cent of the normal 
pre-war size. 

“Tt is the position of the American 
shipping industry,” said the N.F.AS., 
“that Japan should not be constrained 
from developing her merchant marine to 
a point consistent with and relative to 
the progressive growth of her foreign 
commerce, but that such merchant ma- 
rine should not be overdeveloped beyond 
her national requirements and permitted 
to invade the trades of other nations.” 





California Manufacturers 
Launch ‘Clean Car’ Drive 


To increase the rail car supply, the 
California Manufacturers Association 
has announced, it has adopted a program 
calling on all shippers to clean their cars 
before releasing them to the railroads for 
other shippers’ use. 

The program, it said, was evolved by 
the statewide freight traffic committee 
of the association which, it said, found 
a large floating supply of freight cars 
constantly out of service because debris 
and dunnage prevented their immediate 
use by other shippers. 


In a report to the association’s board 
of directors, the committee said that: 

“(a) Railroads now lack the man- 
power to promptly clean all cars before 
spotting for loading by shippers; (b) 
serious delays are occasioned by routing 
cars to the yards for cleaning; and (c) 
while it ordinarily is the responsibility 
of the railroads to furnish clean cars, 
shippers can contribute materially to car 
availability by cleaning debris and dun- 
nage from all unloaded cars before turn- 
ing them back to the railroads.” 

The C.M.A. board recommended that 
all industry and agriculture be asked to 
cooperate in a move to utilize existing 
cars more efficiently. 





W. B. Tyler, president of the associa- 
tion, in a message to shippers said: 

“The railroad car shortage during the 
summer and fall of 1951 will be the 
severest ever experienced. Unfortunately, 
very little relief is in sight from new car 
construction. The most promising op- 
portunity to provide relief in freight car 
supply is in the more efficient use of the 
cars available. 

“While there are certain places where 
railroads can improve their own oper- 
tions, and constant pressure is being put 
on them to do so, much remains to be 
done by shippers in expediting the load- 
ing and unloading of cars and in reduc- 
ing the time cars are held within in- 
dustrial plants.” 

Mr. Tyler also urged each shipper to 
take full credit for cleaning cars by post- 
ing a placard to that effect in each clean 
car. He said the cost of the program to 
individual shippers would not be large. 
Anyway, he said, “the cost of cleaning 
the cars you make empty will be negligi- 
ble in comparison to the ultimate cost of 
a crippling car shortage.” 





Program for 1951 Meeting 
Of Accounting Division 
Of A.A.R. Announced 


Presidents of two railroads and 
the board chairman of another are 
among speakers whose names appear 
on the program announced by the 
accounting division, Association of 
American Railroads, for its fifty- 
seventh annual meeting June 11-14 
at the Biltmore hotel, New York City. 


In a morning session on June 12 the 
convention delegates will hear addresses 
by Mayor Impelliteri, of New York City, 
Colonel G. Metzman, president of the 
New York Central, and Colonel R. H. 
Smith, president of the Norfolk & West- 
ern. Included in the program for the 
morning session on June 13 will be an 
address by Patrick B. McGinnis, chair- 
man of the board of the Norfolk South- 
ern and senior partner of McGinnis & 
Co., investment firm specializing in rail- 
road securities. Mr. McGinnis will dis- 
cuss some of the financial problems of 
the railroads. 

Presiding at the convention sessions 
will be I. V. Jessee, comptroller of the 
Norfolk & Western and chairman of 
the A.A.R. accounting division. Ad- 
dresses by Mr. Jessee and E. H. Bunnell, 
vice-president, finance, accounting, taxa- 
tion and valuation department, A.A.R., 
will be delivered in the closing session, 
in which officers will be elected. 

Informal talks are to be made in the 
course of the meeting by Director W. H. 
S. Stevens, of the Commission’s Bureau 
of Transport Economics and Statistics; 
Director G. S. Douglass, of the Com- 
mission’s Bureau of Valuation; and Di- 
rector Cecil W. Emken, of the Commis- 
sion’s Bureau of Accounts and Cost 
Finding. Reports will be presented by 
chairmen of committees on statistics, 
freight accounts, passenger accounts, 
disbursement accounts, terminal com- 
panies’ accounts; motor bus, truck and 
air transportation accounts; water line 
accounts, refrigerator car line account- 
ing, and a special committee for contact 
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with the National Association of Rail- 
road and Utilities Commissioners. 


“Open house” meetings of all standing 
committees will be held on June 11 at 
10:30 a.m., for the purpose of discussing 
with all members the various subjects to 
be reported at subsequent convention 
sessions. Among government agencies to 
be represented at the meeting, in addi- 
tion to the Commission, are the Depart- 
ments of the Army and Navy, the Rail- 
road Retirement Board, and the Post 
Office Department. Office equipment and 
mechanical devices designed to reduce 
the cost of providing current data for 
managerial and other necessary purposes 
will be exhibited in the course of the 
meeting. G.H. Albach, of the New York 
Central, is chairman of the committee 
on arrangements. 





Central Western Advisory 
Board to Meet June 12 


Dan P. Loomis, chairman of the Asso- 
ciation of Western Railways, Chicago, 
will speak at a luncheon session at the 
June 12 annual meeting of the Central 
Western Shippers Advisory Board, at 
the Antlers Hotel, Colorado Springs, 
Colo. 


Board committees will meet June 11, 
and a joint luncheon is scheduled for 
that day. A special western style dinner 
will be served the evening of June 11, 
to be followed with entertainment. 





Packaging Methods Studied 


A mission of 19 prominent European 
businessmen, recently arrived in the 
United States to study American pack- 
aging methods, were welcomed in Wash- 
ington May 21 by the Office of Inter- 
national Trade, U.S. Department of 
Commerce. 


Eight Economic Cooperation Adminis- 
tration countries—Austria, Belgium, Den- 
mark, France, Germany, Greece, Ireland, 
and Italy—are represented by the mem- 
bers of the mission, whose _ six-weeks’ 
coast-to-coast tour has been arranged 
by OIT under the sponsorship of E.C.A. 
in connection with its technical assist- 
ance program. The study group will 
visit 13 cities. 

The purpose of the tour is to study 
American paper and paperboard produc- 
tion techniques and packaging methods. 
This knowledge, it is hoped, will be trans- 
lated into more efficient manufacturing 
practices in Europe, and contribute to 
the joint defense effort by increased 
standardization of packaging methods. 





T.A.A. Directors to Meet 


Raymond W. Miller, public relations 
consultant, recently returned from a visit 
to Asia as representative of the Food 
and Agriculture Organization of the 
United Nations, will speak on “An An- 
swer to the Far Eastern Dilemma” at a 
luncheon June 7 in the Blackstone Hotel, 
Chicago. The Transportation Associa- 


tion of America is sponsoring the lunch- 
eon in connection with the semi-annual 
meeting of its board of directors. Head- 
ing the arrangements committee is Frank 
C. Rathje, president of the Chicago City 
Bank & Trust Co., and president of 
‘TAA. 
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The Commission, by a report in No. 
30690, Increased Parcel Post Rates, 
1950, has “consented” to rate in- 
creases on fourth-class mail (parcel 
post), and surcharge rates on parcels 
carried outside of mail sacks, as pro- 
posed by the Postmaster General. 


With respect to books, the Commission 
consented to establishment of zone rates 
reflecting ascertained service costs. It 
said the rates as proposed were not so 
made. 

The Post Office Department an- 
nounced that the rate-increases con- 
sented to would become effective Octo- 
ber 1. 

The Commission said the department 
had proposed for merchandise an in- 
creased scale of zone rates which, on a 
basis of volume in the calendar year 
1949, were expected to yield aggregate 
revenues somewhat in excess of its as- 
certained costs, but which were higher 
to some zones and lower to others than 
such costs. 

For catalogs, it said, the department 
proposed a scale of increased zone rates, 
which to all areas except zone 8, were 
lower than its ascertained costs; and for 
books, increased rates which, if they 
could attract traffic corresponding in 
volume to that handled in 1949, would 
provide revenues in excess of ascertained 
costs, but which were higher in many 
instances and lower in others than such 
costs. 


For miscellaneous publications, library 
books, and matter for the blind, it said, 
ho change in rates was proposed. 


The surcharges, it said, were maxi- 
mum 25 or 50 cents a parcel to be ap- 
plied on parcels which, because of 
weights, outside dimensions, or nature 
of contents, were handled outside of 
Mail sacks. ‘The Commission said it 
appeared that such charges would fall 
on shippers and receivers of merchan- 
dise, and some on books. 


P.M.G.’s Request 


The Commission said the Postmaster 
General’s application for increased rates 
Was filed pursuant to a directive of Con- 
gress, embodied in an appropriation bill 
approved September 27, 1950. The di- 
Tective provided that funds appropriated 
to the department from the general 
fund of the Treasury would not be with- 
drawn from the Treasury until the Post- 
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Surcharges on Parcels Handled Outside of Mail Sacks. 

























|.C.C. ‘Consents’ to Parcel Post Rate 
Increases Asked by Postmaster General 


Increases, Effective October 1, Include Merchandise Rates and 


On Books, 


However, Zone Rates Must Reflect Ascertained Service Costs. 


master General certified that he had 
requested the consent of the Commission 
to establishment of rate increases neces- 
sary to insure the receipt of revenue 
from fourth-class mail service sufficient 
to pay its costs. The request to the 
Commission was made last October (T. 
W., Oct. 21, 1950, p. 19). 

Parcels described as fourth-class mail, 
said the Commission, were those weigh- 
ing more than 8 ounces, and not in any 
other class. They were classified for rate 
making as general merchandise, catalogs, 
books, library books, miscellaneous pub- 
lications, and matter for the blind. It 
said articles in each of these six groups 
were now handled at rates lower than 
the service costs computed by the de- 
partment. 

The Commission, in its findings, said: 

“We consent to the establishment of 
zone rates on books reflecting ascertained 
service costs, a fractional part of one 
cent should be disregarded ‘unless it 
amounts to one-half cent or more, in 
which case it should be increased to one 
cent; rates proposed by the Postmaster 
General on other articles handled as 
fourth-class mail; and surcharge rates 
proposed by him for parcels carried out- 
side of mail sacks.” 


Rates on Books 


It said the proposed rates on books 
were not made in relation to the ascer- 
tained costs of service. For a two-pound 
parcel the proposed rate was 15 cents to 
destinations in all areas, it said, although 
the service costs ranged from 13.6 cents 
on parcels for local delivery to 28.2 
cents on those for zone 8. For a 10- 
pound parcel of books the proposed 
rates to zone 4 and points less distant 
were higher than ascertained costs by 
amounts ranging from 4 to 11 cents, while 
to more distant zones a proposed flat 
rate of *55 cents was lower than such 
costs by 2 to 42 cents a parcel. 


It said the proposed rate for an 11- 
pound parcel of books was one cent 
higher than for a 10-pound parcel when 
destined to local areas; higher by two 
cents to zones 1 and 2, and higher by 3 
cents to zone 3, 12 cents to zone 4, 34 
cents to zone 5, 61 cents to zone 6, 85 
cents to zone 7, and 112 cents to zone 8. 

“The ascertained costs of handling 
books are little higher in some instances, 
and slightly lower in others, than the 
computed costs of carrying catalogs,” said 
the Commission. “Both load heavily. For 


one-pound parcels to local areas, the as- 
certained cost of carrying books is lower 
by 1.3 mills than the cost for catalogs, 
while to zone 8 the book cost is greater 
by 1.9 mills. For 10 pounds to local areas 
the ascertained book cost of 23.2 cents is 
lower by 1.4 cents than the catalog cost; 
to zone 5 the book cost is higher by 1.1 
mills; and to zone 8 the book cost of 97.4 
cents is higher by 4.5 cents.” 


Book Volume Little Affected 


The Commission said the evidence did 
not establish that the volume of books 
marketed from year to year had been 
materially affected, one way or the other, 
by parcel-post mailing costs. 

The Postmaster General, in his pro- 
posal to the Commission made at the out- 
set of the proceeding, said the proposed 
increases in rates on fourth-class mail 
would range from 4 to 9 cents on pack- 
ages weighing one pound or a fraction 
thereof, depending on the postal zone 
involved. On fourth-class shipments of 
catalogs and similar printed advertising 
matter, he said, the increases in the one- 
pound class would be 2% cents in a local 
zone and three cents in other zones. 


The Commission said the record made 
at its hearings in the proceeding com- 
prised more than 1,500 pages of oral testi- 
mony and more than 500 pages of ex- 
hibits. 

The Commission, in a table, showed 
the proposed rates on general merchan- 
dise, by zones of destination, for parcels 
weighing 1 to 10 pounds. For local de- 
livery this ranged from 15 cents for one 
pound to 27 cents for 10 pounds and for 
merchandise and books an 11-pound pro- 
posed rate was 28 cents. To zones 1 and 
2 the rates on general merchandise 
ranged from 17 cents for the first pound 
to 39 cents for 10 pounds and for mer- 
chandise and books the 11-pound rate 
was 41 cents. To zone 8 the general 
merchandise rate proposed was 27 cents 
for one pound and 153 cents for 10 
pounds, with a rate of 167 cents on mer- 
chandise and books weighing 11 pounds. 


Proposed rates on books (unless the 
rates on merchandise were less), ranged 
from 10 cents for one pound to 55 cents 
for 10 pounds to all zones, the rate on 
merchandise being only 27 cents locally 
and 39 cents to zones 1 and 2 for the 
10-pound bracket. To zone 8 the mer- 
chandise rate was 153 cents in the 10- 
pound class. 


Dissenting Opinion 


Commissioner Cross, dissenting, said, 
among other things, he did not agree 
with the majority insofar as it consented 
to imposition of surcharges on outside 
parcels based on size, weight and con- 
tents, and to the formula for grada- 
tion in the proposed scale of zone rates. 


He said the granting of the Postmas- 
ter General’s request for authority to 
make any increases he might deem 
warranted within the limitations of his 
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proposal was in effect delegating to the 
P.M.G. the “rate-making power which 
the Congress has vested in this Commis- 
sion.” 


Motor Permit Denied Firm 
Which Leases Trucks to 


Creamery for Its Own Use 


The Commission, division 5, has 
denied a permit for motor contract 
carrier authority to a Carthage, Mo., 
partnership which does not hold au- 
thority for motor carrier operations 
but has leased motor equipment to a 
creamery company and now asks au- 
thority to conduct the operations 
carried on by the creamery company, 
with the latter’s approval. 


Motor carrier operations of the cream- 
ery company were found to be partly 
private carriage, and partly conducted 
for a profit and to that extent not private 
carriage. 


By a report and order in MC-111290, 
Robert T. Wilson and G. Bennett Wilson, 
Contract Carrier Application, the Com- 
mission denied authority to the two 
Wilsons, doing business as Wilson Bros., 
for transportation, over irregular routes, 
of processed and unprocessed agricultural 
commodities, refrigerated solid and liquid 
products, and empty containers, (1) be- 
tween Carthage, on the one hand, and, 
on the other, points in Florida, South 
Carolina, Georgia, Alabama, Mississippi, 
Tennessee, Illinois, Louisiana, Arkansas, 
Kansas, Missouri, Oklahoma, and Texas, 
and (2) between points in Missouri and 
Kansas, on the one hand, and, on the 
other, points in Florida, South Carolina, 
Georgia, Alabama, Mississippi, Tennes- 
see, Illinois, Louisiana, Arkansas, Okla- 
homa, and Texas. 


The Commission said the supporting 
shipper had not only failed to show that 
the present carriers were unable to 
render satisfactory service, but it had 
not attempted to use, and was not 
acquainted with, the available motor 
carrier facilities. 


It said the application contained an 
alternative prayer for dismissal in the 
event the operations of the shipper- 
lessees were found to be those of private 
carriers. If they were not so found, it 
said, the applicants requested the neces- 
sary authority in their own names for 
continuance of the services now con- 
ducted in their own vehicles. 

All of the Wilson’s equipment was now 
leased, said the Commission, in equal 
proportions to the Carthage Creamery 
Co. of Carthage, and the Manhattan 
Creamery Co., of Manhattan, Kan. It 
said it did not further consider the Man- 
hattan firm because the vehicles leased 
to it were used exclusively in the trans- 
portation of shell eggs and unprocessed 
fruits and vegetables and hence were ex- 
empt from the certificate or permit re- 
quirements of the interstate commerce 
act. 

The case involved only vehicles leased 
to the Carthage Creamery. 

The Commission said the leasing ar- 
rangement provided that. Carthage 


Creamery would have exclusive posses- 
sion, use, control, and direction of the 
vehicles specified therein for the pur- 
pose of transporting the commodities of 
the creamery in the legitimate operation 
of its business. It said that although not 
mentioned in the agreement, the drivers 
of the vehicles were in the employ of, 
and were paid by, the creamery. A re- 
view of the evidence, it said, fairly es- 
tablished that the operation of the ve- 
hicles over the highway was under the 
exclusive control of the creamery and 
under its responsibility to the public. 
It added: 


“We find no basis in this record for the 
suggestion of certain intervenors that 
the operation of the vehicles might, in 
fact, be considered as an unlawful oper- 
ation on the part of the applicants here- 
in. We conclude that applicants are 
nothing more than lessors of equipment 
and that they are not under the de- 
scribed arrangements chargeable with 
any responsibility for the actual opera- 
tion thereof... .” 


The Commission said that Carthage 
Creamery, a nation-wide distributor of 
dairy products, determined that the most 
practical method of meeting its delivery 
requirements was through the medium 
of a door-to-door refrigerated truck serv- 
ice. It said that in order to obtain the 
delivery service required, and to obtain 
the control thereover considered neces- 
sary, the company determined many 
years ago to conduct its own delivery 
service. 

It said the creamery’s products were 
sold at a delivered price which was de- 
termined from the price of the products 
at the creamery plus an. estimated 
amount representing the cost of the 
transportation service, but the latter fig- 
ure “appears to be a somewhat arbitrary 
one which is influenced to some extent 
by local market conditions at point of 
=o and by competitive considera- 
ions.” 


Return Load Plan 


On discharge of a load of dairy prod- 
ucts, said the Commission, an attempt 
was made to obtain return lading to 
points in Missouri and Kansas. It said 
empty milk cans, egg cases, butter boxes, 
empty cans, other packaging materials, 
sugar used in the production of con- 
densed milk, and some dairy products for 
packaging and resale were returned to 
Carthage in the leased vehicles. 

It said that in addition to such items, 
used directly in its dairy products busi- 
ness, the creamery, in order to obtain.a 
load, had frequently resorted to the prac- 
tice of purchasing other commodities not 
related to its business and transporting 
them back to points in Missouri and 
Kansas where they were sold. 

Fresh fruits and vegetables were ob- 
tained at points in Florida, Louisiana, and 
Texas, and a considerable amount of su- 
gar, other than that used by the cream- 
ery, was procured in the New Orleans 
area, it said. It added that the “so- 
called purchase and sale of the fresh 
fruits and vegetables” were handled by 
the two Wilson brothers, applicants in 
this case, who were said to be acting in 
the capacity of brokers. purchasing and 
selling in the name of the creamery and 
receiving a straight commission for their 
services. It said they also acted in a 
similar capacity for the Manhattan 
Creamery. It said the sugar was also dis- 
posed of through a broker. 

“None of the fruits and vegetables, 
and none of the sugar, other than that 
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to be used by the creamery, is trans- 
ported to Carthage, and the creamery 
has very little to do with the transactions 
except to act as a transportaton agency 
in respect of the goods purchased and 
sold,” said the Commission. 


Primary Business Test 


The basic test to be applied was the 
primary business of the carrier, said the 
Commission, citing Woitishek Common 
Carrier Application, 42 M.C.C. 193, and 
Lenoir Chair Company Contract Carrier 
Application. It said the primary business 
of the creamery was undoubtedly the 
sale and distribution of dairy products 
and a substantial part of its motor car- 
rier operations were conducted in fur- 
therance of that business and without 
a purpose of profiting from the trans- 
portation as a separate and distinct 
enterprise. It said a large part of the 
creamery’s motor-carrier operations were 
therefore those of a private carrier. 

The Commission said, however, that it 
was not impressed with the suggestion 
that the sale of sugar, fresh fruits, and 
fresh vegetables might be considered as 
part of the primary business of the 
creamery and that such transportation 
was conducted in furtherance of its 
business without intention to profit from 
it. 

“On the contrary,” continued the Com- 
mission, “it appears that the activities 
of the creamery in this respect consti- 
tute a separate and distinct enterprise in 
which its primary interest is in the utili- 
zation for profit of its otherwise unused 
transportation facilities, and it is imma- 
terial whether it makes a specific charge 
for transportation or whether it pur- 
chases the goods at point of origin and 
sells them at point of destination .. .” 

The Commission, after further discus- 
sion, concluded that the creamery was 
not a private carrier in respect of such 
activities. 

It said the evidence with respect to 
northbound movement of the fruits and 
vegetables was meager. 

“It seems appropriate to point out,” 
said the Commission, “that the trans- 
portation of agricultural commodities 
(not including manufactured products 
thereof) in motor vehicles on which no 
other property is transported for com- 
pensation at the same time, falls within 
the partial exemption provided by sec- 
tion 203(b) (6) of the act. See Interstate 
Commerce Commission v. Service Truck- 
ing Co., Inc., 93 Fed. Supp. 533. Compare 
Interstate Commerce Commission Vv. 
Dunn, 166 Fed. (2d.) 116.” 


Tide-Water Pipe Co. Value 


The Commission, division 2, has tenta- 
tively evaluated the property of Tide- 
Water Pipe Co., Ltd., for rate-making 
purposes, as of December 31, 1947, as 
follows: 

Owned and used for common carrier 
purposes, $3,405,000; used for common 
carrier purposes but not owned, leased 
from private parties, $871; total owned, 
$3,405,000; total used, $3,405,871.> 

A report and order were issued in 
Valuation No. 1331, Tentative Valuation 
Report on the Property of the Tide- 
Water Pipe Co., Ltd. 

Any protests to the valuation were to 
be filed on or before 30 days from May 
28, the Commission said in a notice to 
the U.S. Attorney General, state officials 
of New Jersey, New York, and Pennsyl- 
vania (in which states the company 
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operated trunk pipe lines for transporta- 
tion of crude oil), and Tide-Water Pipe 
Co., Ltd., Bradford, Pa. 


U.S. Truck Lines’ Control 
Of San Antonio, Tex., 


Motor Carrier Authorized 


The Commission, division 4, has 
authorized U. S. Truck Lines, Inc., of 
Delaware, Cleveland, O., a holding 
and management company, to ac- 
quire control of Brown Express, San 
Antonio, Tex., through purchase of 
its capital stock, and to issue $2,000,- 
000 promissory notes for financing 
purposes. 


It ordered that concurrently with con- 
summation of the control transaction, 
U.S. Truck Lines would be considered a 
motor carrier subject to specified pro- 
visions of the interstate commerce act, 
regarding motor carrier accounting, re- 
porting, and issuance of securities. 


A report and order were issued in No. 
MC-F-4807, U.S. Truck Lines, Inc., of 
Delaware—Control—Brown Express and 
Brown Realty Co. of San Antonio, em- 
bracing Finance No. 17229, U.S. Truck 
Lines, Inc., of Delaware—Notes. 


The Commission said U.S. Truck 
Lines, Inc., through stock ownership, 
controlled 17 subsidiary companies of 
which 8 were motor common carriers. It 
said the holding company rendered cer- 
tain administrative and _ supervisory 
services to its subsidiaries. 


It said the corporation’s largest single 
block of stock, 72,146 shares (14.01 per 
cent), was held by the First National 
Bank of the City of New York as trus- 
tee, under Erie Railroad Co. trust con- 
solidated mortgage. The Erie Railroad 
was the beneficial owner of this stock, it 
said. 

A condition attached to the authority 
for U.S. Truck Lines to acquire control 
of Brown Express was that properties 
of Brown Realty Co., San Antonio, 
would be unified with those of Brown 
Express, and the realty company dis- 
solved. The Commission said the realty 
company was engaged exclusively in ac- 
quiring, developing, and owning terminal 
facilities for the use of Brown Express. 

It said that in the instant transaction 
the Commission was asked to approve the 
continued maintenance of Brown Realty 
Co., for the purpose of holding title to 
much of the physical property used by 
Brown Express in its operations. Under 
such circumstances, it continued, the 
transaction had not been shown consist- 
ent with the public interest and might 
hot properly be approved. 

“Accordingly,” the Commission con- 
tinued, “our findings will be conditioned 
to require that, prior to or concurrently 
with, the exercise of the authority herein 
granted, the properties of Brown Realty 
Co. shall be unified with those of Brown 
Express, Brown Realty Co. shall be dis- 
solved, and data shall be submitted for 
our consideration showing how the uni- 
fication has been effected .. .” 

W. G. Bernet, president-director of 
US. Truck Lines, the Commission said, 
was also a director of all its subsidiaries 
and of the National Carloading Corpora- 
tion, a freight forwarder. It said W. F. 

k, vice-president-treasurer and a di- 
rector, also was a director of all the 


subsidiaries, and treasurer of five of those 
companies. 

E. E. Kundtz, secretary-director, was 
also a director of six of the subsidiaries 
and president of two, said the Commis- 
sion, adding that W. J. O’Donnell, di- 
rector, also was president and a director 
of one of the subsidiaries. 

It said that J. K. Thompson and R. E. 
Woodruff, directors, were also directors 
of the Erie Railroad and of National 
Carloading Corporation. B. F. Bernet, 
C. W. Hannon, and C. A. Quintrell, were 
directors of U.S. Truck Lines; H. S. 
McCarthy, Wm. G. Bernet, Jr., and Jos. 
B. Merrill were vice-presidents, and H. W. 
Ruppell and C. W. Ayres were assistant 
treasurer and assistant secretary, respec- 
tively, it said. 

The Commission said that in Cleve- 


35 


| ICC NEWS 


land, Columbus & Cin. Highway, Inc.— 
Purchase—Reo, 36 M.C.C. 325, the Com- 
mission found that the Erie Railroad did 
not control or have power to control 
U.S. Truck Lines; that it was not reason- 
able to believe that the affairs of US. 
Truck Lines would be managed in the 
interest of the Erie Railroad; and that 
the same conclusion was warranted in 
the instant case. 


It said the Erie and the motor car- 
riers controlled by U.S. Truck Lines op- 
erated in territory some distance re- 
moved from that served by Brown Ex- 
press, which operated entirely in Texas. 





Commission Promulgates Motor Lease, 
Interchange Rules; Trip-Leasing Out 


Other Changes Made in Rules Prescribed by Division 5 Last Year. 
Minimum Lease Period Set at 30 Days, With Time for Exempt Carrier 


Equipment Adjustment. 


The entire Commission, in a “re- 
port of the Commission on oral ar- 
gument” in Ex Parte MC-43, Lease 
and Interchange of Vehicles by 
Motor Carriers, has prescribed a set 
of rules differing in several respects 
from those prescribed in a prior re- 
port by division 5 in that proceeding 
(T. W., July 1, 1950, p. 10, and July 
8, p. 19). 


The Commission prescribed six rules, 
effective August 1, covering applicability, 
definitions, exemptions, augmenting 
equipment, interchange of equipment, 
and rental! of equipment to private car- 
riers and shippers. 

The new report and order of the Com- 
mission includes a provision prohibit- 
ing “trip-leasing” of motor equipment 
from itinerant truckers, sometimes called 
“gypsies.” In the report by division 5, 
that practice was permitted. 

Another major provision of the report 
on oral argument is that all leases for 
interchange of equipment, except as be- 
tween carriers, shall be for not less than 
30 days, with an exception affecting 
exempt carriers of agricultural commod- 
ities. In interchange of equipment be- 
tween carriers, each carrier must assign 
its own driver to the equipment, and 
common carriers may not rent equip- 
ment without drivers to non-carriers, 
under the new rule. 


Trip-Lease Discussion 


With respect to trip-leasing, a major 
controversial issue, the Commission said, 
among other things, that the evidence 
with respect to laxity in inspection of 
equipment and the checking by pro- 
spective lessees of drivers and drivers’ 
qualifications related “preponderantly” 
to equipment leased for a single trip, 
particularly equipment of the itinerant 
owner-operator who did not become in- 
tegrated with the service of an au- 
thorized carrier for any definite period. 

“We are aware of no proceeding,” it 
continued, “in which operating rights 
under the ‘grandfather’ clauses of the 


New Rules for Furnishing Drivers Specified. 


[interstate commerce] act were grounded 
upon the services of itinerant owner- 
operators serving one carrier one day 
and another carrier later. Where their 
services are utilized under continuing 
arrangements, however, such as those 
considered in the ‘grandfather’ proceed- 
ings, we see no obstacles to proper ad- 
ministration of the act nor any necessity 
at present to require the assumption by 
such owner-operators of the status of 
employed drivers. 

“We are convinced, however, that trip- 
leasing, and especially trip-leasing of 
equipment that is operated for the 
lessee by the owner, or employes of the 
owner, is inimical to sound regulation 
and proper administration of the pro- 
visions of part II of the act and of our 
safety regulations. 

“The rules prescribed herein will pro- 
vide that leases of such equipment apply 
for a definite period. Some minimum 
period is necessary to insure proper in- 
spection of equipment and a check of 
the qualifications of the driver, particu- 
larly when the latter is not an employe 
of the lessee, and we find that a mini- 
mum period of 30 days would be rea- 
sonable.” 

Commissioner Lee, in an opinion con- 
curring in part, said, among other things, 
that before prohibiting trip-leasing, the 
rules prescribed by division 5 should be 
given a practical test of their effective- 
ness in correcting the abuses which led 
to institution of the Commission’s in- 
vestigation. 


Division 5, in the prior report, said it 
was convinced that the trip-leasing of 
the itinerant owner-operator, was “inimi- 
cal to sound regulation and proper ad- 
ministration of the safety regulations.” 
It also said, however, that it was not 
satisfied that a rule prohibiting such 
— should be prescribed at that 
ime. 


Exempt Carrier Adjpstment 


The Commission, in the instant report, 
allowed a six-months adjustment period 
for leases by authorized carriers of the 
equipment of carriers of exempt com- 
modities. 
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“For the present,” it said, “we shall not 
require that leases by authorized car- 
riers of the equipment of carriers of ex- 
empt commodities, that is subject to our 
safety regulations, when utilized solely 
in return movements, apply for the pre- 
scribed minimum period. It seems ap- 
propriate to afford the parties some time 
in which to make the adjustments that 
a complete prohibition of trip-leasing 
may render necessary. In permitting 
this temporary exemption we have given 
consideration also to the importance of 
such trip-leasing at the present time to 
certain areas of the country. We con- 
clude, however, that from the stand- 
point of our regulation, it stands upon 
no better footing than the trip-leasing 
of owner-operator equipment, and must 
be terminated within a _ reasonable 
period. We conclude that six months 
will be a reasonable period.” 


The Commission said, among other 
things in its report, that the record in- 
dicated that equipment leased by ship- 
pers from authorized carriers played a 
negligible role in the private carriage 
of their products by the shippers. 

Private Carriage 

“The act does not restrict private car- 
riage,” continued the Commission “but 
it contains no intimation that private 
carriage should be aided by the author- 
ized carriers through making their 
equipment without drivers available to 
shippers under lease. 

“It is one of the anomalies of this pro- 
ceeding, that certain carriers should 


augment their equipment used in for- 
hire transportation under lease, and that 
other carriers should make available to 
shippers under lease equipment to assist 


the latter in their private carriage. 
Leasing of the latter type can render 
nugatory many of the regulatory provi- 
sions of the act, and may be based on 
concessions which are proscribed by the 
Elkins act. Charges for Use of Trailers, 
49 M.C.C. 272”. 

The Commission said an instance re- 
fered to in its report, in which a pipe- 
line contractor leased the equipment of 
a carrier lacking appropriate authority, 
and performed a service available by au- 
thorized carriers having adequate equip- 
ment, aptly illustrated the opportunity 
for circumventing and evading the reg- 
ulatory provisions of the act that leas- 
ing by carriers to shippers afforded. It 
said that in the example referred to, the 
carrier from whom the equipment was 
leased, had sought temporary authority 
to perform the service, which had been 
denied. It said the Commission’s regula- 
tions should be framed so as to mini- 
mize the possibilities of such avoidance 
of regulation. 

“We conclude that leasing of equip- 
ment without drivers by authorized com- 
mon carriers to shippers should be pro- 
hibited,” said the Commission. 


Compensation Ruling 


The Commission also concluded that 
compensation for the rental of equip- 
ment based on a percentage of the reve- 
nue earned with the equipment should 
be prohibited. 

“This method of compensation,” it 
said, “leads the carriers which utilize 
owner-operated equipment to concen- 
trate upon certain profitable traffic to the 
exclusion of other traffic. It certainly 
distorts the operating statistics of car- 


riers which depend to a large extent 
upon equipment leased on that basis. 
We are persuaded also that it plays a 
large part in the practice of carriers 
which have extensive operating rights, 
but are unable or unwilling to provide 
service thereunder, of leasing such 
rights to others under the guise of equip- 
ment leases.” 

After finding that a minimum period 
of 30 days would be reasonable for leas- 
ing of equipment, the Commission add- 
ed: 

“In this connection we observe that 
carriers which conduct operations en- 
tirely, or almost entirely in non-owned 
equipment, and, more particularly, in 
equipment rented on the basis of a per- 
centage of the revenue earned with the 
equipment, are in an extremely favor- 
able competitive position as compared 
with carriers having substantial invest- 
ments in equipment devoted to for-hire 
transportation. Moreover, a_ carrier’s 
inability to provide service except in 
equipment owned and operated by others 
raises serious doubts as to its fitness 
and ability. This is a matter which un- 
doubtedly merits more consideration 
than it has heretofore received in pass- 
ing upon applications for operating au- 
thority and for extensions of such au- 
thority.” 


_ The Commission, in its “ultimate find- 
ings,” found, on consideration of all the 
evidence of record, that evasions and vio- 
lations of the provisions of part II of 
the act, and of its regulations prescribed 
thereunder, occurred in the present prac- 
tices of motor common and contract car- 
riers of property in augmenting their 
motor-vehicle equipment other than by 
purchase, and in interchanging equip- 
ment. It found that it was necessary in 
order properly to administer, execute and 
enforce such provisions and the regula- 
tions that reasonable rules and regula- 
tions be prescribed. 


Operators ‘On Their Own’ 


In the course of its 47-page report con- 
taining also some 30 pages of appendices 
and its order, the Commission said that 
owner-operators employed under trip 
leases, after the completion of a one-way 
haul, were “on their own”, as an execu- 
tive of a large carrier in Central Terri- 
tory expressed it, and the lessee in most 
instances made no effort to obtain a 
return load -or the operator. Most of 
the carriers, including those that were 
substantial users of owner-operator 
equipment and opposed restrictions on 
trip-leasing, it said, conceded that on the 
completion of a trip they assumed no 
responsibility for the owner-operator, 
and, as some of the owner-operators 
either did not carry public liability and 
property damage insurance or were un- 
able to obtain it, protection for the pub- 
lic might be lacking. 


“In such instances,” it continued, “the 
opportunity is presented the owner-op- 
erator to engage in unlawful transporta- 
tion, if he can obtain a shipment. It 
appears to be a not uncommon practice 
of haulers of exempt commodities to ob- 
tain traffic through direct solicitation of 
a shipper, and then to contact some 
authorized carrier having appropriate 
authority who will pay the highest com- 
pensation, and validate the transaction 
through a trip lease. Transportation un- 
der these circumstances by the owner- 
operator is, of course, unlawful, but the 
Bureau of Motor Carriers has experienced 
difficulty in obtaining evidence respect- 
ing such operations. Protection of the 
public through insurance is reduced, be- 
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cause certain carriers require owner- 
operators to bear a portion of the public 
liability and property damage insurance, 
and in some instances to assume part of 
the responsibility for cargo insurance and 
pay a portion of each loss and damage 
claim. 

“The testimony of owner-operators in 
this proceeding indicates that numerous 
carriers which utilize the service of such 
operators either sanction or require many 
practices that are incompatible with the 
duties and responsibilities of the carriers. 
According to an official of an organiza- 
tion representing some 1,500 owner-op- 
erators in 21 States, principally in the 
eastern part of the country, their lessee 
carriers generally require the owner-op- 
erators to deposit $100 per vehicle while 
in.the employ of the carrier. The wit- 
ness operated under an agreement where- 
by he paid the first $50 of each loss or 
damage claim. He understood that this 
was a uniform practice in the territory. 
In addition, the carriers which employ 
members of his organization withheld 
substantial amounts of compensation 
owing to the owner-operators. The 
owner-operators were also required to 
assign the titles to leased vehicles to the 
carriers while in the service of the latter.” 


Log Falsification 


The Commission said the falsification 
of drivers’ logs by owner-operators in 
order to cover up violations of the safety 
regulations “appears not to be uncom- 
mon.” 

It said the owner-operators represented 
in the proceeding and most of the car- 
riers that utilized their services, spe- 
cially under trip leases, generally were 
in favor of the compensation for the 
equipment being based on a percentage 
of the gross revenue derived from the 
transportation. It said the preference 
was based on the alleged simplicity of 
the method, and the fact that it had 
been in vogue almost since the beginning 
of inter-city motor transportation. 


“We are convinced from the record, 
however,” continued the Commission, 
“that the principal reason this method 
of compensation is used is because the 
owner-operator quite naturally desires 
to earn as much as possible with his 
equipment. It is contended by carriers 
opposed to trip leasing, and not con- 
tradicted on the record, that the owner- 
operators prefer to transport truckloads 
of heavy-loading traffic. Those in favor 
of regulating the practices charge that 
carriers operating principally through 
owner-operators endeavor to avoid less- 
than-truckload traffic, leaving it to be 
transported by carriers which own the 
major part of their equipment. It is 
further claimed that the carriers which 
concentrate on truckload traffic and use 
owner-operators for its transportation, 
are able to maintain rates which are 
considered less than compensatory by 
other carriers. When tendered ship- 
ments at rates considered non-compen- 
satory, many of these other carriers en- 
gage owner-operators under trip leases 
to perform the transportation. 


“Tt is clear that the use of owner- 
operator equipment in any important de- 
gree would have a tendency to distort 
a carrier’s operating ratio, in that operat- 
ing expenses such as maintenance, fuel, 
and others, are avoided. In making cost 
studies, and in general revenue cases, 1n 
considering operating ratios of a group 
of motor carriers, the data of carriers 
which operate principally with leased 
equipment necessarily are excluded. The 
fact that wages generally are not segre- 
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gated in the compensation paid owner- 
operators makes impossible a correct de- 
termination of the labor costs of such 
carriers. 

“Tt is argued on behalf of carriers 
which are important users of owner-op- 
erator equipment that the owner-opera- 
tor generally takes better care of his 
equipment than does the company driver. 
This is disputed by many owner-opera- 
tor witnesses ... It would appear dif- 
ficult for an individual to maintain a 
single piece of equipment, or a tractor- 
trailer unit, more economically than a 
carrier, who is able to spread the main- 
tenance cost over a great number of such 
units. . .” 


Need for Rules Stressed 


After reviewing various practices of 
authorized carriers in leasing equip- 
ment the Commission concluded that 
its summary indicated that many of 
such practices had facilitated violations 
and evasions of law and of its regula- 
tions, and militated against sound regu- 
lation of motor carriers. It said it did not 
agree with an argument advanced by 
many of the parties that the Commis- 
sion need only enforce existing laws and 
its regulations in order to “eliminate the 
bad practices that accompany many 
phases of leasing.” It said that at pres- 
ent leasing was in many instances con- 
ducted in a loose and informal manner, 
and that this was aided by a lack of any 
requirement that lease arrangements be 
reduced to writing. ‘The Commission 
added: 

“When an itinerant owner-operator ob- 
tains a shipment and then attempts to 
validate the transportation through a 
later arrangement with an authorized 
carrier, he is performing unauthorized 
transportation. If the carrier agrees to 
the arrangement, however, and permits 
the vehicle of the owner-operator to be 
identified as in the carrier’s service, it 
is obvious that prosecution for unlawful 
transportation is rendered extremely 
difficult. There are many arrangements 
that are on the border-line between un- 
lawful practices and those that have 
been permitted for lack of any definitien 
of legal leasing, although not always 
approved. 

“Under present conditions, it is ob- 
viously impossible for our enforcement 
staff to advise carriers respecting leas- 
ing arrangements which are lawful and 
those which are unlawful. The carriers 
themselves have no guide as to the prac- 
tices that are legal. It clearly is our- 
duty to prescribe rules governing the 
practices with a view to informing the 
carriers as to what they may and may 
not do. When the parties to an ar- 
rangement that appears to be unlawful, 
claim the existence of an oral lease, it is 
difficult, if not impossible, to prove that 
the transportation is unauthorized.” 

In a discussion of jurisdiction, the 
Commission concluded that it had been 
given ample authority to regulate the 
leasing practices of the motor carriers 
Subject to its jurisdiction and to promul- 
gate rules and regulations. 


Commissioner Lee’s Opinion 


_Commissioner Lee, in addition to say- 
ing that division 5’s rules should be given 
a practical test before trip leasing was 
Prohibited, asserted that in the develop- 
ment of motor carrier service over the 
years owner-operators had played an 
Important part and served a useful func- 
tion. He added: 

“They have provided, and they still 
Provide, a pool of motor vehicle equip- 


ment without which motor carrier serv- 
ice frequently would fail to meet peak 
period demands of the public. It appears 
from the evidence of record that the 
majority of the owner-operators and 
authorized carriers which utilize owner- 
operators are not guilty of the abuses 
which the prescribed rules are designed 
to eliminate. The situation is similar 
with respect to equipment of private 
carriers and to that operated under sec- 
tion 203(b)(6) of the act. For practical 
reasons a large part of the available 
owner-operator, private carrier, and sec- 
tion 203(b) (6) exempt equipment can be 
utilized by authorized carriers only under 
trip leases. 


“IT believe that, before prohibiting 
such trip leasing, the rules prescribed by 
division 5 should be given a practical 
test of their effectiveness in correcting 
the abuses which led to the institution 
of this investigation. In any event the 
effective date of the rule, which pro- 
hibits trip-leasing, should be postponed 
for at least a year to afford authorized 
carriers, owner-operators, private car- 
riers, and persons operating under sec- 
tion 203(b) (6) an opportunity to adjust 
their practices without disruption of 
present services. Under existing condi- 
tions of extraordinary need for transpor- 
tation facilities we should not prescribe 
any regulations which will curtail the 
maximum utilization of available equip- 
ment unless the law leaves us no other 
alternative. 


“The bona fide leasing to noncarriers 
by authorized carriers of equipment, 
without providing drivers therefor, is not 
shown to be contrary to any provision 
of the act and should not be con- 
demned.” 


Appendices to the Commission’s report 
set forth the rules prescribed by division 
5 in the prior report, 51 M.C.C. 461; 
leasing and interchange rules proposed 
by the Commission’s examiner in the 
case; rules suggested by the American 
Trucking Associations, Inc.; a summary 
of conditions reported by the Bureau 
of Motor Carriers’ field staff, based on 
informal investigation early in 1948; and 
the rules prescribed by the entire Com- 
mission. 


Text of Prescribed Rules 


The rules prescribed by the Commis- 
sion, governing the practices of author- 
ized carriers of property by motor vehicle 
in (1) augmenting equipment, (2) inter- 
changing of equipment, and (3) renting 
of vehicles or equipment to private car- 
riers or shippers, follow: 


Section 207.1 Applicability. The rules and 
regulations in this part apply to the aug- 
menting of equipment by common and con- 
tract carriers of property by motor vehicle 
in interstate or foreign commerce subject 
to part II of the interstate commerce act, 
49 U.S.C. 301 et, seq.; to the interchange of 
equipment between such common carriers 
of property by motor vehicle, and to the 
lease of equipment by common and contract 
carriers of property by motor vehicle, with or 
without drivers, to private motor carriers 
and shippers. 

Section 207.2 Definitions. (a) Authorized 
carrier. A person or persons authorized to 
engage in the transportation of property as 
a common or contract carrier under the pro- 
visions of sections 206, 207, or 209 of the 
interstate commerce act, 49 U.S.C. 306, 307, 
or 309. 

(b). Equipment. A motor vehicle, straight 
truck, tractor, semi-trailer, full trailer, com- 
bination tractor-and-semi-trailer, combina- 
tion straight truck and full trailer, and any 
other type of equipment used by authorized 
carriers in the transportation of property 
for hire. 

(c). Interchange of equipment. The phys- 
ical exchange of equipment between motor 
common carriers or the receipt by one such 
carrier of equipment from another such car- 
rier, in furtherance of a through movement 
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of traffic, at a point or points which such 
carriers are authorized to serve. 

(d). Regular employe. A person not merely 
an agent but regularly in exclusive full-time 
employment. 

(e). Agent. A person duly authorized to 
act for and on behalf of an authorized 
carrier. 

(f). Non-carrier. 
authorized carrier. 

(g). Owner. A person to whom title to 
equipment has been issued, or who has law- 
ful possession of equipment, and has the 
same registered and licensed in any state 
or states or the District of Columbia in his 
or its name. 

Section 207.3 Exemptions. Other than sec- 
tion 207.4 (c) and (d), relative to inspection 
and identification of equipment these rules 
shall not apply— 

(a). To equipment leased by one authorized 
carrier operating over regular routes to an- 
other authorized carrier operating over reg- 
ular routes and operated between points and 
over routes which both lessor and lessee are 
authorized to serve, and to equipment 
leased by one authorized carrier operating 
over irregular routes to another such carrier 
and operated between points and within 
territory which both the lessor and lessee 
are authorized to serve; 

(b). To equipment utilized wholly or in 
part in the transportation of railway express 
traffic, or in substituted motor-for-rail 
transportation of railroad freight moving 
between points that are railroad stations on 
railroad billing; 

(c). To equipment utilized in transporta- 
tion performed solely and exclusively within 
any municipality, contiguous municipali- 
ties, or commercial zone, as defined by the 
Commission; 

(d). To equipment utilized by an author- 
ized carrier in transportation performed pur- 
suant to any plan of operation approved by 
the Commission in a proceeding arising 
under section 5 of the interstate commerce 
act, or ; 

(e). To equipment without drivers leased 
by an authorized carrier from an individual, 
copartnership or corporation, whose prin- 
cipal business is the leasing of equipment 
without drivers for compensation. 

Section 207.4 Augmenting equipment. 
Other than equipment exchanged between 
motor common carriers in interchange serv- 
ice as defined in section 207.5 of these rules, 
authorized carriers may perform authorized 
transportation in or with equipment which 
they do not own only under the following 
conditions: 

(a). The contract, lease, or other arrange- 
ment for the use of such equipment— 

(1). Shall be made between the authorized 
carrier and the owner of the equipment; 

(2). Shall be in writing and signed by the 
parties thereto, or their regular employes 
or agents duly authorized to act for them in 
the execution of contracts, leases, or other 
arrangements; 

(3). Shall specify the period for which it 
applies, which shall be not less than 30 days 
when the equipment is to be operated for 
the authorized carrier by the owner or em- 
ployes of the owner; provided, that for 
six months from the date these rules become 
effective, equipment specified in section 203 
(b)(6) of the act 49 U.S.C. 303(b)(6) may be 
utilized by authorized carriers under con- 
tracts, leases or other arrangements applying 
for less than 30 days, only under the follow- 
ing condition: 

(i). The equipment is being returned over 
reasonably direct routes from the destina- 
tions of shipments of the commodities speci- 
fied in section 203(b)(6) of the act 49 U.S.C. 
303(b)(6) or points intermediate thereto, or 
the commercial zones of such destinatioris 
and intermediate points, as defined by the 
Commission, to the origins of such shipments, 
or points intermediate thereto, or the com- 
mercial zones of such origins and intermedi- 
ate points, as defined by the Commission; 

(4). Shall provide for the exclusive posses- 
sion, control and use of the equipment, and 
for the complete assumption of responsibility 
in respect thereto, by the authorized carrier, 
as follows: 

(i). When entered into by parties other 
than authorized carriers of household goods, 
as defined by the Commission, for the dura- 
tion of the said contract, lease or other ar- 
rangement, and the equipment shall not be 
further leased or sublet to any other author- 
ized carrier or non-carrier for such duration; 

(ii). When entered into by authorized car- 
riers of household goods, as defined by the 
Commission, during the period the equipment 
is operated by or for the authorized carrier, 
lessee; 


A person other than an 
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(5). Shall specify the compensation to be 
paid by the lessee for the rental of the leased 
equipment; provided, however, that such 
compensation shall not be computed on the 
basis of any division or percentage of any 
applicable rate or rates on any commodity 
or commodities transported in said vehicle 
or on a division or percentage of any rev- 
enue earned by said vehicle during the period 
for which the lease is effective; 


(6). Shall specify the time and date or the 
circumstance on which the contract, lease, 
or other arrangement begins, and the time 
or the circumstance on which it ends. The 
duration of the contract, lease or other ar- 
rangement shall coincide with the time for 
the giving of receipts for the equipment, as 
—- by paragraph (b) of this section; 
an 


(7). Shall be executed in triplicate; the 
original shall be retained by the authorized 
carrier in whose service the equipment is to 
be operated, one copy shall be retained by 
the owner of the equipment, one copy shall 
be carried on the equipment specified there- 
in during the entire period of the contract, 
lease, or other arrangement, unless a cer- 
tificate as provided in paragraph (d)(2) of 
this section is carried in lieu thereof. 

(b). Receipts. When possession of the 
equipment is taken by the authorized carrier 
or its regular employe or agent duly author- 
ized to act for it, said carrier, employee, or 
agent shall give to the owner of the equip- 
ment, or the owner’s employe or agent a 
receipt specifically identifying the equipment 
and stating the date and the time of day 
possession thereof is taken; and when the 
possession by the authorized carrier ends, 
it or its employee or agent shall obtain from 
the owner of the equipment, or its regular 
employee or agent. duly authorized to act 
for it, a receipt specifically identifying the 
equipment and stating therein the date and 
the time of day possession thereof is taken. 

(c). Inspection of equipment. It shall be 
the duty of the authorized carrier; before 
taking possession of equipment, to inspect 
the same or to have the same inspected by 
a person who is competent and qualified to 
make such inspection and has been duly 
authorized by such carrier to make such in- 
spection as a representative of the carrier, 
in order to insure that the said equipment 
complies with parts 193 and 196 of the Motor 
Carrier Safety Regulations (Rev.), pertaining 
to “Parts and Accessories Necessary for Safe 
Operation”, and “Inspection and Mainte- 
nance’, and if explosives or other dangerous 
articles are to be transported thereon, further 
to inspect and check such vehicles or equip- 
ment to insure that they or it complies with 
Part 197 of the said safety regulations per- 
taining to “Safe Transportation of Explo- 
sives”. The person making the inspection 
shall certify the results thereof on a report 
in the form hereinafter set forth, which re- 
port shall be retained and preserved by the 
authorized carrier, and if his inspection dis- 
closes that the equipment does not comply 
with the requirements of the said safety 
regulations, possession thereof shall not be 
taken. In all instances in which the inspec- 
tion required by this rule is made, the au- 
thorized carrier, if an individual, or a 
member of the copartnership if the author- 
ized carrier is a copartnership, or one of the 
Officials thereof if the authorized carrier is 
a corporation, shall certify on the inspection 
report that the person who made the inspec- 
tion, whether an employee or person, other 
than an employee, is competent and quali- 
fied to make such inspection and has been 
duly authorized by such carrier to make 
such inspection as a representative of such 
authorized carrier: 

[Form for report of vehicle inspection 
omitted.] 

(dad). Identification of equipment. The au- 
thorized carrier acquiring the use of equip- 
ment under this rule shall properly and 
correctly identify such equipment as oper- 
ated by it when such equipment is operated 
by or for such carrier, during the period of 
the lease, contract, or other arrangement, in 
accordance with the Commission’s require- 
ments in Ex Parte No. MC-41; Part 166, 
Identification of Motor-Carrier Vehicles. If 
a removable device is used to identify the 
authorized carrier as the operating carrier, 
such device shall be on durable material 
such as wood, plastic, or metal, and bear a 
serial number in the authorized carrier’s 
own series so as to keep proper record of 
each of the identification devices in use. 

(1). The authorized carrier operating equip- 
ment under these rules shall remove any 
legend, showing it as the operating carrier, 
displayed on such equipment, and shall re- 


move any removable device showing it as 
the operating carrier, before relinquishing 
possession of the equipment. 


(2). Unless a copy of the lease, contract, 
or other arrangement is carried on the 
equipment, as provided in paragraph (a) (7) 
of this section, the authorized carrier or its 
regular employee or agent shall prepare a 
statement certifying that the equipment is 
being operated by it, which shall specify the 
name of the owner, the date of the lease, 
contract or other arrangement, the period 
thereof, any restrictions therein relative to 
the commodities to be transported, and the 
location of the premises where the original 
of the lease, contract or other arrangement 
is kept by the authorized carrier, which cer- 
tificate shall be carried with the equipment 
at all times during the entire period of the 
lease, contract or other arrangement. 


(e). Driver of equipment. Before any per- 
son other than a regular employe of the 
authorized carrier is assigned to drive equip- 
ment operated under these rules, it shall be 
the duty of the authorized carrier to make 
certain that such driver is familiar with, and 
that his employment as a driver will not 
result in, violation of any provision of Parts 
192. 193, 195, and 196 of the Motor Carrier 
Safetv Regulations (Rev.) pertaining to 
“Driving of Motor Vehicles”, “Parts and 
Accessories Necessary for Safe Operation”, 
“Hours of Service of Drivers”, and ‘‘Inspec- 
tion and Maintenance’’, and to require such 
driver to furnish a certificate of physical 
examination in accordance with Part 191 of 
the Motor Carrier Safety Regulations (Rev.) 
pertaining to “Qualifications of Drivers’’, or, 
in lieu thereof, a photostatic copy of the 
original certificate of physical examination, 
which shall be retained in the authorized 
carrier’s file. 


(f). Record of use of equipment. The au- 
thorized carrier utilizing equipment oper- 
ated under these rules shall prepare and 
keep a manifest covering each trip for which 
the equipment is used in its service, con- 
taining the name and address of the owner 
of such equipment, the make, model, - year, 
serial number, and state registration number 
of the equipment, and the name and address 
of the driver operating the equipment, 
point of origin. the time and date of de- 
parture. the point of final destination, and 
the authorized carrier’s serial number of any 
identification device affixed to the equipment. 
During the time that equipment subiect to 
these regulations is operated there shall be 
carried with the equipment, bills of lading, 
waybills. freight bills, manifests. or other 
papers identifying the lading, which shall 
clearly indicate that the transportation of 
the property carried is under the responsi- 
bility of the authorized carrier, which pa- 
pers, together with the truck manifest, 
shall be preserved by the authorized carrier. 

Section 207.5 Interchange of equipment. 
Authorized common carriers may by contract, 
lease,- or other arrangement, interchange 
any equipment defined in section 207.2 of 
these rules with one or more other such 
common carriers, or one of such carriers may 
receive from another such carrier, any of 
such equipment, in connection with any 
through movement of traffic, under the fol- 
lowing conditions: 

(a). Agreement providing for interchange. 
The contract, lease, or other arrangement 
providing for interchange shall specifically 
describe the equipment to be interchanged; 
the spetific points of interchange; the use 
to be made of the equipment and the con- 
sideration for such use; and shall be signed 
by the parties to the contract, lease or other 
arrangement, or their regular employees or 
agents duly authorized to act for them, in 
the execution of such contracts, leases, or 
other arrangements; 

(b). Authority of carriers particivating in 
interchange. The certificates of public con- 
venience and necessity held by the carriers 
participating in the interchange arrange- 
ment must authorize the transportation of 
the commodities proposed to be transported 
in the through movement, and service from 
and to the point where the physical inter- 
change occurs. 

(c). Driver of interchanged equipment. 
Each carrier must assign its own driver to 
operate the equipment that is proposed to be 
operated from and to the point or points of 
interchange and over the route or routes or 
within the territory authorized in the par- 
ticipating carriers’ respective certificates of 
public convenience and necessity. 

(d). Through bills of lading. The traffic 
transported in interchange service must move 
on through bills of lading issued by the 
originating carrier, and the rates charged 
and revenues collected must be accounted 
for in the same manner as if there had been 
no interchange of equipment. Charges for 
the use of the equipment shall be kept sep- 
arate and distinct from divisions of the joint 
rates or the proportions thereof accruing to 
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the carriers by the application of loca) 
proportional rates. 

(e). Inspection of equipment. It shall 
the duty of the carrier acquiring the use 


- equipment in interchange to inspect such 


equipment, or to have it inspected in the 
manner provided in section 207.4 (c) of these 
rules, and equipment which does not meet 
the requirements of the safety regulations 
shall not be operated in the respective serv- 
ices of the interchange carriers until the 
defects have been corrected. 

(f). Identification of equipment. The au- 
thorized carriers operating equipment in in- 
terchange service under this section shall 
carry with each vehicle so operated a copy 
of the contract, lease, or other arrangement 
while the equipment is being operated in 
the interchange service. 

Section 207.6 Rental of equipment to pri- 
vate carriers and shippers. 

(a). Renting equipment with drivers. Un- 
less such service is specified in their operat- 
ing authorities, authorized carriers shall not 
rent equipment with drivers to non-carriers. 

(b). Rental of equipment without drivers. 
Authorized common carriers shall not rent 
equipment without drivers to non-carriers. 


Rate Floor for Petroleum 
Set in South, Illinois, 
Certain Northern States 


The Commission has issued two re- 
ports in investigation and suspension 
proceedings, disposing of railroad 
proposals to reduce rates on petrol- 
eum and petroleum products in Ill- 
inois Territory, in certain northern 
states, and in Southern Territory. 


In I. and S. No. 5710, Petroleum in 
Southern Territory, Rail, the Commis- 
sion, on reconsideration, modified its 
findings in the prior report, 278 I.C.C. 
323. It affirmed its prior finding that 
the proposed schedules had not been 
shown just and reasonable. It further 
found that rates lower than those on the 
basis of a scale set forth in an appendix 
to the report were, and for the future 
would be, unjust and unreasonable. 


The appendix, which was a “scale 
of minimum rates approved,” set forth 
rates for mileage blocks, starting with 
the block ending with 20 miles and run- 
ning to the block ending with 200 miles. 
Each block was five miles. The mini- 
mum rates progressed from 6 cents a 100 
pounds at 20 miles, with one-half cent 
added at the 40, 50, 60, 70, 80, 90, 100, 
110 and 120-mile blocks. The next half- 
cent was added at the 135-mile block, 
then at the 145 and 155-mile blocks, 
bringing the rate to 19.5 cents at the 155- 
mile block. At the end of the 175-mile 
block the rate became 22.5 cents, was 
23.5 cents at the 185-mile block, and 
24.5 cents at the 195-mile block. 

The carriers were required to establish 
the approved rates on or before July 17 
on 30 days’ notice. 


The rates were established after con- 
ference with representatives of larger 
oil companies who informed respondents 
that even larger diversion to private or 
public motor carriers would be made un- 
less rates for short hauls by rail were 
substantially reduced, the Commission 
said. It added that private trucking 
costs of the oil companies were used by 
the railroads as a basis for formation 
of six scales of rates reflecting differ- 
ences in conditions affecting the truck- 
ing costs in the several territories where 
the rates would apply. 

The Commission concluded that, in 
order to place tank car transportation on 
a reasonably competitive basis with 
tank-truck transportation of the pe- 
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troleum traffic for distances of 200 miles 
and less in the south, the scale of mini- 
mum rates approved in the prior report 
should be modified by substituting the 
aforementioned scale shown in the ap- 
pendix to the instant report. 


Petroleum in Illinois, Other States 


By a report and order in I. and S. No. 
5756, Petroleum Products in Mlinois 
Territory, Embracing I. and S. No. 5793, 
Petroleum to Minn., N.D., and S.D., the 
Commission found not shown just and 
reasonable, except as indicated, proposed 
reduction in short-haul rates on gaso- 
line and other petroleum products be- 
tween certain points in Illinois Terri- 
tory and the northern states in Western 
Trunk Line Territory. The suspended 
schedules were ordered cancelled without 
prejudice to filing new schedules in con- 
formity with the Commission’s findings 
and scales of minimum rates for Illinois 
Territory and for “northern lines terri- 
tory,” involved in No. 5793. 


The approved rates were ordered es- 
tablished, as in I. and S. No. 5710, on or 
before July 17 on 30 days’ notice. For 
the most part, the rates for Illinois Ter- 
ritory progress from 6 cents a 100 pounds 
at the mileage block ending with 20 
miles with an added one-half cent at 
the end of each 10 miles, except that 
there is a 15-mile spread after the 20- 
mile block. At the block ending with 
195 miles the minimum approved rate 
was 22.5 cents. 


For the northern lines territory, the 
mileage blocks for which minimum rates 
were approved were for those ending 
with 25 miles up to 270 miles. The rates 
progressed from 6 cents a 100 pounds 
at the 25-mile block to 30 cents at the 
270-mile block, with a separate finding 
for distances longer than 270 miles. 


Fourth Section Relief 


By fourth-section order No. 16878, 
Petroleum Products in Illinois Territory, 
the carriers parties to fourth section ap- 
plications Nos. 24776 as amended, and 
24858, were granted authority to estab- 
lsh and maintain rates as approved for 
Illinois Territory without observing the 
long- and-short haul provision of sec- 
tion 4 of the interstate commerce act. 


The Commission also found that for 
distances greater than 270 miles the 
proposed rates from the Twin Cities were 
not shown just and reasonable. For 
those distances, the Commission found, 
the present rates from the Twin Cities 
and the proposed rates from the other 
origins were just and reasonable. 


In I. and S. No. 5793, the “northern 
lines territory” to which the proposed 
tates were to apply from the marine ter- 
minal at Superior, Wis., the marine and 
pipe-line terminals and refineries at the 
Twin Cities, and the pipe-line terminals 
at Alexandria and Moorhead, Minn., and 
West Fargo and Grand Forks (Calspur), 
ND., was described as “all destinations 
in Minnesota and North Dakota, a few 
destinations in South Dakota north of 
Ortonville and Mobridge, S.D., and a few 
destinations in Wisconsin intermediate 


between the Twin Cities and Duluth, 
Minn.” 


The Commission said that the respond- 
fnts and the protestant truck operators 
Were a vital part of the national trans- 
portation system and essential to the 
hational defense, adding that “it is of 
great importance that each be afforded 
4 fair opportunity to compete for this 
traffic.” It said later that the problem 
I the proceedings was to arrive at an 








adjustment that would square with the 
national transportation policy and the 
other provisions of the act, and be fair 
to both forms of transportation. The 
Commission said the problem was diffi- 
cult “because neither the rail nor the 
truck rates in these territories are on 
any consistent basis and only the pro- 
posed rail rates are brought in issue.” 


Motor Right Plea Denied 
In Case Where Shippers 
Desired to Cut Costs 


The Commission, division 5, has 
denied an application of Asbury 
Transportation Co., Los Angeles, 
Calif., for motor common carrier au- 
thority to transport petroleum prod- 
ucts. It says certain oil companies 
found existing motor carrier service 
satisfactory but supported Asbury’s 
application on the possibility they 
might reduce transportation costs. 


By a report and order in MC-23939, 
Sub. 43, Asbury Transportation Co., Ex- 
tension—San Diego to Arizona, the Com- 
mission denied Asbury’s application to 
transport petroleum products, in bulk, 
from San Diego, Calif., and points in 
California within 20 miles of San Diego, 
to points in Yuma, Maricopa, Gila, 
Graham, Greenlee, Pinal, Pima, Cochise, 
and Santa Cruz counties, Ariz., including 
the international ports of entry at 
Nogales and Douglas, Ariz., over irregular 
routes, and contaminated petroleum 
products, in bulk, on return. 


It said the granting of the application 
was opposed by six motor carriers and 
the Pacific Southwest Railroad Associa- 
tion. 


Each of the supporting oil companies 
presently distributed petroleum products 
in Arizona, said the Commission, adding 
that in such distribution the traffic was 
forwarded from shipping points in the 
Los Angeles area over the lines of ex- 
isting motor carriers directly to Arizona 
points. It said that use of the proposed 
Asbury service would require that the 
oil companies forward their products by 
water from the Los Angeles area to 
storage at San Diego and thereafter 
make distribution by motor vehicle to 
Arizona outlets from San Diego. 


Support for Cost Reduction 


“The oil companies have found the 
existing motor common carrier service 
from Los Angeles refineries to Arizona 
points to be satisfactory in all respects,” 
said the Commission. “They support the 
instant application, however, upon the 
possibility that as a result of applicant’s 
proposed operation, they may realize a 
reduction in their present transportation 
coms... .” 


Say Cost Data Lacking 


It said that notwithstanding testimony 
by oil company witnesses as to pos- 
sibilities of reducing costs by using the 
proposed service, which it said would 
require movement by water to San Diego, 
the applicant failed to introduce any 
evidence designed to show the costs to 
the oil companies of moving their traffic 
in the present service in comparison with 
the probable cost of movement by water 
through San Diego storage and motor 
vehicle beyond. The Commission said 
that the applicant, in fact, “resisted all 
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efforts by protestants to discover the re- 
lation between the cost in present service 
and those which would accrue in the 
proposed service.” 


It said that a service by motor com- 
mon carrier was not available between 
the points specified in the application. 
From the standpoint of the interested 
shippers, however, it added, the move- 
ment between the points specified in the 
application would be merely a part of 
a through movement from the Los 
Angeles area to Arizona points. 


“Since the shippers’ products in fact 
must move from Los Angeles,” it said, 
“the proposed operation might be re- 
garded as affording the shippers a choice 
between a water-and-truck service via 
San Diego, on the one hand, and, on the 
other, the single-line motor services 
offered by the several protesting motor 
carriers now operating between Los 
Angeles and points in Arizona, but it 
may not be argued that shippers are 
without service by motor vehicle for the 
distribution of their products in Arizona. 
The shippers are now using the existing 
services without difficulty in any respect. 
They are interested in the proposed 
service only if it will result in lower 
transportation costs. 

“Generally, the matter of rates is not 
a proper consideration in cases of this 
type. Here, however, the question is not 
so much rates as it is the offer of a new 
type service which may be less expen- 
sive. In such circumstances it would 
seem that evidence as to comparative 
costs and the advantages to the public 
of a new type of service not presently 
available are significant. Existing all- 
motor services are admittedy adequate 
as such shippers woud use the proposed 
new type water-motor service only if 
lower transportation costs would be 
thereby realized and of the saving in 
costs will more than compensate for any 
other features of the proposed service 
which may be less desirable than the 
existing service. Clearly we may not in 
this circumstance authorize the new 
service unless facts are shown which es- 
tablish that it is likely to be used. This 
has not been done. We conclude that 
a public need for the proposed service 
has not been established.” 


Texas Pipe Line Value 


The Commission, division 2, in valua- 
tion docket No. 1330, has issued a ten- 
tative valuation report on the property 
of the Texas Pipe Line Co. of $46,533,751 
for total property owned as of Decem- 
ber 31, 1947, and slightly higher than 
that for the total used. 

Copies of the report were sent the 
Attorney General of the United States, 
interested state officials, Texas Pipe Line 
Co., and Toronto Pipe Line Co., giving 
them 30 days from May 25 in which to 
file protests. 


Motor Finance Action 


Under its expedited procedure in mo- 
tor finance proceedings, the Commission, 
division 4, has issued orders authorizing 
purchase of operating rights, as follows: 


MC-F-4842, W. H. Barnes—Purchase— 
Arthur B. and Vera P. Abercrombie. Pur- 
chase by W. H. Barnes, dba Barnes Food 
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Express, Charlotte, N.C., of the operating 
rights and property of Arthur B. and Vera 
P. Abercrombie, dba Fleetwood Express, 
Columbia, S.C., authorized, with conditions, 
effective June 26. Objections, if. any, to be 
filed with Commission by June 11. 

MC-F-4773, R. Lee Bonney—Control; Bon- 
ney Motor Express, Inc.—Purchase (Portion) 
—C. P. Churn. Purchase by Bonney Motor 
Express, Inc., of certain operating rights of 
Cc. P. Churn, dba Churn’s Truck Line, Nor- 
folk, Va., and acquisition of control of the 
rights by R. Lee Bonney, through the pur- 
chase, authorized, with conditions, effective 
June 26. Objections, if any, to be filed with 
Commission by June 11. 

MC-F-4699, Ellis P. Delp—Control; Lansdale 
Transportation Co., Inc.—Purchase—Waldo 
B. Weidemoyer (report and order). Pur- 
chase by Lansdale Transportation Co., Inc., 
Lansdale, Pa., of the operating rights and 
property of Waldo B. Weidemoyer, dba 
Leidy’s Express, Souderton, Pa., and ac- 
quisition of control of the rights and prop- 
erty by Ellis P. Delp, also of Lansdale, 
through the purchase, authorized, with con- 
ditions, effective June 26. Objections, if any, 
to be filed with Commission by June 11. 





Rails Told to Comply 
With 1.C.C. Order on Grain 


Through Hillsdale, Mich. 


By a report in No. 29360, F. W. 
Stock & Sons, et al., v. Atchison, 
Topeka & Santa Fe Railway Co., et 
al., the Commission, division 2, on 
further hearing, has found defend- 
ants not to have complied with an 
order entered pursuant to a finding 
of undue prejudice in the prior re- 
port, 266 I.C.C. 236, in respect of rates 
on grain over routes through Hills- 
dale, Mich. 


The defendants were admonished to 
effect prompt compliance with the find- 
ings of the division as construed in the 
report. No order was issued. 

In the prior report the Commission 
found unduly prejudicial to complain- 
ants the failure of the defendants to 
maintain through routes from Kansas 
City to Cincinnati by way of Hillsdale, 
among other points, where the routes 
would not be longer than the longest 
route they maintained by way of other 
points. 

In the instant report, the Commission 
said the complainant at Hillsdale was 
served only by the New York Central. In 
purported compliance with the order en- 
tered, it added, defendant withdrew its 
participation in joint proportional rate 
over several routes. However, the Com- 
mission said, complainant averred that 
N.Y.C. still participated in the rate over 
several other routes longer than routes 
that might be maintained by way of 
Hillsdale. 

The Commission said it was clear that 
there had not been a full compliance 
with the findings in that defendants 
participated in the joint proportional 
rate over routes via Peoria, Chicago, In- 
dianapolis, or Greensburg, Ind., that 
were longer than routes over their lines 
by way of Hillsdale over which higher 
rates were maintained. 


UNCONTESTED FINANCE CASES 





Report and order in F.D. No. 17205, Central 
of Georgia Railway Co. Note, granting au- 
thority to issue at par to the Citizens & 





Southern National Bank a secured promis- 
sory note for not exceeding $1,500,000 to 
evidence a loan of a like principal amount, 
the proceeds, together with other funds, to 
be loaned by the applicant to the Empire 
Land Co., a wholly owned subsidiary, for the 
purpose, among other things, of acquiring 
stock control of the Savannah & Atlanta 
Railway Co. Approved. 
a ea * 

Report and order in F.D. No. 17335, Denver 
& Rio Grande Western Railroad Co., Equip- 
ment Trust Certificates, granting authority 
to assume obligation and liability in respect 
of not exceeding $2,670,000 of Denver & Rio 
Grande Western Railroad equipment-trust 
certificates, series Q, to be issued by the 
Chicago Title and Trust Co., as trustee, and 
sold at 99.527 per cent of par and accrued 
dividends in connection with the procure- 
ment of certain equipment. Approved. 

* * -“ 


Report and order in F.D. No. 17340, Minne- 
apolis, Northfield & Southern Railway Stock, 
granting authority to issue not exceeding 
$2,115,000 of common capital stock, consist- 
ing of 21,150 shares of the par value of $100 
a share, to be distributed to the stockholders 
as a stock dividend. Conditions prescribed. 
Approved. 

ok cs * 

Report and order in F.D. No. 17343, Mer- 
chants Motor Freight, Inc. Notes, granting 
authority to issue at par not exceeding 
$544,500 of secured installment notes to evi- 
dence loans of a like aggregate amount, 
consisting of (a) a note for $317,000, the pro- 
ceeds to be used to pay a part of the pur- 
chase price of new equipment, and (b) notes 
for $190,000 and $37,500, respectively, the pro- 
ceeds to provide additional working capital. 
Approved. 

* * * 

Finance No. 17258, Chicago, Burlington & 
Quincy Railroad Co., Trackage Rights, etc., 
and Finance No. 16177, C. B. & Q. Abandon- 
ment. Report and certificate and order ap- 
proved. The Burlington had asked authority 
(1) to operate under trackage rights over the 
line of the Wabash Railroad between Hulls 
and East Hannibal, Pike county, Ill., about 
7 miles, and (2) to construct a track con- 
nection at East Hannibal between its line 
and that of the Wabash. The application 
was a result of a flood control project of the 
U.S. Corps of Engineers, the Sny Basin flood 
control project, in connection with which 
the Burlington was authorized in 1948 to 
abandon its branch line between Fall Creek 
and Rockport, Ill. 

a © * 

Finance No. 17269, Union Pacific Railroad 
Co. et al., Purchase. Report and order ap- 
proved. The U.P. and the Saratoga & En- 
campment Valley Railroad Co. asked author- 
ity for acquisition of the S. & E.V. proper- 
ties by the U.P., and for the latter to operate 
those properties, consisting of a line of rail- 
road between Walcott and Encampment, 
Wyo., 44.02 miles. The applicants said all of 
the S. & E.V. capital stock was owned by 
the U.P. They said the proposed transaction 
was a consolidation or merger of the S. & 
E.V. properties into the U.P. 

+ - * 


Finance No. 17313, New York Central Rail- 
road Co., Trackage Rights. Report and order 
approved. The N.Y.C. asked authority to ac- 
quire trackage rights over the lines of the 
Erie Railroad Co., at Dunkirk, N.Y., 730 feet. 
The transaction was said to involve an ex- 
change of land in order to permit Ameri- 
can Locomotive Co. to expand its plant at 
Dunkirk. 





MOTOR FINANCE CASES 


MO-F-4386, Fay V. Watson, et al.—Control; 
Watson Bros.-Van Lines & Heavy Hauling 


Co.—Purchase (Portion)—Wilson Brothers. 
Application of Watson Bros. Van Lines & 
Heavy Hauling Co., Omaha, Neb., for au- 
thority to purchase interstate operating 
rights of Richard D., William J., and Donald 
G. Wilson, partners dba Wilson Brothers, 
Kimball, Neb., and of Fay V., Ray E., and 
Thomas W. Watson, all of Omaha, for au- 
thority to acquire control of the rights 
through the purchase, denied. 


MC-F-4643, James C. Stone—Control; Vir- 
ginia-Carolina Freight Lines, Incorporated— 
Purchase — Shippers Express, Incorporated. 
Application for authority under section 
210a(b) of Virginia-Carolina Freight Lines, 
Incorporated, of Martinsville, Va., for tem- 
porary operation of motor-carrier rights of 
Shippers Express, Incorporated, of Charlotte, 
N. C., denied. i 


MC-F-4688, Joe C. Leonardo—Control; Leo- 
nardo Truck Lines, Inc.—Purchase—-James 
Arthur Krous. Application of Leonardo 


TRAFFIC Wortp 





Truck Lines, Inc., Granger, Wash., for au- 
thority to purchase operating rights of 
James Arthur Krous, dba Krous Transfer, 
Grandview, Wash., and Joe C. Leonardo, 
of Granger, for authority to acquire con- 
trol of the rights through the proposed 
purchase, denied. 
* * * 

MC-F-4847, Moss Patterson, et al.—Control; 
Mid-Continent Coaches, Inc.—Purchase (Por- 
tion)—Ted Chester. On reconsideration, ap- 
Plication for temporary authority under sec- 
tion 210a(b) of Mid-Continent Coaches, Inc., 
of Oklahoma City, Okla., for temporary op- 
eration of a portion of the motor-carrier 
rights of Ted Chester, dba Kansas Motor 
Coaches, of Dodge City, Kan., granted with 
conditions. 


COMMISSION REPORTS 


An asterisk before the docket number 
means that the report will not be printed 


in full in the permanent series of Com- 
mission reports. Mimeographed copies of 
such reports in full may be obtained by 
Prompt application to the Commission. 





Bananas 


No. 30227, John LaMantia et al. v. 
Baltimore & Ohio Railroad Co. et al. 
By the Commission, division 3. On re- 
consideration, prior report, 278 I.C.C. 549, 
reversed, in part. Found applicable, rates 
on bananas, in carloads, from Charleston, 
S.c., to Indiana and Uniontown, Pa. 
The Commission further found, however, 
that these rates were unreasonable to the 
extent that they exceeded a basic rate 
of $1 a 100 pounds, subject to general in- 
creases authorized in 1946 and later, and 
for the future would be unreasonable to 
the extent that they might exceed a basic 
rate of 96 cents, minimum 20,000 pounds, 
subject to the general increases author- 
ized in 1946 and later. Repdration 
awarded. It said that in the prior report 
it found that the rates from Charles- 
ton to Uniontown were inapplicable 
and the applicable rates not shown un- 
reasonable, and that the carload rates 
from Charleston to Indiana were appli- 
cable and not shown unreasonable. The 
defendant railroads, it said, maintained 
a basic commodity rate of 96 cents from 
Charleston to McKeesport, Pa., Pitts- 
burgh, Pa., and Buffalo, N.Y. The aver- 
age distance was 11 miles less to Union- 
town than to McKeesport, but was 63 
miles greater to Indiana than to Mc- 
Keesport, it said. To Pittsburgh, it 
added, the average distance was 22 miles 
greater than to Uniontown, but was 52 
miles less than the average distance to 
Indiana. In its opinion, the Commis- 
sion said, the complainants had present« 
ed no convincing reason for a lower rate 
to Indiana and Uniontown than to Mc- 
keesport and Pittsburgh. 


Crude Latex 


No. 30477, Armstrong Tire & Rubber 
Co. v. Pennsylvania Railroad Co. et al. 
By the Commission, division 3. Complaint 
dismissed on finding not shown un- 
reasonable, rates charged for transpor- 
tation of four carloads of liquid crude 
latex, in drums, November 23, 1946-Feb- 
ruary 22, 1947, inclusive, from Akron, O., 
to Natchez, Miss., where the complain- 
ant operates a plant. The Commission 
said the shipments of November 23, 1946, 
and February 22, 1947, moved over the 
Pennsylvania Railroad at a combination 
rate of 98 cents a 100 pounds to Indian- 
apolis, Ind., and over the Illinois Cen- 
tral beyond at a rate of $1.14, and that 
later the defendants published, effective 
March 27, 1947, a specific rate of 70 cents, 
minimum 40,000 pounds, on carload ship- 
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ments of liquid crude latex from Akron 
to Natchez. The Commission said a sub- 
sequent voluntary reduction of a rate 
did not warrant a presumption that the 
assailed rate was unreasonable. It cited 
Grovier-Starr Produce Co. v. Chicago, R. 
L & P. Ry.-Co., 144 I.C.C. 507, 508. 


RAILROAD ABANDONMENTS 


New Haven 


Abandonment by the New Haven Rail- 
road of an 0.97-mile line in Kent and 
Providence counties, R.I., has been per- 
mitted by the Commission, division 4, 
by a report and certificate in Finance 
No. 17224, New York, New Haven & 
Hartford Railroad Co. Abandonment. 
It says the certificate will be effective 
after 30 days from May 14. 

The line extends west from station 
No. 460 plus 50, about 770 feet west of a 
former station at Arkright, to the end 
of the line in Hope, at station No. 511 
plus 90, said the Commission. 


Total system revenues derived from 
providing service over the line amounted 
to $650 in 1949 and $361 in 1950, said 
the Commission, adding that expendi- 
tures for maintenance of way and struc- 
tures excluding overhead costs were $600 
for 1949 and $445 for 1950, Property tax 
accruals directly assessed to the line 
were $691 in 1949 and $831 in 1950, it 
said. 


T.-P. Traction Co. 


The Commission, division 4, has denied 
an application of the Trenton-Princeton 
Traction Co., for abandonment of a 
2.886-mile portion of its line (extending 
from engineering station 171 plus 23 at 
the Ewing-Lawrence township line to 
engineering station 323 plus 65 at Law- 
renceville) in Mercer county, NJ. A 
report and order were issued in Finance 
No. 16772, Trenton-Princeton Traction 
Co. Abandonment. 


The Commission said shippers relied to 
a large extent on the rail service pro- 
vided by the applicant at Lawrenceville. 


The applicant’s entire capital stock 
was owned by the Reading Co., and the 
applicant operated its railroad in freight 
service only, the Commission said. 


Virginian 
By a memorandum to the press, the 
Commission, division 4, has announced 


approval of a report and certificate in 
Finance No. 17282, Virginian Railway Co. 


Abandonment. The Virginian asked 
authority to abandon a spur or branch 
line extending 2.17 miles from Loop 
Junction to Winding Gulf, referred to as 
“Collins Spur”, also as “Upper Winding 
Gulf Branch,” in Raleigh county, W.Va. 
The railroad said that no industry was 
now located on the spur and there was 
no prospect for further development in 
the surrounding coal territory. 


.¥. 


The Commission, division 4, by a 
memorandum to the press, has announced 
approval of a report and certificate in 
Finance No. 17260, Lehigh Valley Rail- 
Toad Co. Abandonment. The L.V. had 
asked permission to abandon a portion 
of its Freeland branch, 3,360 feet of 
Main track between Freeland and High- 
land, Luzerne county, Pa. It said that 


portion of line had served as a siding for 
a coal company that had ceased oper- 
ation. 


Burlington 


In Finance No. 17360, the Chicago, 
Burlington & Quincy Railroad Co. asks 
authority to abandon its branch line be- 
tween Oquawka and Arpee, IIll., in Hen- 
derson and-Mercer counties, Ill., 17.69 
miles. The applicant said it had for 
many years conducted operations over 
the trackage at a loss of $35,000 a year. 
Only three small stations would be af- 
fected, it said, and that each of them 
would continue to enjoy good railroad 
service, Oquawka and Arpee by the ap- 
plicant, and Keithsburg by the Minne- 
apolis & St. Louis. If the application was 
granted, the Burlington said, the M. & 
St. L. would acquire from it certain land 
and terminal trackage to enable M. & 
St. L. to continue to serve industries now 
served by the Burlington. 


COMMISSION MOTOR REPORTS 


An asterisk before the docket number 
means that the report will not be printed 
in full in the permanent series of motor 
carrier reports of the Commission. Mime- 
ographed copies of such reports in full 
may be obtained by prompt application 
to the Commission. 


* MC-30114, Sub. 2, A. Mitchkp, Inc., 
Denville, N.J., Extension—Delaware. 
Certificate granted. (1) Vegetable oils, 
vegetable oil products and byproducts, 
tallow, soap, and cleaning compounds, 
Boonton, N.J., to Del., points; (2) animal 
and poultry feed ingredients, vegetable 
oil catalyst, anti-freeze preparations, 
fuel oil treating compound, laundry sour, 
leather softening compound, water clari- 
fying and softening compound, rust 
preventative compound, cotton and rayon 
softener, and fish and sea animal oil, 
Boonton to points in N.Y., Pa., Md., and 
Del. within 200 miles of Boonton, except 
points in New York, N.Y., commercial 
zone; (3) commodities named in (1) and 
(2) when damaged or defective, and 
empty containers used in transporting 
commodities described in (1) and (2), 
from destinations specified in (1) and 
(2) to Boonton; irregular routes; dupli- 
cations eliminated. 


*MC-36521, Sub. 17, C. E. Kirksey 
Motor Freight, Inc., Lansing, Mich., Ex- 
tension—Pittsburgh. Certificate denied. 
Iron, steel, iron and steel articles, Pitts- 
burgh, Pa., and points within 25 miles, to 
lower Mich. peninsula points, and re- 
jected shipments and empty skids, con- 
tainers or pallets on return; irregular 
routes. 


* MC-58961, Sub. 2, Nighthawk Freight 
Service, Inc., Chicago, Ill., Extension— 
Additional Intermediate and Off-Route 
Points. Certificate denied. General 
commodities, with exceptions, serving 
Springfield, Ill., points in 7 Ill. counties, 
in Cook county, Ill., other than those 
in Chicago commercial zone, and in St. 
Louis county, Mo., within 18 miles of St. 
Louis, Mo., except those in St. Louis, Mo.- 
East St. Louis, Ill. commercial zone, as 
intermediate and off-route points in 
connection with regular route operations 
between Chicago and St. Louis. 

*MC-94265, Sub. 12, Bonney Motor Ex- 
press, Inc., Norfolk, Va., Extension—St. 
Louis, Mo. Certificate granted. (1) Pea- 
nuts, from Suffolk, Va., and points in Va. 
within 65 miles, and from points in a 
described N.C. area to points in IIl., Ind., 
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Ia., O., Mich., points in Mo., in the St. 
Louis, Mo.-East St. Louis, Ill., commer- 
cial zone, points in the Kansas City 
Mo.-Kansas City, Kan. commercial zone, 
and points in the St. Joseph, Mo., and 
Memphis, Tenn. commercial zones, ex- 
cept, Detroit, Mich., Fort Wayne, Ind., 
and points in the Chicago, Ill. commercial 
zone; (2) candy, peanut better sand- 
wiches and peanut products, and adver- 
tising materials, store equipment, and 
fixtures used in sale and distribution of 
such products, and edible nuts, not in- 
cluding peanuts, from Suffolk to points 
in the destination territory described in 
(1), except points in Ia.; (3) advertising 
materials, store equipment, and fixtures 
from Suffolk to Detroit, Fort Wayne, and 
points in Chicago commercial zone. 

*MC-73937, Sub. 12, Hogan Storage & 
Transfer Co., Williamson, W.Va., Ex- 
tension—Packing House Products. Cer- 
tificate granted. (1) Meats, meat products, 
meat by-products, dairy products, articles 
distributed by meat packing houses, be- 
tween Williamson, on one hand, and, on 
other, points in Wyoming county, W.Va., 
Magoffin county, Ky., and Tazewell, Wise, 
Russell, and Lee counties, Va.; (2) mine 
machinery and mine equipment requiring 
use of special equipment, between points 
in Mingo county, W.Va., on one hand 
and, on other, points in Tenn., and in 
described areas of O., Va., and Pa.; (3) 
expansion bolts, expansion bolt shields, 
anchors, and plates, incidental to, and 
used in connection with mining opera- 
tions, from Pittsburgh and Johnstown, 
Pa., and Cleveland, O., to points in 
described areas of W.Va., Va., and Ky.; 
irregular routes. 

*MC-111633, Margaret E. Needham, 
Middletown, N.Y., Common Carrier. 
Certificate granted. Passengers, baggage, 
charter operations, usual limitations, be- 
tween Middletown and New York, N.Y.; 
irregular routes. 


*MC-111897, W. A. Hix, Commerce, Ga., 
Contract Carrier. Proposed operations 
found to be those of common carrier; 
certificate granted, Commissioner Lee 
concurring in part. Roofing, roofing and 
siding materials, asbestos boards, asbestos 
siding, and asbestos sheets, Gainesville, 
Ga., to points in S.C., west of U.S. high- 
way 25; irregular routes. 

*MC-89913, Sub. 51, Frisco Transporta- 
tion Co., St. Louis, Mo., Extension—Ken- 
nett, Mo. Certificate granted. General 
commodities, with exceptions, between 
Poplar Bluff, Mo., and Kennett, Mo., over 
a described regular route, serving named 
intermediate points, with conditions. 


ORDERS 


1.C.C. Denies Rail Plea 
To Modify Grain Report 


The Commission has denied a petition 
of certain Class I railroads for modifica- 
tion of the report and findings in No. 
17000, Rate Structure Investigation, Part 
VII, Grain and Grain Products Within 
the Western District and For Export. 


In an order in that proceeding, the 
Commission said the railroads asked for 
the modification to permit publication of 
tariffs providing for storing and blend- 
ing in transit at Minneapolis, St. Paul, 
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and Minnesota Transfer, Minn., of malt 
in carloads, under the proportional rates 
on that commodity from Duluth, Minn., 
Superior and Itasca, Wis., to Chicago and 
Peoria, Ill., Milwaukee and Manitowoc, 
Wis., and certain other points. 


Balloting Result on M.P. 
Reorganization Certified; 


Railroad’s Plea Denied 


The Commission, division 4, has 
certified the results of balloting by 
stockholders and creditors on the 
Missouri Pacific Railroad Co. reor- 
ganization plan approved by the 
Commission, and has denied the rail- 
road’s petition for a procedure allow- 
ing it an opportunity to examine the 
results of the balloting (T.W., May 
19, p. 48). 


The certification, made in Finance No. 
9918, Missouri Pacific Railroad Co. Re- 
organization, showed that of the 18 
classes of creditors and stockholders to 
whom ballots were submitted for accept- 
ance or rejection of the plan, 10 voted 
by more than two-thirds of the out- 
standing securities to accept the plan, 
and four classes voted by more than two- 
thirds of the outstanding securities to 
reject the plan. 


The railroad had asked for an oppor- 
tunity also to offer exceptions to any 
certification of the results of the ballot- 
ing made to the Missouri federal district 
court, eastern judicial district, eastern 
division, which had approved the plan. 

The Commission said in its order in 
Finance No. 9918, denying the railroad 
petition, that under the bankruptcy act 
its duty was to submit the plan to all 
creditors and stockholders found entitled 
to vote and to certify the results to the 
district court. It said the act did not 
require a hearing such as was requested 
by the M.P. in its petition. 


The Commission also said that after 
its submission of the results of the vot- 
ing to the district court, the act required 
further procedure by the court in the 
reorganization proceeding in connection 
with confirmation of the plan. 


Lake Tahoe Ship Operation 


The Commission, division 4, has au- 
thorized E. B. Scott, doing business as 
Lake Tahoe Boat Service, Lake Tahoe, 
Calif., to operate as a common carrier 
by self-propelled vessels in the trans- 
portation of passengers and commodities 
generally between points on Lake Tahoe, 
effective until and including October 1. 
An order was issued in W-1028, E. B. 
Scott, Temporary Authority Application. 


Milwaukee Rerouting Order 


The Commission, division 3, has issued 
service order No. 877, Rerouting of Traffic, 
authorizing the Milwaukee Railroad, be- 
cause of high water, to handle, route 
and move its traffic (including trains) 
originating or terminating at or between 


Trevino, Menomonie and Chippewa Falls, 
Wis., over the Burlington Railroad’s 
tracks between Winona, Minn., and 
Trevino, Wis. 


The order was made effective from 
11 a.m., May 21, until 11:59 p.m., August 
31. It contained provisions for compen- 
sation, rates to be applied, and division of 
rates. 


The Commission said that in the re- 
cent period of high water, approach 
spans on the Minnesota side of the Mil- 
waukee’s pontoon bridge over the Mis- 
sissippi River between Wabasha, Minn., 
and Trevino, Wis., and the embankment 
approach on the Wisconsin side, were 
severely damaged. It said there was now 
under consideration the reconstruction 
and repair of the damaged bridge or, in 
lieu thereof, the filing of an application 
with the Commission for permanent use 
of the Burlington’s tracks between 
Winona and Trevino. 


Rail Plea to Reopen Case 
On Bracing Charges Denied 


The Commission, by an order in No. 
30091, Bracing Charges at North Atlantic 
Ports, has denied a petition of the re- 
spondent railroads for reconsideration in 
this proceeding. 


Division 2, of the Commission, by a 
report and order in the case, found pub- 
lished charges for bracing in cars at 
those ports indefinite and uncertain 
(T.W., Dec. 2, 1950, p. 29). It required 
cancellation of the charges, without prej- 
udice’ to publication, in lieu thereof, of 
schedules “embodying fixed and definite 
bracing charges.” 


In its order denying the petition the 
Commission said the reasons set forth 
in the petition did not furnish sufficient 
justification for reopening. 


1.C.C. Practitioners 


The following have been admitted to 
practice before the Commission: 


Daniel A. Alsup, Salt Lake City, Utah; 
Robert Dalton Anderson, Nashville, Tenn.; 
Richard R. Bostwick, Casper, Wyo.; Howard 
W. Eslien, Oconto Falls, Wis.; Thor Gerald 
Gade, Jr., El Paso, Tex.; Charles Bernard 
Godwin, Jr., Suffolk, Va.; Thomas E. Griffin, 
Monroe, Mich.; Leslie A. Gross, Denver, Colo.; 
Charles William Haas, Grand Island, Neb. 


Robert O. Hancox, New York, N.Y.; John 
M. Harrison, Little Rock, Ark.; James Potter 
Irish, Des Moines, Ia.; C. Alston Jennings, 
Little Rock, Ark.; Clayton D. Knowles, 
Denver, Colo.; Edwin Larkin, Eau Claire, 
Wis.; James Edward Lester, Little Rock, Ark.; 
Bryan P. Leverich, Salt Lake City, Utah; 
Robert S. Lindsey, Little Rock, Ark.; Bernard 
B. Marks, Sioux City, Ia.; Wiley E. Mayne, 
Sioux City, Ia.; John Ashfield McGuire, 
Yuma, Ariz. 

Dwight Hoyt Morehead, Toledo, O.; Ed- 
ward Allen Morris, Jr., New York, N.Y.; 
Cornelius C. O’Brien, Philadelphia, Pa.; 
Leonard S. Ralph, Salt Lake City, Utah; 
Myron Solomon Rudd, Cincinnati, O.; Ben- 
jamin Benedict Salvaty, Jr., Los Angeles, 
Calif.; Nathan Nelson Schildkraut, Trenton, 
N.J.; Charles Robert Schulte El Paso, Tex.; 
Morell E. Sharp, Seattle, Wash.; James 
Thomas Smith, Baltimore, Md.; Richard E. 
Spatz, Washington, D.C.; Park Street, San 
Antonio, Tex.; Allen E. Throop, New York, 
N.Y.; George Wayne Upton, Little Rock, 
Ark.; Christ. C. Walthour, Jr., Greensburg, 
Pa.; and Otis M. Whitney, Boston, Mass. 

Leslie L. Alexander, Detroit, Mich.; Richard 
Lee Baker, Philadelphia, Pa.; Walter Patrick 
Barrett, Omaha, Neb.; Morris Berick, Miami 
Beach, Fla.; James Harvey Bernard, Kansas 
City, Mo.; Ralph R. Bishop, San Francisco, 
Calif.; Charles J. Bloch, Macon, Ga.; Warren 
J. Brady, New York, N.Y.; William Davis 
Butts, Newport News, Va.; Robert John Car- 
mody, Hoboken, N.J.; John Francis Carr, 
Springfield, Mo.; Robert Linn Clare, Jr., 
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New York, N.Y.; Paul L. Clugston, New York, 
N.Y.; George Arthur Cooper, New York, N.Y; 
Darryl L. Creveling, Camden, N.J. 

John Thomas Donohue, San _ Francisco, 
Calif.; Joseph A. Doyle, Jr., New York, N.Y; 
Charles Leonard Edwardson, Kansas City, 
Mo.; Howard William Endicott, San Fran- 
cisco, Calif.; John Ennis, San Francisco, 
Calif.; Stanley Feldberg, Hoboken, N.J.; 
William I. Fine, Dallas, Tex.; Patrick J, 
Gallagher, Kearny, N.J.; Bernard B. Gould, 
Boston, Mass.; Frederick L. Hackenburg, Jr., 
New York, N.Y.; Jerome B. Hannigan, San 
Francisco, Calif.; Donald J. Harvey, San 
Francisco, Calif.; Thomas M. Healy, New 
York, N.Y.; John P. Hellmann, San Fran- 
cisco, Calif.; Matthew Kaplan, New York, 
N.Y.; Thomas Bradley Kircher, San Fran- 
cisco, Calif.; Joseph A. Kirkwood, St. Louis, 
Mo.; Edgar J. Langhofer, Los Angeles, Calif.; 
Robert H. Lindsey, New York, N.Y.; Phyllis 
Cc. Loren, Washington, D.C. 

George Bernard McClellan, Astoria, N.Y; 
Julius David Mann, Jr., Washington, D.C.; 
Joseph CC. Mansfield, Philadelphia, Pa.,; 
Claude G. Metzler, Chicago, Ill.; James 
Vincent Miner, Rye, N.Y.; Samuel A. Moore, 
Permanente, Calif.; Thomas W. Morley, San 
Francisco, Calif.; Daniel H. Morrissey, Provi- 
dence, R.I.; Bernard J. O’Donnell, Paterson, 
N.J.; John Francis Papesh, Lansing, Mich.; 
Harold David Putman, San Antonio, Tex. 

Theron L. Rathje, Chicago, Ill.; Charles 
A. Roberts, New York, N.Y.; William Henry 
Schultz, Chicago, Ill.; D. Carlton Shull, 
Sioux City, Ia.; Lawrence C. Soler, San Fran- 
cisco, Calif.; Robert Louis Spurier, Butler, 
Mo.; J. David Sullivan, Alma, Mich.; Michael 
Szpara, South Plainfield, N.J.; John Ran- 
dolph Tucker, Jr., Richmond, Va.; William 
E. Turpen, San Francisco, Calif.; Clifford 
James Van Duker, San Francisco, Calif.; 
Willard N. Van Slyck, Jr., Topeka, Kan.; 
Theodore Wint, New York, N.Y.; Gilbert 
Gerald Zizek, New York, N.Y. 


New Haven Withdraws 
Application to Buy 


B. & P. Debentures 


At the request of the New Haven 
Railroad, the Commission, by Com- 
missioner Mahaffie, has dismissed an 
application of the New Haven to pur- 
chase a claim of the Boston & Prov- 
idence Railroad Corporation based 
on $2,170,000 of B. & P. 5 per cent 
debentures, matured July 1, 1938, and 
all the capital stock of the B. & P. 
outstanding in the hands of the pub- 
lic. 

The application was filed early in 1950. 
At that time the New Haven in a notice 
of the annual meeting of its stockholders 
said that the general result of the trans- 
action would be to put the New Haven, 
after completion of the reorganization 
of the Boston Terminal Co., in possession 
of all major claims against B. & P. 
corporation and thus facilitate acquisi- 
tion of the railroad of that company 
(T.W., April 5, 1950). 

The dismissal of the application was 
by an amendatory order in Finance No. 
12131, Boston & Providence Railroad 
Corporation Reorganization, and Finance 
No. 16951, the docket assigned to the 
New Haven application to buy the B. & 
P. securities. 

The New Haven, in a letter signed by 
C. Harry McGill, president’s assistant 
and vice-president, said, in part: 

“By reason of the fact that the Com- 
mission, division 4, has stated that, in 
its opinion, the important and complex 
problems inherent in the reorganization 
of the Boston & Providence Railroad 
Corporation can best be determined in 
an over-all reorganization plan (275 
I.C.C. 320), and in order that such prob- 
lems be not further complicated need- 
lessly, applicant respectfully requests 
that it be permitted to withdraw said 
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application and said amendment with- 
out prejudice.” 

The two proceedings aforementioned 
had been consolidated for hearing before 
Examiner Homer H. Kirby on May 21, 
at the New Post Office Building, Boston, 
Mass. ‘The Commission’s order also 
eliminated hearing on the matter of the 
B. & P. debentures and stock, but al- 
lowed the hearing on the B. & P. reor- 
ganization to stand for May 21. 


.C.C. Investigates Rail 
Accident at Bryn Mawr 


The Commission, division 3, late May 
18 announced that an investigation would 
be made of a “serious accident” that oc- 
curred on the Pennsylvania Railroad 
near Bryn Mawr, Pa., on the morning of 
that day. The proceeding was titled Ex 
Parte No. 181, Accident Near Bryn Mawr, 
Pa. Several persons were reported killed 
and a number injured in the accident. 

The Commission said the investigation 
would be conducted May 23, at the Hotel 
Bellevue Stratford, Philadelphia, before 
Commissioner Patterson and Examiner 
E. J. Hoy. 

In a report on another accident, report 
No. 3393, the Commission said a derail- 
ment of a New York Central passenger 
train at Trenton, Mich., on March 15, 
was caused by a broken rail. It said 
this accident resulted in the death of 
three passengers, and the injury of 15 
passengers and two train-service em- 
ployes. 


Note Application Dismissed 


By a supplemental order in Finance 


No. 17295, Atlantic & East Carolina Rail- 
way Co. Note, the Commission, division 
4, has dismissed, on request of the ap- 
plicant, an application for authority to 
issue a secured note for $112,500 to the 
Durham Life Insurance Co., to evidence 
a loan, the proceeds to pay the purchase 
price of a new locomotive. The Com- 
mission said the locomotive had been pur- 
chased by the lessor of the railroad and 
would be leased to the applicant. 


Lumber Loading Relief 


Howard S. Kline, the Commission’s 
permit agent under revised service order 
No. 876, Requirements for Loading of 
Lumber and Lumber Products, has au- 
thorized railroads to disregard the pro- 
visions of the revised service order, inso- 
far as they apply to red cedar shingles, 
shakes, and/or red cedar lumber, pro- 
vided the shipment of the named com- 
modities is loaded to at least 10,000 
pounds at point of origin billed stop-off 
to complete loading. A further provision 
is that the car is to be loaded in ac- 
cordance with the provisions of the or- 
der when leaving the point at which the 
car is stopped to complete loading. The 
action is by general permit 5-L, made 
effective from 12:01 a.m., May 21, until 
11:59 p.m., September 30. 


Emery Note Plea Dismissed 


The Commission, division 4, has dis- 
Missed without prejudice for want of 
jurisdiction, an application filed April 
19, by the Emery Transportation Co., for 
authority to issue a promissory note for 


$25,000, payable to the Cosmopolitan 
National Bank of Chicago. The action 
is by an order in Finance No. 17333, 
Emery Transportation Co. Note. 


The order said the note was to have 
been paid in 24-consecutive monthly 
installments to be secured by chattel 
mortgage, to evidence a loan for a like 
amount and the proceeds applied with 
other funds to the purchase of six new 
tractors. 

The Commission said that by letter 
the applicant stated that it did not have 
outstanding any obligation evidenced by 
a note or notes having a maturity of 
two years or less and aggregating not 
more than $100,000 par value. 

The order said that since the proposed 
note for $25,000 clearly came within the 
proviso of section 214 of the interstate 
commerce act, the Commission was with- 
out jurisdiction and the application 
should be dismissed. 

Section 214 relates to issuance of se- 
curities. 


Probe of West Coast Coach 
Seat Charges Continued 


The Commission, division 2, by an order 
in I. and S. No. 5920, Reserved Coach 
Seat Charges Between Calif. & Ore., 
has set aside an order suspending the 
considered schedules, but has continued 
the investigation of the schedules “in 
full force and effect.” 

It said the respondent Southern Pacific 
Co. had petitioned for vacation of the 
suspension order. 

The division had suspended fram May 
1, until and including November 30, 
schedules published in the S.P.’s tariff 
I.C.C. No. 7134, proposing to establish 
special service charges ranging from 25 
cents to $1 for passengers occupying 
reserved coach seats on reserved seat 
trains of the S.P. between San Fran- 
cisco and Portland and intermediate 
stations, and between San Francisco and 
Los Angeles and intermediate stations. 


Midwest Motor Rise Effective 


The Commission has declined to sus- 
pend Middlewest Motor Freight Bureau’s 
supplement No. 135 to MF-I.C.C. No. 5, 
proposing increases said to reflect a 
basis of about 6 per cent over present 
truck rates plus 10 cents a hundredweight 
on shipments under 1500 pounds (T.W., 
Apr. 28, p. 42). 

It has also refused to suspend supple- 
ment No. 136 to the Middlewest bureau’s 
MF-I.C.C. No. 5 proposing to increase 
volume minimum weights. 

Both supplements became effective 
May 22. The effective dates had been 
postponed. 





COMMISSION ORDERS 


MC-105148, Sub. 9, Public Service Inter- 
state Transportation Co. Common Carrier 


Application. Petition of Emerson Radio & 
Phonograph Corp. for leave to intervene, re- 
opening, rehearing, and reconsideration, de- 


nied. 
* oe * 


MC-109437, Sub. 2, E. O. Griffin and O. E. 
Grist Extension—S. C. Protestant’s petition 
for reconsideration, denied. 

a oe ok 


MC-109689, W. S. Hatch Common Carrier 
Application; MC-102046, Sub. 13 (formerly 
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MC-88857, Sub. 42), Collett Tank Lines Ex- 

tension—Salt Lake City; MC-70662, Sub. 45, 

Cantlay & Tanzola, Inc. Extension—Salt 

Lake City; MC-75812, Sub. 50, Lang Transpor- 

tation Corp. Extension—Salt Lake City. Pro- 

testant’s petition for reconsideration, denied. 
ok * ok 


MC-111249, Gottlieb Bass Common Carrier 
Application. Applicant’s petition for recon- 
sideration, denied. 

* co * 


MC-111271, Howard Vandersall Contract 
Carrier Application. Applicant’s petition for 
reconsideration, denied. 

ca * on 


MC-111278, Lightning Transportation Co., 
Inc. Common Carrier Application. Applicant’s 
petition for reopening and reconsideration, 
denied. 

* ok ok 

MC-111338, Dixie Drayage Co. Contract Car- 
rier Application. Applicant’s petition for re- 
consideration (rehearing), denied. 

ak *” cd 


MC-111390, William C. Anderson Common 
Carrier Application. Intervener’s petition 
for reconsideration, denied. 

a * * 

MC-111794, Dean Stanford Common Car- 
rier Application. Petition of Hayes Freight 
Lines, Inc., and Decatur Cartage Co. for re- 
consideration, denied. 

* 1K ak 

FF-205, Midwest Forwarding Co. Freight 
Forwarder Application. Protestant’s request 
for argument, denied. 

a aK * 


No. 30319, Line Material Co. v. P.R.R. et 
al.; No. 30567, Kuhlman Electric Co. v. 
N. Y. C. et al.. Defendants’ request for 
argument denied. 

* a ae 


No. 30612, William J. Smith v. A. T. & S. F. 
et al.; No. 30612, Sub. 1, E. D. Wilkinson 
Grain Co. y. Same. Complainants’ request 
for argument, denied. 

aE oe cd 

No. 30617, Falstaff Brewing Corp. v. C. & 

N. W. et al. Complainant’s request for 


argument, denied. 
eo 


* * 


I. & S. 5709, Sulphur from Ark., La. & Tex. 
Order of Oct. 7, 1949, vacated and set aside, 
and proceeding discontinued. 

* * oa 


I. & S. 5910, Sulphate of Alumina, New 
Orleans & Mobile to Houston. Order of April 
4, vacated and set aside as of May 25, inso- 
far as it suspended operation of schedules 
designated, but proceeding of investigation 
of schedules, continued. 

* * * 

MC-30042, Sub. 7, John W. Presley Ex- 
tension—Larger Territory and Additional 
Commodities. Applicant’s petition for further 
hearing, denied. " 

* 

MC-43716, Sub. 14, Bigge Drayage Co. Ex- 
tension—McClellan Field. Reopened for re- 
consideration on present record. 

* * * 


MC-101317, Sub. 8, Mills King Extension— 
Barge Line Traffic. Protestant’s and inter- 
veners’ petition for reconsideration, reopen- 
ing, argument and further hearing, denied. 

* * co 

MC-109852, Sub. 3, A. W. Kendall Contract 
Carrier Application and Subs. 1 and 2, Same 
Extensions. Reopened for further hearin 
at request of applicant. oe 

ok * * 

MC-111717, Sub. 2, William Marish Ex- 
tension—Heavy Hauling. Reopened for 
further hearing. 

* oa 

MC-112750, Armored Carrier Corp. Com- 
mon carrier Application. Reopened for 
further hearing. 

* * 

MC-C-1194, Barnes Food Express, et al. v. 
Clay Hyder Trucking Line. Date on which 
recommended order shall become order of 
Commission and become effective, postponed 
to May 21. i 

* * 


MC-F-4264, E. W. A. Peake, et al.—Control; 
Consolidated Freightways, Inc.—Purchase— 
Hills Transportation Co.; Finance 16713, 
Consolidated Freightways, Inc. Securities. 
Effective date of order of Dec. 27, 1950, 
further postponed to July 16. 

a * 


No. 30227, John LaMantia et al. v. B. & 
O. et al. Reopened for reconsideration upon 
record as made. ee 


No. 30248, Advance Automatic Sales Co. v. 
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A. T. & S. F. et al. Complainant’s petition 
for reconsideration, denied. 
co ~ * 


No. 30275, International Paper Co. v. B. & 
A. et al. Complainant’s petition for further 
hearing and reconsideration, denied. 

7 * * 


No. 30385, Williams Lime Manufacturing 
Co. v. S. Ry. et al. Defendant’s petition for 
reconsideration, denied. 

+ * 


No. 30388, C. F. Mueller Co. v. P. R.R. et al. 
Complainant’s petition for reconsideration 
and further hearing, denied. 

* * x 


No. 30522, Charles A. Green & Son, Inc. 
v. P. R.R. et al. Order of Feb. 16, further 
modified to become effective Aug. 1, on not 
less than 30 days’ notice, instead of July 2. 

_ * *~ 


MC-1968, Sub. 46, David C. Hall Extension— 
U. S. Highway 167. Applicant’s petition for 
reconsideration, denied. 

* 


MC-109421, Leland E. Carter and Harold 
T. Carter Common Carrier Application; MC- 
109421, Sub. 2, Same Extension—Frozen 
Foods; MC-109421, Sub. 3, Same Extension— 
Frozen Seafoods; MC-109421, Sub. 4, Same 
Extension—Scouthern States. Applicant’s and 
interveners’ petitions for reconsideration, re- 
opening and further hearing, denied. 

+ * + 


MC-110304, Sub. 1, Omaha & Council 
Bluffs Railway and Bridge Co. Common Car- 
rier Application; MC-110238, Sub. 1, Council 
Bluffs Transit Co. Common Carrier Applica- 
tion; MC-57037, Sub. 2, Omaha & Council 
Bluffs Street Railway Co. Common Carrier 
Application. Joint petition and supplement 
thereto of City of Council Bluffs, Ia., and 
applicant for reconsideration and further 
hearing, denied. 


* * * 


No. 29820, Chrysler Corp. et al. v. A. C. & 
Y. et al. Order of Nov. 7, 1950, further modi- 
fied to become effective Aug. 2, on not less 
than 30 days’ notice, instead of July 2. 

a. * 


No. 29974, Acme Peat Products, Ltd. et al. 
v. A. C. & Y. et al.; No. 30260, Aloutte Peat 
Products, Ltd. v. A. T. & S. F. Ry. Co. Order 
of April 7, 1950, further modified to become 
effective Sept. 4, on not less than 30 days’ 
notice, instead of July 2. 

a _ + 


No. 30188, A. K. Zinn & Co. v. N. Y. C. et 
al. Reopened for further hearing under modi- 
fied procedure. 

* a * 

No. 30269, Lynchburg Foundry Co. v. A. T. 
& S. F. et al. Defendants’ petition for recon- 
sideration denied. 

* * * 

No. 30312, Esso Standard Oil Co. v. A. C. L. 
et al.; No. 30298, Ashland Oil & Refining Co. 
v. Same; No. 30348, American Bitumuls Co. 
v. Same; I. & S. 5707, Asphalt, Catlettsburg, 
Ky., to Southern Va. Defendants’ petition 
for reconsideration and rehearing denied. 

* * * 

No. 30413, George M. Hayward v. C. of Ga. 
et al. Complainant’s petition for reconsid- 
eration denied. 

+ + + 

No. 30483, All Transport, Inc. v. P. C. et al. 
Complainant’s petition for reconsideration 
denied. 

+ * « 

I. & S. 5753, Limestone Mixtures and Grit— 
Official Territory. Order of Feb. 27, further 
modified to become effective July 6, on not 
less than one day’s notice, instead of June 6. 

+ > = 


I. & S. 5777, Commodities Between W. T. L. 
& Minn. Western R. R. Respondents’ petition 
for reconsideration and argument denied. 

> * * 


MC-68618, Sub. 10, Los Angeles-Seattle Mo- 
tor Express Extension—General Commodities. 
Report and order of Dec. 26, 1950, modified 
by correcting finding No. > 

. * 


MC-111259, Genbro Forwarding Co., Inc., 
Common Carrier Application, Reopened for 
reconsideration on present record. 

. + + 

I. & S. M-3661, Rate Restrictions—Hayes 
Freight Lines. Respondents, under special 
permission having filed schedules effective 
April 23, completing cancellation of sched- 
ules under suspension, proceeding discon- 


tinued. 
7 * * 


MC-C-1237, Joint Rate Restrictions—Hayes 
Freight Lines. Proceeding discontinued. 
* a * 


MC-FC-50535, King Van Lines, Inc.—Pur- 
chase (Portion)—William C. Marshall and 
Clark B. Marshall. Effective date of order of 
Mar. 26, postponed to July 16. 


F.S.O. 16724, Coal to Holt and Tarrant, 
Ala. Petition of Chesapeake and Ohio Ry. 
Co. for further modification, denied. 

* a + 


No. 29891, Borough of Edgewater, N. J., 
et al. v. A. & A. et al. Order of Jan. 15, 
further modified to become effective July 
26, On not less than 30 days’ notice, instead 
of June 26. 

* - 

I. & S. 5911, Routing Over Virginian Ry.- 
Balto. Steam Packet Co. Order of April 9, 
vacated and set aside as of May 27, and 
proceeding discontinued. 

= > *” 

MC-80504, Sub. 7, Shein’s Express Extension 
—Philadelphia, Pa. Area. Petition of Penn- 
sylvania Public Utility Commission to dis- 
miss a portion of application, denied. 

* * * 

I. & S. M-3524, Roofing or Siding—Minne- 
apolis—St. Paul to S. D.; I. & S. M-3576, 
Iron and Steel—Hoopeston, Ill. to Austin, 
Ind. Date on which recommended orders 
shall become orders of Commission and be- 
come effective, postponed to May 25. 

* a x 

MC-F-4437, Thomas J. Lyons—Control; 
Quinn Freight Lines, Inc.—Purchase—Jessie 
B. Wadkins and Thomas Fereol Neale (Agnes 
B. Neale, Administratrix). Effective date of 
order of April 12, postponed to June 18. 


= - + 
No. 30315, White and Bagley Co. v. B. & 
M. et al. Order of Dec. 26. 1950, further 
modified to become effective July 26, on not 
less than 30 days’ notice, instead of June 26. 


MC-112243, Sub. 1, Oliver Leach Common 
Carrier Application; MC-C-1142, Canned 
Goods—Between Colo. & Okla. Points; MC- 
C-1176, Irwin Auger Bit Co. v. Commercial 
Motor Freight, Inc., et al. Date on which 
recommended orders shall become orders of 
Commission and become effective, postponed 
to May 28. 


* * * 


MC-112880,'C. & D. Rental Co. Applicant’s 
motion for dismissal of application over- 


ruled. 
* = * 


MC-F-3903, Salvatore Centola and Lucia 
Centola—Control; Rapid Transportation Co. 
—Purchase (Portion)—Atlas Transportation 
Co., Inc. of Cambridge. Effective date of 
second ordering paragraph of order of Sept. 
23, 1949, further postponed to July 20. 

+ + a 


MC-F-4413, R. B. Gotfredson and C. B. 
Gotfredson—Control; Transamerican Freight 
Lines, Inc.—Purchase (Portion)—James A. 
Donaldson. Effective date of order of Mar. 
27, further postponed to July 16. 


SUSPENDED TARIFFS 


Designation of a tariff below does not 
mean that all schedules in it have been 
suspended by the Commission. Suspen- 
sion orders contain many schedules not 


reproduced here. Details of such orders 
are published in The Traffic Bulletin | 


I. and S. M-3748, Lift Trucks and Parts 
—Thomas Motor Freight, Inc., from May 
18, to and including December 17, certain 
schedules published in supplement No. 
3 to MF-I.C.C. No. 2 of Thomas Motor 
Freight, Inc., Dallas, Tex. The sus- 
pended schedules propose to establish 
specific commodity rates on lift trucks 
and lift truck parts, minimum ~ 16,000 
pounds, between Danville, Ill. and Okla- 
homa City, Okla., Dallas and Houston, 
Tex., in lieu of higher distance com- 
modity rates. 

I. and S. M-3749, Bicarbonate of Soda 
—Barberton, Ohio to Chicago, from May 
19, to and including December 18, cer- 
tain schedules published in supplement 
No. 8 to MF-I.C.C. No. 128 of The Emery 
Transportation Co., Chicago, Ill. The 
suspended schedules propose a reduced 
motor-contract-carrier minimum rate or 
charge on bicarbonate of soda, minimum 
30,000 pounds, from Barberton, O., to 
Chicago, Il. 

I. and S. M-3750, Glass Bottles— 
Bridgeton, N. J. to Holley, N. Y., from 
May 21, to and including December 20, 
certain schedules as set forth in supple- 
ment No. 5 to tariff MF-I.C.C. No. 1 of 


TRAFFIC WORLD 


Howard E. Bowen, Holley, N. Y. The 
suspended schedules propose to establish 
a new motor common carrier commodity 
rate of 50 cents a 100 pounds, minimum 
30,000 pounds, on glass bottles not ex- 
ceeding one gallon in capacity, from 
Bridgeton, N. J. to Holley, N. Y., in lieu 
of a higher class rate. 

I. and S. No. 5926, Boilers, Tanks and 
Cylinders in Official Territory, from May 
20, to and including December 19, certain 
schedules published in supplements Nos, 
202 and 204 to Agent C. W. Boin’s tariff 
I.C.C. No. A-848. The suspended sched- 
ules propose to increase the class rates 
applicable on export, import, coastwise 
and intercoastal shipments of iron or 
steel range boilers, steel tanks and steel 
cylinders from origins in Trunk-Line 
Territory to destinations in Official Terri- 
tory. 

I. and S. M-3751, Order Notify Ship- 
ments—Central Territory, from May 22, 
and later, to and including December 21, 
certain schedules published in supple- 
ment No. 30 to tariff MF-I.C.C. No. 390, 
and others, of Central States Motor 
Freight Bureau, Inc., agent, Chicago, Ill. 
The suspended schedules propose a new 
charge of 5 cents per 100 pounds, mini- 
mum charge of $2.50 per shipment, appli- 
cable on shipments moving under order 
notify bills of lading between points in 
Central Territory. 


I. and S. M-3752, Candy, Confectionery 
—Hershey, Pa. to Atlanta, Ga., from May 
22, to and including December 21, certain 
schedules published in supplement No. 32 
to MF-I.C.C. No. 498 and supplement No. 
18 to MF-I.C.C. No. 523 issued by South- 
ern Motor Carriers Rate Conference, At- 
lanta, Ga., and in supplement No. 15 to 
MF-I.C.C. No. 322 of Agent R. S. Cooper, 
agent, Greensboro, N.C. The suspended 
schedules propose to establish a reduced 
motor-common-carrier rate of 120 cents, 
minimum 28,000 pounds, on candy and 
confectionery and related articles, from 
Hershey, Pa.. to Atlanta, Ga. 

I. and S. M-3753, Steel Wire Products 
over Midwest Transfer Co. from May 23, 
to and including December 22, certain 
schedules published in MF-I.C.C. No. 71 
of Midwest Transfer Co. of Illinois, Chi- 
cago, Ill. The suspended schedules pro- 
pose new truckload motor contract-car- 
rier minimum rates or charges on steel 
wire products and fencing materials and 
supplies, from Rock Falls and Sterling, 
Tll., to Minneapolis and St. Paul, Minn. 


APPLICATIONS 


AND PETITIONS 





Seatrain Files New Plea 


In Ocean Steamship Case 


Seatrain Lines, Inc., by an applica- 
tion in Finance No. 17357, has asked the 
Commission for authority to purchase 
from Ocean Steamship Co. of Savannah 
part of the latter’s property including 
operating rights. 

At the Commission it was said that 
the new application was essentially for 
the same authority as asked for in a pre- 
vious application by Seatrain, Finance 
No. 17225, but that the new application 
was for a more direct transaction (T.W., 
Feb. 10, p. 48). The previous applica- 
tion involved the proposed splitting up 
of Ocean Steamship Co. of Savannah 
into two new corporations. 

The plan announced in the old ap- 
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plication contemplated final dissolution 
of Ocean Steamship Co. of Savannah 
and purchase by Seatrain of all capital 
stock of Ocean Coastwise Line, Inc., a 
new corporation. 


The purpose of the Seatrain appli- 
cation was said to be a reestablishment 
of water transportation between the 
ports of Savannah, Ga., and New York, 
N.Y., with the use of “Seatrain” type 
vessels, the operations to be conducted 
py Seatrain. 

The Commission has issued an order 
in Finance Nos. 17225 and 17357, dis- 
missing the application in Finance No. 
17225, cancelling hearings assigned in 
that proceeding, and assigning hear- 
ing in Finance No. 17357, before Ex- 
aminer J. K. Lyle in Atlanta, Ga., June 
12; New York City, July 11, and Wash- 
ington, D.C., SeptemYer 11. 





Asks Forwarder Rights Transfer 


By an application in FF-217, Paul R. 
Williams and George E. Croy, doing 
business as Inter State Express, Los An- 
geles, Calif., and Continental Carloading 
Co., El Paso, Tex., have asked the Com- 
mission for authority for transfer of the 
freight forwarder operating rights of 
Inter State to Continental. 

The application said Continental was 
not a freight forwarder, nor a person 
controlling, controlled by, or under com- 
mon control, or otherwise affiliated with 
a forwarder, nor was this transferee a 
carrier. It said Continental’s capital 
stock was entirely owned by Texas-Ari- 
zona Motor Freight, Inc., El Paso, Tex., 
a motor carrier, which was in turn con- 
trolled by Claude B. Olney and Oma 
Olney. 

The application said that since Inter 
State had leased its operating authority 
pursuant to FF-102 and FF-189, it did 
not engage in forwarder operations and 
had no employes who would be affected 
by the application. It said all personnel 
of Continental would be retained. 

Lease of the operating rights of Inter 
State to System Freight Express, Los 
Angeles, was approved by the Commis- 
sion, said the application. It added that 
Continental was now assignee of System 
Freight Express. 


FINANCE APPLICATIONS 


Finance No. 17332, supplemental, Montour 
Railroad Co. announces acceptance of bid of 
Mellon National Bank & Trust Co. on $1,- 
000,000 equipment trust bonds, series D, with 
interest at 2.82: per cent. 

oa + * 





Finance No. 17335, supplemental, Denver 
& Rio Grande Western Railroad Co. an- 
hounces acceptance of bid of Halsey, Stuart 
& Co., Inc., on $2,670,000 equipment trust 
certificates, series Q, dividends at 3 per cent, 
purchase price of 99.527 per cent, with ac- 
crued interest from June 1, 1951. 

* a + 


Finance No. 17355, Puget Sound Navigation 
Co. and Washington State Ferries, operated 
by Washington Toll Bridge Authority an 
agency of the state of Washington, jointly 
ask transfer of a portion of the rights under 
W-361 issued to Puget Sound Navigation Co. 

* * 


Finance No. 17356, Alleghany Corporation 
asks authority to issue 195,000 shares of its 
common stock in accordance with the pro- 
Visions of a plan for purchase of stock by 
Officers, the price to be received to be the 
fair market value as established by the 
average of the high and low prices of the 
stock on the New York Stock Exchange on 

€ day the Commission authorizes issuance 
of the shares. 


* * * 


Finance No. 17358, Republic Steel Corpora- 
ion asks authority to purchase 


12 addi- 


tional shares of outstanding capital stock 
of Nicholson-Universal Steamship Co., repre- 
senting, with 30 shares of such stock now 
owned by Republic, a controlling interest in 
Nicholson-Universal. 

~ +. * 


Finance No. 17359, Chicago Great Western 
Railway Co. asks authority to issue $3,000,000 
promissory notes, and to conditionally re- 
issue and pledge to secure payment of such 
notes C.G.W. first mortgage 4-per-cent bonds, 
series A, due January 1, 1988. The applicant 
said the purposes were to pay the entire 
balance of two of its notes now held by the 
New York Trust Co., and the First National 
Bank of Chicago, and to provide additional 
working capital. 

* * * 

MC-F-4908, Harry A. Blades, Inc., New 
York, N.Y., asks authority to purchase cer- 
tain operating rights of Vedder Transporta- 
tion Co., York, Pa. 


ok * co 

MC-F-4909, Hearne Motor Freight Lines, 
Inc., Seagraves, Tex., asks authority to pur- 
chase certain operating rights of Texas- 
Oklahoma Motor Freight Lines, Amarillo, 
Tex. 

MC-F-4910, A. Cimpi Express Lines, Inc., 
Auburn, N.Y., asks authority for purchase 
and merger of Fletcher’s Motor Express, 
Trumansburg, N.Y. 

* * ok 


MC-F-4911, Campbell Sixty-Six Express, 
Inc., Springfield, Mo., asks authority to pur- 
chase certain operating rights of Foster 
Motor Freight Line, Havana, Ark. 

* « a 


MO-F-4912, Jones Truck Lines, Inc., Spring- 
dale, Ark., asks authority to purchase certain 
operating rights of Chief Express, Inc., 
Lepanto, Ark. . i 

ok 


MC-F-4913, Sims Motor Transport Lines, 
Inc., Chicago, Ill., asks authority to purchase 
certain operating rights of Star Freight, Inc., 
Harvey, Ill. Elmer W. Sims, president and 
controlling stockowner of Sims, joins in ap- 
plication. 


PETITIONS FOR REHEARING, ETC, 





Finance 17170, Philadelphia and Camden 
Ferry Co. Abandonment. Philadelphia Indus- 
trial Union Council, C.1.0., asks leave to 
intervene and further hearing. 

* * * 


MC-F-4413, R. B. Gotfredson and C. B. 
Gotfredson—Control; Transamerican Freight 
Lines, Inc.—Purchase (Portion)—James A. 
Donaldson. Protestants ask to set aside void 
order or, in alternative, reconsideration. 

7 * 


MC-F-4531, Byron Elting—Control; Aztec 
Lines, Inc. — Purchase (Portion) — Great 
American Transport System, Inc. Wauseon 
Truck Line asks reconsideration of order of 
Mar. 13. 

~ * * 

MC-8681, Sub. 5, Western Auto Transports, 
Inc. Extension. Hadley Auto Transport, 
Robertson Truck-A-Ways, Inc., and Pacific 
Southeast R.R. Ass’n ask reconsideration of 
ne enn report and order of Sept. 
13, , 


icc NEWS 


MC-21537, Sub. 60, Swuak Trucking Co. Ex- 
tension—Altoona, Pa. Applicant asks recon- 
sideration and/or appeal in connection with 
report of April 17. 

* * * 

MC-51148, Sub. 2, George E. Bell—Exten- 

sion. Interveners ask: reconsideration. 
* a = 


MC-F-4539, R. N. B.—Converse—Purchase 
—O. J. Mitchell. Interveners ask reconsid- 
eration. 

a * oa 

No. 21838, West Kentucky Coal Bureau Vv. 
I. C. et al. Kentucky Coal Agency, Inc. asks 
to require defendants to establish and main- 
tain rates on coal from western Ky. mines 


to Interstate Power Co. Spur (Sherburn), 
Minn., and certain points intermediate 
thereto, in accordance with findings and 


orders. 
ES co % 
No. 29852, Martin Bros. Box Co. v. S. P. 
Co. Complainant asks reconsideration. 
* * * 


Finance 17217, Central of Georgia Ry Co. 
Acquisition. L. O. Benton, Jr., et al. ask 
continuance of hearing now assigned for 
June 4 

* * %* 

MC-102616, Sub. 463, Coastal Tank Lines; 
Inc. Extension—Eagle Point, N. J.; Mc-104347, 
Sub. 59, Leaman Transportation Corp. Ex- 
tension—Same. Applicants ask reconsidera- 
tion. 

He ab * 

MC-F-4840, New York Central R.R. Co.— 
Purchase (Portion)—Railway Express Motor 
— Inc. Applicants ask reconsidera- 

on. 


ck a * 

MC-1124, Sub. 81, Herrin Transportation 
Co. Extension—Between Ruston and Alex- 
andria, La., over U. S. Highway 167. Pro- 
testant asks reconsideration, or, in alter- 
native, further restrictions as to use of 
route. 

* om + 

MC-35835, Sub. 6, Elmer Jensen Extension 
—Corn Syrup. Applicant asks reconsidera- 
tion. 

* * * 

MC-50615, Sub. 1, Raymond Bros. Motor 
Transportation, Inc. Contract Carrier Ap- 
Plication. Applicant asks reconsideration 
and review. 

* * * 

MC-52641, Sub. 16, Ross Transit Co., Inc. 
Extension. Applicant asks reconsideration 
of findings and order. 

+ a oa 

MC-95976, Sub. 2, Civic Center Transport 
Service Extension. Convoy Co. and Dealer’s 
Transport Co. ask reconsideration, or, in 
alternative, argument. 

* * 

MC-110505, Ringle Truck Lines, Inc. Ex- 
tension—Points in Ia.—Glass Products. Ap- 
plicant asks reconsideration. 

* + co 


Ex Parte MC-22, Motor Carrier Rates in 
New England. New England Shoe and 
Leather Ass’n. asks rehearing, reargument 
and reconsideration of order. vacating maxi- 
mum motor carrier class rate order of Jan- 


uary 15, 1948, in New England. 


COMPLAINTS 


No. 30815, Bareco Oil Co., Tulsa, Okla., 
v. Santa Fe et al. 


Alleges rates on 67 tank cars of pe- 
troleum oil residuum, from Caney, Kan., 
to Barnsdall, Okla., June 26, 1948, to 
August 7, 1948, in violation of section 1. 
Asks reparation of $3,061.70. (W. D. Wise, 
Box 2609, Tulsa, Okla.) 

* * + 
No. 30817, Midwest Wool Marketing Co- 
operative, Inc., Kansas City, Mo., v. 
Wabash et al. 


Alleges failure to extend time limit 
for transit on wool shipments made from 
about October 1, 1945, to and including 
July, 1947, in violation of sections 1, 3, 
and 4. Asks reparation of $861.23 plus 
transportation tax and interest. (Lee J. 
Quasey, 139 N. Clark St., Chicago 2, Ill.) 


* * * 


MC-C-1208, Sub. 1, Middlewest Motor 





Freight Bureau, Kansas City, Mo. v. 
Platte Valley Truck Co. 


Alleges rates published by defendant 
for transportation of property between 
points in Colorado, on the one hand, and 
Council Bluffs, Ia.; points in Nebraska; 
and Cheyenne, Wyo., on the other, in 
violation of sections 216(b) and 216(d). 
Asks cease and desist order and rates. 
(W. L. Bridges, and William B. Cole, 
Kansas City, Mo.) 


* * * 


MC-C-1277, Interstate Dispatch, Inc.— 
Rate Restrictions. 


Investigation instituted on motion of 
the Commission, division 2, into rea- 
sonableness and lawfullness otherwise 
of motor common carrier minimum class 
rates for shipments weighing 500 pounds 
or less, and the rules, regulations and 
practices affecting such minimum class 
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rates, applicable to transportation of 
various commodities from, to or between 
numerous points in connection with In- 
terstate Dispatch, Inc. 


* * * 


MC-C-1279, Brady Transfer & Storage 
Co., Ft. Dodge, Ia., et al. v. Hi-Speed 
Motor Express, Inc., Sioux City, Ia., 
et al. 


Allege agreements on behalf of certain 
defendants for acquisition either of cer- 
tificates or of all issued and outstanding 
stock of Hi-Speed Motor Express, with- 
out prior approval by the Commission. 
Ask order requiring defendants to show 
cause why all certificates heretofore 
issued to and now or previously held by 
Hi-Speed Express, should not be made 
subject of cancellation and revocation 
order because of failure of the holder 
to provide adequate and continuous serv- 
ice; action requiring that operations 
under Hi-Speed Express certificates be 
not resumed or instituted by any de- 


fendants; and order requiring defend- 
ants to cease and desist from any opera- 
tions described in such certificates if 
such operations have been begun; or, 
if the operations have not been started, 
requiring defendants to cease making or 
consummating any contracts or agreé- 
ments contemplating such operations by 
any defendants. (Hoyt Crooks, 842 Ray- 
mond Avenue, St. Paul, Minn.) 
* + * 


MC-F-4905, Bison Freight Line et al. v. 
Northwest Dispatch, Inc., Fargo, 
N.D., et al. 


Alleges that defendants Dakota Trans- 
fer & Storage Co., Minneapolis, Minn., 
Robert J. Babcock, Minneapolis, and 
R. E. Theel, Fargo, N.D., have taken over 
control and management of defendant 
Northwest Dispatch, Inc., and _ that 
Northwest Dispatch, Inc., has affiliated 
itself with Dakota Transfer & Storage 
Co., Robert J. Babcock, and R. E. Theel, 
all in violation of sections 1 and 5. Ask 
cease and desist order (Perry R. Moore 
and Donald A. Morken, 1100 First Na- 
tional-Soo Line Building, Minneapolis, 
Minn.). 


PROPOSED REPORTS 


Perishable Goods Motor 
Rights in 21 States For 


Atlanta Carrier Proposed 


Examiner James H. Gaffney has 
recommended that the Commission 
grant Refrigerated Transport Co., 
Inc., Atlanta, Ga., motor common 
carrier authority to transport meats, 
meat products, dairy products, frozen 
shrimp and other perishable com- 
modities over irregular routes from 
and to points and territories in 21 
states. 


A recommended report was issued in 
MC-107515, Sub. 60, Refrigerated Trans- 
port Co., Inc., Extension—Southeastern 
States. 

The examiner said the primary pur- 
pose of the application was to obtain 
southbound traffic to balance Refrig- 
erated’s northbound operations into the 
origin territory, which were being con- 
ducted largely under various temporary 
authorities conditioned to expire on final 
determination of applications requesting 
corresponding permanent authority. 

He said the shippers supporting the 
application collectively had available a 
substantial volume of perishable com- 
modities for movement to the southern 
states named in the application, and the 
demand for refrigerated transportation 
service was constantly increasing. 


Specialized Service 


“The proposed service,” he said, “is a 
highly specialized one, and is particu- 
larly adapted to the need of shippers for 
the rapid transportation of perishable 
commodities to final destinations without 
interchange of lading. Rail service is 
used extensively, particularly in the 
movement of carload quantities, but mo- 
tor carrier service of the type herein 
proposed is also required. 

“The opposing motor carriers have 
permanent authority to transport the 
considered commodities between certain 
points and areas in the territory here 





involved, and some of them have tempo- 
rary authority and pending applications 
for additional permanent authority, but 
the evidence is convincing that the sup- 
porting shippers need the proposed serv- 
ice as well as that of the opposing car- 
riers . 


“In the opinion of the examiner, how- 
ever, the evidence does not warrant a 
grant of authority to serve all points in 
the broad origin territory sought, and 
the findings will describe the movement 
of specified commodities from particular 
points of origin in accordance with the 
needs of the supporting shippers. 


“In other respects, the application 
should be denied, including the authority 
sought to transport shipments from Chi- 
cago, where the transporting require- 
ments of the supporting shippers have 
generally been met by a number of 
existing carriers; from Oklahoma City, 
where the services of a locally domiciled 
motor carrier have not been utilized; 
from Lafayette, where the future trans- 
portation needs of customers of the ware- 
house at that point are indefinite; and 
from several smaller points mentioned 
by the supporting shippers as to which 
no substantial need for transportation 
service is established by the record. 


“The findings herein include authority 
for the transportation of certain so- 
called exempt commodities, such as frozen 
shrimp, which is required when trans- 
ported together with other commodities 
in the same vehicle, and at the same 
time.” 


Authority Recommended 


Examiner Gaffney recommended the 
granting of a certificate for authority, 
over irregular routes, as follows: 


(1) Meats, meat products, and meat by- 
products, except horse meat, from Mishawaka, 
Ind., and specified points in Iowa, Kansas, 
Missouri, Michigan, Minnesota, Nebraska, 
and South Dakota, to points in Alabama, 
Florida, Georgia, Kentucky, Louisiana, Mis- 
sissippi, North Carolina, South Carolina, and 
Tennessee. 

(2) Dairy products from Eagle Grove and 
other specified points in Kansas, and speci- 
fied points in Minnesota, Nebraska, and 
penee to points in the territory described 
n ) 

Ill., to 


(3) Cheese from Shelbyville, 
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Miami, Fla., Winston-Salem, N.C., Memphis, 
Tenn., and Atlanta and Columbus, Ga. 


(4) Frozen fruits and vegetables, from 
Fort Smith and Shiloh, Ark., Bay City, 
Traverse City, and Benton Harbor, Mich, 
Fairmont, Minn., Cincinnati, O., and Browns. 
ville, Harlingen, McAllen, Mission, Carrizo 
Springs, and Dallas, Tex., to points in the 
territory described in (1). 


(5) Frozen shrimp, from Port Lavaca and 
Port Isabel, Tex., to points in the territory 
described in (1). 


(6) Frozen dough and frozen cookies, from 
ge to points in the territory described 
n ‘ 

(7) Oleomargarine, from Cincinnati, O., to 
points in Alabama, Florida, Georgia, Louis- 
iana, and Mississippi. 

(8) Frozen foods, from Detroit, Mich., to 
Miami, Fla. 

(9) Horse meat, from Esterville and To- 
peka, Kan., and St. Louis, Mo., to points in 
Louisiana. 

(10) Poultry and eggs, from Sioux City and 
Webster City, Ia., Concordia, Council Grove, 
and Dodge City, Kan., and Cameron, Fort 
Worth, Dallas, and Houston, Tex., to points 
in the territory described in (1). 


Examiner Proposes Easing 
Of Restriction Imposed 
On Rail-Owned Truck Line 


Relief in the form of a kKey-point 
restriction, to take the place of one 
referred to as “condition 3,” has been 
recommended by Examiner Francis 
A. Welch for Pacific Motor Trucking 
Co., wholly-owned subsidiary of the 
Southern Pacific Co., with respect to 
operations conducted by Pacific 
Motor Trucking under “items 29 and 
30” of its consolidated certificate, 
MC 78786. 


The proposed report was issued in 
MC 178786, Sub. 178, Pacific Motor Truck- 
ing Company Extension—Key Points. 

The examiner noted that “condition 
3,” as it appeared “in both item 29 and 
30” of the applicant’s certificate, cover- 
ing operations between certain points in 
California, provided that “shipments 
transported by said carrier shall be lim- 
ited to those moving on a through bill 
of lading, or express receipt, covering in 
addition to a motor carrier movement 
by said carrier, an immediate prior, or 
immediate subsequent, movement by 
railroad.” He said the applicant asked 
substitution, in lieu of “condition 8,” of a 
key point restriction reading as follows: 

“No shipments are to be transported 
by said carrier between any of the follow- 
ing points, or through, or to, or from 
more than one of said points: Santa 
Rosa, Roseville, Red Bluff, Woodland, 
Gilroy, and Santa Cruz, Calif.” 

“The evidence clearly shows,” said the 
examiner, “that the type of ‘condition 
3’ contained in items 29 and 30 unduly 
restricts applicant’s operation over the 
routes involved. The requirement there- 
in that all shipments transported over 
such routes must have an immediately 
prior or subsequent rail haul has pre- 
vented applicant from rendering an effi- 
cient service on interstate traffic moving 
between rail break-bulk points and 
points on the aforementioned routes. 

“Although the purpose of every ‘con- 
dition 3’ is to make certain that opera- 
tion over the routes involved is auxiliary 
to, or supplemental of, rail service, it AS 
not intended to isolate the routes M 
such a manner as to render the operating 
right practically useless, as in the in- 
stant case. ... 

After observing that the applicant 
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presently was able to handle intrastate 
traffic in the same manner in which it 
now proposed to handle interstate traffic, 
the examiner said that “this results in 
a rather anomalous situation in that ap- 
plicant is able to provide up to two days 
faster service on intrastate shipments 
than on interstate shipments moving 
petween the same points.” He added that 
that situation also made it necessary 
for applicant to segregate such traffic at 
the break-bulk points. 


Imposition of only the key points sug- 
gested by applicant, said Examiner 
Welch, would be ineffective in limiting 
its operation over the proposed routes 
to “that which is auxiliary to, or sup- 
plemental of, rail service.” 


“Many of its authorized operations,” 
he continued, “are unlimited by any form 
of ‘condition 3’ and others are totally 
unrestricted. Because of this situation, 
if only those key points suggested by 
applicant were to be applied herein, it 
would be able to combine various seg- 
ments of its authority and transport 
shipments for great distances in an all- 
motor service. .. . The evidence of record 
shows a need for substituted rail service 
only between the three break-bulk points 
of San Francisco, Oakland and Sacra- 
mento, and points on applicant’s routes 
in Marin and Sonoma counties. Accord- 
ingly, key points additional to those sug- 
gested by applicant must be imposed. ... 
It is the opinion of the examiner that 
the designation of San Francisco and 
Oakland collectively as a single key point 
and the naming of Santa Cruz, Gilroy, 
Woodland, Roseville, Red Bluff, Tracy 
and Healdsburg, Calif., as key points will 
accomplish the desired result... .” 

Any exceptions to the proposed report 
must be filed with the secretary of the 
Commission within 25 days from May 18. 





Reinstatement of Revoked 


Certificates Recommended 


Examiner A. C. Wilkins has recom- 
mended that the Commission set aside 
orders of revocation and reinstate cer- 
tificates for motor common carrier au- 
thority formerly granted I. C. Black, L. 
C. Black, and I. C. Black, Jr., partners 
doing business as I. C. Black & Sons, 
DeQueen, Ark., on the applicants’ com- 
pliance with the insurance requirements 
of the interstate commerce act. 

A recommended report was issued in 
MC-65443, I. C. Black & Sons, Common 
Carrier Application, embracing Same, 
Sub. 1, I. C. Black & Sons—Extension 
of Operations. 

The examiner said difficulties con- 
nected with a failure to maintain on 
file with the Commission proper evidence 
of insurance or other security for pro- 
tection of the public had been overcome. 





Motor Sale Recommended 


Examiner Levi M. Pettis, by a pro- 
posed report on further hearing in MC- 
F-4323, R. J. Hurst and D. H. Hurst— 
Control; Burlington - Chicago Cartage, 
Inc—Purchase—C. H. Smith, has rec- 
ommended that the Commission approve 
the purchase by Burlington-Chicago 
Cartage, Inc., Kewanee, Ill, of the 
Motor-carrier operating rights of C. H. 
Smith, doing business as Chicago- 
Nebraska Motor Express, Omaha, Neb. 
€ also proposed approval of the acqui- 


sition by R. J. Hurst and D. H. Hurst 
of control of the rights through the 
purchase. 


Demurrage Not Applicable 


On Lumber, Examiner Says 


Examiner Warren C. White, by a pro- 
posed report in No. 30646, J. R. Thames 
& Co. v. Louisville & Nashville Railroad 
Co. et al., has recommended that the 
Commission find inapplicable certain de- 
murrage charges collected on a carload 
of lumber shipped by the complainant, 
of Birmingham, Ala., from Amory, Miss., 
and delivered at Lawrenceburg, Tenn., 
on February 25, 1948. 


The examiner determined the applica- 
ble charges and proposed an award of 
reparation. 


He said that on arrival of the car at 
Lawrenceburg, it was placed for unload- 
ing on the private siding of the consignee, 
Parke’s Lumber Co., Wednesday, Febru- 
ary 25, at 3 p.m. 

“Upon inspecting the lading on’ the 
following day,” he continued, “‘the con- 
signee found the lumber was unaccept- 
able, and telephoned the consignor that 
the shipment was refused. When the 
railroad agent contacted the consignee 
on February 28 to advise him that the 
car was on demurrage, he was notified 
by the latter that the car did not contain 
lumber which was desired. The agent 
was also informed that a representative 
of the consignor was expected to visit 
Lawrenceburg on March 1. Expecting 
some adjustment to be made which would 
satisfy both parties and lead to an ac- 
ceptance of the lumber, the agent waited 
until March 2 before again contacting 
the consignee. No acceptance was made, 
but an unqualified refusal was forth- 
coming the next day, March 3. The de- 
fendant failed to send any notice of 
refusal before disposition orders for re- 
shipping were received from the con- 
signor on March 4.” 


The examiner said that the carrier 
neglected to send notice of any kind. 
He added that to permit the recovery of 
a penalty by a party at fault was con- 
trary to the broad philosophy of the law, 
and that furthermore, in this instance, it 
would be violative of both the letter and 
spirit of the law, if the carrier was 
permitted to “enrich itself unjustly 
through retention of demurrage col- 
lected illegally.” 


“Obviously,” he continued, “the law 
as clarified by the recent decisions of the 
federal courts should be given its full 
force and effect.” 


Among court decisions cited in the 
report were Davis v. Henderson, 226 
U.S. 92; Minneapolis, St. P. & S. S. Ry. 
Co. v. Van Deusen Harrington Oo., 
272Fed. 255; Empire Box Corporation of 
Stroudsburg v. Delaware, L. & W. R. Co., 
171 F.2d. 389; Atchison, T. & S. F. Ry. 
Co. v. Springer, 172 F.2d. 346; and 
Cristensen v. Northern Pacific Ry. Co., 19 
L.W. 2145. 

The examiner said the Commission 
should find that the applicable charges 
in the instant case were those accruing 
until March 1, the date the complainant 
should have been formally advised of a 
refusal; that February 25 and 26 were 
free, and February 29 having been Sun- 
day was free; and that February 27 and 
28 were chargeable at $3.30 a day, and 
March 1 at $5.50, a total-of $12.10 legally 
collectible. He said the Commission 
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should find that the complainant paid 
and bore the charges collected of $56.10, 
and was therefore entitled to repara- 
tion of $44 with interest. 


Ground Barite 


No. 30513, Ground Barite (Barytes), 
Ark., Mo., and Ga., to Louisiana. By 
Examiner C. W. Griffin. Recommends 
finding that a proportional rate of $3.50 
a ton on ground barite from Cartersville, 
Ga., to New Orleans, insofar as it applies 
for hauls over routes of 558 miles and 
less, is, and that the proportional rates 
under consideration from the Arkansas 
and Missouri origins to New Orleans and 
subports are, just and reasonable and 
otherwise lawful; and that the propor- 
tional rate from Cartersville to New Or- 
leans is not shown just and reasonable 
insofar as it applies over routes longer 
than 558 miles. 


Ingot Molds 


No. 29585, Vulcan Mold & Iron Co. v. 
Pennsylvania Railroad Co. et al. By Ex- 
aminer Timothy J. Lynch. Proposed that 
the Commission find inapplicable, rates 
sought to be collected on numerous car- 
loads of old worn out ingot molds having 
value for resmelting purposes only, 
shipped from Detroit and Port Huron, 
Mich., Dunkirk, Lockport, and Syracuse, 
N.Y., Huntington, W.Va., and New Bed- 
ford, Mass., to Latrobe, Pa., where the 
complainant manufactures and sells iron 
and steel articles. The examiner proposed 
a finding that the applicable rates were 
those contemporaneously in effect on in- 
got molds, used or new, in carloads, from 
and to the same points. He found the 
rates sought to be collected were unrea- 
sonable to the extent that they exceeded 
70 per cent of the rates in the basic scale 
prescribed in Iron & Steel Articles, 155 
I.C.C. 517, set forth in appendix F to the 
report in that proceeding, applied in the 
manner therein provided, and increased 
as subsequently provided. Shipments 
found undercharged. The examiner said 
the complainant: contended that since 
the molds were purchased as scrap iron 
and used solely as such, the scrap iron 
rate should apply. Division 3, however, 
he said, found in Vulcan Mold & Iron 
Co. v. Baltimore & O. R. Co., 259 I.C.C. 
138, that the applicable rate on such com- 
modity was the rate on ingot molds, new 
and used, and the finding was affirmed 
on reconsideration by the entire Com- 
mission. A like finding should be made 
in the instant case, he said. 


Truck Bodies 


No. 30675, Motor Power Equipment Co. 
v. Chicago & North Western Railway Co. 
et al. By Examiner Timothy J. Lynch. 
Proposed that the Commission find in- 
applicable rates charged on one carload 
of stake truck bodies weighing 26,900 
pounds and five carloads of panelette 
delivery unit truck bodies with shipping 
weights ranging from 4,000 to 6,020 
pounds, transported from DeKalb, IIl., to 
St. Paul, Minn., February 1, 1948-March 


.19, 1948, in or on open top cars. Further 


proposed that the Commission find that, 
subject to a general increase of 20 per 
cent authorized December 29, 1947, ap- 
plicable rate on stake truck bodies was 
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56 cents a 100 pounds, minimum 30,000 
pounds, and applicable rate on panelette 
delivery truck bodies was 123 cents, mini- 
mum 12,000 pounds. Award of reparation 
recommended. The examiner said the 
stake truck bodies were charged a col- 
umn-35 rate of 56 cents, minimum 40,000 
pounds; four shipments of panelette de- 
livery truck bodies were charged a second 
class rate of 127 cents, minimum 20,000 
pounds, except that on one of the four 
shipments a minimum of 17,200 pounds 
was used; and a fifth shipment of these 
bodies was charged a column-70 rate of 
113 cents, minimum 16,000 pounds. 


Freight Automobile Bodies 


No. 30563, Milner Export & Trading 
Co., Inc., v. Chicago, Burlington & 
Quincy Railroad Co., et al. By Exami- 
ner Joseph O. Rock. Recommends find- 
ing class rate $3.73 a 100 pounds, mini- 
mum 20,000 pounds, on ‘shipment of 
freight automobile bodies purchased as 
war surplus, from Pasco, Wash., to Jack- 
son, Miss., not shown to have been un- 
reasonable or otherwise unlawful. Com- 
modity rates insofar as they exceeded 
$2.22 to Memphis, Tenn., and New Or- 
leans, La., and $2.31 to Jackson, minima 
50,000 in cars not over 40 ft. 7 in. in 
length and 65,000 pounds in larger cars, 
should be found unreasonable, the ex- 
aminer said, and that reparation of $3,- 
497.58 with interest should be awarded. 


Dumping Bodies 


No. 30716, Motor Power Equipment Co. 
v. Chicago, Burlington & Quincy Rail- 
road Co. By Examiner H. A. Downs. 
Proposed that the Commission find in- 
applicable, rates charged on three car- 
load shipments of steel auto dumping 
bodies with dumping devices and at- 
tached parts, moving from Streator, II1., 
to Minnesota Transfer, Minn., between 
August 16 and October 20, 1946. Further 
proposed, finding that applicable rate 
was all-freight rate of 41 cents a 100 
pounds, minimum 40,000 pounds. Award 
of reparation proposed. The examiner 
said the defendant collected charges at 
a rate of 51 cents, based on a column-35 
rating, minimum 30,000 pounds, provided 
in item 5170 of Agent L. E. Kipp’s ex- 
ceptions tariff I.C.C. No. A-3596. 


Cattle 


No. 30695, J. C. Rogers v. New York 
Central Railroad Co. et al. By Examiner 
Sterling Lee. Proposed that the Com- 
mission find inapplicable, rates charged 
on one carload of 36 head of cattle 
shipped October 17, 1947, moving from 
Paris, Ky., to East Buffalo, N.Y., origi- 
nally consigned at Paris to Cleveland, 
O., and diverted in transit to New 
Carlisle, O., where, on October 20, 1947, 
it was rebilled to East Buffalo. Further 
recommended that the Commission find 
that applicable rate on shipment via 
New Carlisle was a 67-cents-a-100-pound 
combination rate constructed on New 
Carlisle, and that applicable rate was 
not shown unreasonable. Award of 
reparation proposed. The examiner said 
charges were collected on a combination 
rate of 68 cents constructed on New 
Carlisle applied to actual weight. The 
consignee at New Carlisle, acting as 
complainant’s agent, attempted to pro- 





test a joint commodity rate of 49 cents 
for carload shipments of cattle moving 
from Paris to East Buffalo, when rebill- 
ing the shipment to East Buffalo, a move- 
ment that required a 14-mile back-haul 
to Springfield, O., the examiner said. 


Iron, Steel Materials 


No. 30517, International Derrick & 
Equipment Co. v. Pennsylvania Railroad 
Co. et al. By Examiner H. A. Downs. 
Proposed that the Commission find in- 
applicable, rates sought by defendants 
in a civil action against complainant, 
involving additional charges sought to 
be collected on certain carload and less- 
than-carload shipments of iron and steel 
building construction materials trans- 
ported from complainant’s plant at 
Columbus, O., to New York and Cherry 
Valley, N.Y., Waco and Odessa, Tex., 
North Little Rock, Ark., and Toledo, O., 
between January 21, 1948, and February 
15, 1949. Further proposed that the 
Commission find that rates used in com- 
puting the charges collected were the 
applicable rates, and that balance due 
bills issued by the defendants should be 
canceled. The examiner also proposed 
that rate charged on iron and steel arti- 
cles included in shipment to Toledo, 
February 15, 1949, be found inapplicable. 
Award of reparation proposed in that 
instance. The examiner said the com- 
plainant was of the opinion that charges 
for shipment of the fabricated articles 
which were described individually on the 
bills of lading should be based on ratings 
provided for those specific articles in 
the classification. It was on that basis 
that charges were paid by the complain- 
ant, he said. The railroads sought to 
collect alleged undercharges of $1,- 
000.66, he said. 


MOTOR RECOMMENDED REPORTS 


Recommended orders in these reports 
become effective at expiration of 20 days 
from date of service of reports (25 days 
if general office of a party to a proceed- 
ing, or the office of the petitioner repre- 
senting him, is located at or west of El 


Paso, Tex., Salt Lake City, Utah, or 
Helena, Mont.) unless exceptions have 
been filed within the 20-day period, or 
the order has been stayed or postponed 
by the Commission. 

State in which applicant for certificate 
license or permit has home Office is shown 
below in “black face” type, with name 
of town or city following. 





Rayon Tire Cord Yarn 


I. and S. M-3636, Tire Cord Yarn, 
Ampthill, Va., to New Bedford, Mass. 
By Examiner Henry C. Lawton. Recom- 
mended that Commission order vacation 
of order of suspension and discontinue 
proceeding on finding just, reasonable, 
and otherwise lawful, proposed estab- 
lishment of joint commodity rate of 91 
cents a 100 pounds, on rayon tire cord 
yarn, on beams, loose, minimum 30,000 
pounds, from Ampthill, Va., at New Bed- 
ford, Mass. The examiner said that by 
schedules filed to become effective De- 
cember 30, 1950, and later, Brooks Trans- 
portation Co., Inc., and four other motor 
common carriers, parties to tariffs of the 
Middle Atlantic States Motor Carrier 
Conference, Inc., agent, proposed the 
rate through independent action. On 
protest of the conference, operation of 
the schedules was postponed until July 
29. He said the proposed rate was amply 
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compensatory and there was no basis in 
the record for concluding it would be 
preferential of Ampthill or prejudicial] 
to any other point. There were no pro- 
ducers of rayon yarn at Richmond, Va., 
and the only other nearby producers 
shown of record were at Front Royal 
Va., and Lewiston, Pa., he said. The Ex- 
aminer added that the proposed rate 
was reasonably related to rates from 
those points and to rates from the com- 
petitive producing points of Cleveland 
and Painesville, O. He said it did not 
appear that the rate structure would be 
adversely affected if the suspended rate 
was permitted to become effective. 


Certificates—Licenses—Permits 


California (Los Angeles (Vernon))— 
MC-75812, Sub. 101, Lang Transporta- 
tion Corporation, Extension—Woods 
Cross, Utah. Certificate proposed. Pe- 
troleum and petroleum products, in bulk, 
in tank vehicles, from Salt Lake City, 
Utah, and points within 10 miles thereof, 
to points in Calif., and contaminated 
and returned shipments of the same 
commodities in the reverse direction, over 
irregular routes. 


California (San Francisco)—MC-151l, 
Sub. 85, Pacific Greyhound Lines, Exten- 
sion—California Routes. Certificate pro- 
posed. Passengers, baggage, express, mail 
and newspapers between specified points 
in Calif., over described routes, subject 
to conditions. 


California (San Pablo) — MC-107028, 
Sub. 21, Acme Transportation, Inc., Ex- 
tension—Sacramento, Calif. Certificate 
proposed. Petroleum, petroleum prod- 
ucts, and liquid asphalt, in bulk, in tank 
vehicles, from a described area in Calif, 
to Curry county, Ore., over irregular 
routes, subject to cancellation of certifi- 
cates in MC-107028 Sub. Nos. 16 and 19. 


Canada (Edmonton, Alberta) — MC- 
111088, Sub. 1, Amalgamated Motor 
Trucks, Ltd., contract carrier. Denial 
of permit proposed. Farm machinery 
and equipment, set up and assembled, 
and parts thereof, in truckloads, without 
transfer of lading, from Waterloo and 
Dubuque, Ia., and Moline, IIl., to Sweet- 
grass, Mont., for export to Canada, and 
manure spreaders and levelers, set up and 
assembled, and parts thereof, in truck- 
loads, without transfer of lading, from 
Sweetgrass to points in Mont., Ida., Wyo., 
N.D., and S.D., when imported from 
Canada, over irregular routes. 


Colorado (Grand Junction)—MC- 
112337, Sub. 1, T. J. Warren, common 
carrier, embracing MC-112500, Sub. 1, 
Earl E. Stuller, common carrier. Certifi- 
cate proposed. Uranium and vanadium 
ores, in bulk, over irregular routes, from 
and to described points in Colo., and 
Utah. 


District of Columbia (Washington) — 
MC-105225, Sub. 4, Service, Incorporated, 
Extension—Alternate Route. Certificate 
proposed. General commodities, with ex- 
ceptions, over described regular routes 
in Md., Pa., Va., W.Va., and N.J., serv- 
ing no intermediate points, as alternate 
routes for operating convenience in con- 
nection with applicant’s presently au- 
thorized regular route operations, and 
serving named terminal points except 
Baltimore, Philadelphia and Huntington, 
only for the purpose of joinder routes, 
subject to all restrictions applying t0 
authority granted to applicant in certifi- 
cates Nos. MC-105225 and MC-105225, 
Sub. 3. 

Georgia (Savannah)—MC-108682, Sub. 
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May.26, 1951 


1, Atlantic Stages, Inc., Extension—Mil- 
len, Ga. Certificate proposed. Passen- 
gers, baggage, mail, express and news- 
papers between Eden and Millen, Ga., 
over Ga. highway 167 serving all inter- 
mediate points. 

Idaho (Heyburn)—MC-112504, Leo J. 
Handy, common carrier. Certificate pro- 
posed. Cement, from Lime, Ore., and 
points within 5 miles thereof, to points 
in specified counties in Ida., wooden 
fence posts, lumber and millwork from 
specified points in Ore., to points in spe- 
cified counties in Ida., and damaged, de- 
fective, and returned shipments of the 
aforementioned commodities from the 
destination points to the origin points, 
over irregular routes, subject to request 
for cancellation of permit in MC-108173. 


Idaho (Pocatello)—MC-263, Sub. 49, 
Garrett Freight Lines, Inc., Extension— 
Rock Springs, Wyo. Certificate proposed. 
General commodities, with exceptions, 
between Montpelier, Ida., and Rock 
Springs, Wyo., over described routes, 
serving all intermediate points and the 
site of the San Francisco Chemical Co. 
plant near Leaf, Wyo., and the plant 
of West Vaco Chemical Co. adjacent to 
US. highway 30N or US. highway 30 
at a point situated between Granger and 
Green River, Wyo., as off-route points, 
subject to condition that service is re- 
stricted to traffic originating at or des- 
tined to Pocatello, Ida. 


Illinois (Belleville)—-MC-104654, Sub. 
76, Commercial Transport, Inc., Exten- 
sion—Louisville, Ky. Certificate pro- 
posed. Aviation fuels, from Roxana, II1., 
and points within 5 miles thereof, to the 
sites of the Stanford field air force base 
and Godman field air force base, located 
approximately 34 and 43 miles, re- 
spectively, southwest of Louisville, Ky., 
over irregular routes. 


Illinois (Belleville)—-MC-104654, Sub. 
75, Commercial Transport, Inc., Exten- 
sion—Whiting, Ind. Certificate proposed. 
Aviation fuels, East Chicago, Ind., to the 
site of the Chanute field air force base 
near Rantoul, IJl., over irregular routes. 


Illinois (Belleville)—-MC-104654, Sub. 
73, Commercial Transport, Inc., Exten- 
sion—East St. Louis, Ill. Denial of cer- 
tificate proposed. Petroleum and pe- 
troleum products, in bulk, in tank ve- 
hicles, from East St. Louis, Canokia, and 
Roxana, Ill., and points within 5 miles 
of each, to Rosecrans Field near St. 
Joseph, Mo., and rejected shipments on 
return, over irregular routes. 

Indiana- (Indianapolis) — MC-108298, 
Sub. 10, Ellis Trucking Co., Inc., Exten- 
sion—Memphis Commercial Zone. De- 
nial of certificate proposed. General 
commodities, with exceptions, serving 
points within the Memphis, Tenn., com- 
mercial zone, as intermediate and off- 
route points in connection with presently 
authorized regular-route operations to 
and from Memphis. 

Iowa (Creston)—MC-102021, Sub. 4, 
Geo. T. Cornelison, Extension—Malt Bev- 
erages. Certificate proposed. Malt bev- 
erages, Milwaukee, Wis., to Creston, Ia., 
and empty malt beverage containers on 
return, over irregular routes. 

Iowa (Wright)—MC-112609, Frank T. 
Hyett, Common Carrier. Denial of cer- 
tificate proposed. Petroleum and petro- 
leum products, in barrels, containers, 
boxed or otherwise contained for ship- 
ment, Omaha, Neb., to Wright, Ia., and 
Points within 30 miles of Wright; re- 
jected shipments and empty containers, 
on return. 

Maine (Brunswick)—MC-109495, Sub. 
3, Brunswick Transportation Co., Inc., 





Extension—Portland, Me. Denial of cer- 
tificate proposed. Passengers and their 
baggage between Falmouth and Port- 
land, Me., and between junction of East 
Bridge Street and U.S. highway 302 
(Westbrook) and junction U.S. highway 
302 and Reed Street (Westbrook), over 
specified routes, serving intermediate 
points, except no passengers to be picked 
up between Monument Square and River- 
ton Bridge for delivery to points between 
Monument Square and Riverton Bridge. 


Maine (Liberty)—MC-110524, Sub. 7, 
Richard F. Edgecomb, Extension—Con- 
necticut. Certificate proposed. Lumber, 
Belfast, Me., and points within 5 miles 
thereof and those in Knox county, Me., 
to points in Conn., and R.I., over irreg- 
ular routes, traversing Mass., N.H., and 
Vt., for operating convenience. 


Maryland (Forest Hill)—-MC-112191, 
Sub. 1, Ernest Warfield, common carrier. 
Certificate proposed. Burned lime, in 
bulk, from Woodsboro, Md., and points 
within 2 miles thereof, to points in 
Del., and pulverized limestone, in bulk, 
from Thomasville, Pa., to points in Del., 
and those in Baltimore, Caroline, Har- 
ford, Kent, Queen Anne, and Talbot 
counties, Md., over irregular routes. 


Minnesota (Chaska)—MC-111938, Sub. 
1, Gilbert Neutgens, dba Chaska Trans- 
fer, Extension—Malt Beverages. Denial 
of permit proposed. Malt beverages, St. 
Louis, Mo., to Skakopee, Mich., and 
empty containers in the reverse direc- 
tion, traversing Iowa for operating con- 
venience, over irregular routes. 


Minnesota (Minneapolis) — MC-1509, 
Sub. 94, Northland Greyhound Lines, 
Inec., Extension—Camp McCoy, Wis. 
Certificate proposed. Passengers, baggage, 
express, mail and newspapers between 
Sparta, Wis., and junction U.S. highway 
12 and Wis. highway 21, north of Tomah, 
Wis., over Wis. highway 21, serving all 
intermediate points. 

Minnesota (Minneapolis) — MC-1509, 
Sub. 93, Northland Greyhound Lines, Inc., 
Extension—Seasonal Operation, Wiscon- 
sin Points. Certificate proposed. Passen- 
gers, baggage, express, mail and news- 
papers, in seasonal operations extending 
from June 1 to September 25, both dates 
inclusive, of each year, between Siren, 
Wis., and Superior, Wis., over Wis. high- 
way 35, serving all intermediate points. 

Minnesota (Worthington)—MC-112686, 
Lawrence Cooper, dba The Cooper Co., 
Contract Carrier. Permit proposed. Malt 
beverages from St. Louis, Mo., to Owat- 
onna, and Red Wing, Minn., and empty 
containers of malt beverages in reverse 
direction; irregular routes; conditioned 
on applicant maintaining separate ac- 
counting systems for private and for-hire 
carrier operations, and not at the same 
time and in same vehicle transporting 
property both as private carrier and 
as carrier for-hire. 

Missouri (Hannibal)—MC-105407, Sub. 
7, Hannibal-Quincy Truck Lines, Inc., 
Extension—Connecting Routes. Denial 
of certificate proposed. General com- 
modities, with exceptions, between Ot- 
tumwa, Ia., and Lancaster, Mo., and be- 
tween junction Mo. highway 6 and USS. 
highway 63 and La Plata, Mo., over U.S. 
highway 63, serving no intermediate 
points. 

Missouri (Kansas City)—MC-43215, 
Sub. 28, Boyd Truck Lines, Inc., Exten- 
sion—Emporia, Kan. Denial of certifi- 
cate proposed. General commodities, 
with exceptions, serving Emporia, Kan., 
as an intermediate point, without re- 
striction, in connection with presently 
authorized regular-route operations be- 
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tween Kansas City, Mo., on the one hand, 
and Liberal, Hutchinson, and Wichita, 
Kan., on the other. Applicant, according 
to the report, is presently authorized in 
MC-43215 to serve Emporia as an inter- 
mediate point, restricted to delivery only, 
in connection with its operations between 
the aforementioned points. 


Mississippi (Jackson) —MC-111159, Sub. 
2, Petroleum Transporters, Ltd., Exten- 
sion—Meridian. Certificate proposed. 
Refined petroleum products, in bulk, in 
tank trucks, Meridian, Miss., to points 
in Ala., within 175 miles of Meridian, 
over irregular routes, with no transporta- 
tion for compensation on return. 

Mississippi (Meridian) — MC-104683, 
Sub. 13, L. L. Majure and Jo. M. Majure, 
dba L. L. Majure, Extension—Meridian. 
Certificate proposed. Petroleum products, 
in bulk, in tank vehicles, Meridian, Miss., 
to points in Ala., within 175 miles of 
Meridian, Miss., except Aliceville, De- 
mopolis, Eutaw, Kennedy, Linden, Liv- 
ingston, Marion, Selma, Uniontown and 
York, Ala., over irregular routes, with 
no transportation for compensation on 
return. 


Nebraska (Omaha)—MC-105807, Sub. 
9, Red Ball Transfer Co., Extension— 
Denison-Onawa Alternate Route. Cer- 
tificate proposed. General commodities, 
with exceptions, between Denison and 
Onawa, Ia., over a described alternate 
route in .connection with applicant’s 
presently authorized operations, serving 
no intermediate points and with service 
at Denison restricted to joinder only 
in connection with applicant’s author- 
ized routes. 


New York (Newark)—MC-74846, Sub. 
19, Lewis G. Johnson, Extension— 
Paulsboro, N.J. Certificate proposed. 
Fertilizer, Paulsboro, N.J., to points in 
Steuben, Cortland, Allegany, Wayne, 
Cayuga, Yates, Ontario, Seneca, Monroe, 
Orleans, Erie, Genesee, Livingston, 
Oswego, Onondaga, Niagara and Wyo- 
ming counties, N.Y., over irregular 
routes. 


New York (New York)—MC-112648, 
David Miller, dba Miller’s Rapid Delivery 
Service, Contract Carrier. Denial of per- 
mit proposed. Radio and television sets 
and materials and supplies used in the 
manufacture thereof, between New York, 
on one hand, and, on other, Elizabeth, 
N.J.; irregular routes. 


North Carolina (Biltmore)—MC-4978, 
Sub. 8, George Washington Anderson, 
dba Anderson Transfer Co., Extension— 
Tampa, Fla. Certificate proposed. Lum- 
ber, from Asheville, N.C., and points 
within 5 miles thereof, to Baltimore, Md., 
Washington, D.C., Philadelphia, Pa., New 
York, N.Y., and points in the commercial 
zones of each of those cities, canned 
foods, from Jefferson City, Newport, 
Sevierville and Tellico Plains, Tenn., to 
points in Ga., and Fla., canned citrus 
fruit products, from Tampa, Fla., to 
points in Tenn., Ky., Va., and D.C., and 
cannery supplies, materials and machin- 
ery, between Jefferson City, Newport, 
Sevierville and Tellico Plains, Tenn., on 
the one hand, and Tampa, Fla., on the 
other, over irregular routes. 


North Carolina (Hazelwood) — MC- 
106074, Sub. 6, Howell Bryson and R. L. 
Prevost, Jr.. dba B & P Motor Lines, 
Extension—Hagerstown, Md. Certificate 
proposed. Furniture, Hagerstown, Md., 
to points in Va., W.Va., N.C., S.C., Ga., 





































































































































































































































































































































































































































































































































































































































































































































































































“Because T.P.& W. by-passes big cities 
and avoids delay, it’s a favorite of traffic 
men for day-in, day-out ‘ordinary’ ship- 
ments,” say T.P.&W.’s Messing and 
Middleton. “But shippers are also dis- 
covering the advantages of T.P. & W. for 
loads that are ‘out of the ordinary’. 


“The Westinghouse generator we took to 
Peoria is a good example of that. This 
extra-heavy, extra-large shipment traveled 
safely and smoothly over our track. We 
have no tunnels or obstructions to worry 








about — our bridges are easily capable 
of carrying a load of this weight. And 
with no crowded terminals on our line, 
car switching is kept to a minimum. 
This means a careful, gentle journey 
for every load — from generators to 
television sets. 


“When you send out a shipment that's 
heavier than usual, bigger than usual 
or more fragile than usual — send it 
rolling swiftly and safely to its desti- 
nation via T.P. & W.” 
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You don’t do business with a TRAIN... 


... you do business with people, so meet George E. Messing 
and Walter E. Middleton, originators of this month’s adver- 


tisement. 


George Messing was born and educated in Iowa, later 
studying traffic and economics through the University of IIli- 
nois extension service. He has served with the Milwaukee 
Railroad, the Illinois Central Railroad and the Belt Railway 
Company of Chicago. Mr. Messing has been. General Agent 
for T.P. & W. at Pittsburgh for the past four years. 

Walter E. Middleton, a native of Pittsburgh, was employed 
by the Pennsylvania Railroad Traffic Department from 1942 
to 1949, including 2'% years in the U. S. Navy. He became 
T.P.&W.’s Traveling Freight Agent at Pittsburgh in 1950. 
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Tenn., Ala., Fla., and Miss., over irregu- 
lar routes. 

Ohio (Akron)—MC-2202, Sub. 67, Road- 
way Express, Inc., Extension—Memphis. 
Denial of certificate proposed. General 
commodities, with exceptions, serving 
points within 10 miles of Memphis. 
Tenn., as intermediate or off-route points 
in connection with applicant’s presently 
authorized regular-route operations be- 
tween Cleveland, O., and Memphis, Tenn. 


Oregon (Portland)—MC-70393, Sub. 12, 
L. V. Smart and C. F. Corbett, dba Serv- 
ice Auto Freight Co., Extension—Beaver 
Ammunition Dump. Certificate pro- 
posed. General commodities, except 
liquids, in bulk, in tank vehicles, serving 
the site of the Beaver ammunition dump 
and cantonment located approximately 
4 miles northwest of Clatskanie, Ore., as 
an off-route point in connection with 
applicant’s presently authorized regular 
route operations in MC-70393 and subs 
thereunder. 


Oregon (Portland)—MC-42487, Sub. 
241, Consolidated Freightways, Inc., Ex- 
tension—Tremonton, Utah. Certificate 
proposed. General ‘commodities, with 
exceptions, between Pocatello, Ida., and 
junction U.S. highways 191 and 30 near 
Tremonton, Utah, serving no interme- 
diate points, restricted to traffic origi- 
nating at, destined to, or interchanged 
at points on applicant’s lines west of 
Pocatello, Ida., on the one hand, and, 
on the other, points on applicant’s line 
between Tremonton and Salt Lake City, 
Utah. The authorization, to the extent 
it duplicates any heretofore granted ap- 
plicant, is not to be construed as con- 
ferring more than one operating right. 

Oregon (Portland)—MC-112412, Sub. 
1, Pacific Produce Transport Co., com- 
mon carrier. Denial of certificate pro- 
posed. Fruit and produce and wooden 
shingles, in bundles, between points in 
specified counties in Wash., and Ore., on 
the one hand, and points in San Fran- 
cisco, Los Angeles, and Orange counties, 
Calif., on the other, over irregular routes. 

Pennsylvania (Bristol) — MC-39491, 
Sub. 4, Neibauer Bus Co., Extension— 
Trenton, NJ. Certificate proposed. 
Passengers and their baggage, over 
specified routes, between Philadelphia, 
Pa., and Trenton, N.J., serving certain 
intermediate points. 


Pennsylvania (Chambersburg) — MC- 
112658, Edgar F. Wagner, Common Car- 
rier. Denial of certificate proposed. 
Passengers (employes of Fairchild Air- 
craft Corporation) between Chambers- 
burg, Pa., on one hand, and, on other, 
site of Fairchild plants at Hagerstown, 
Md., and Middleburg, Md. (otherwise 
known as State Line, Pa.), over “US. 
highway 11. 

Rhode Island (Providence) —-MC-15770, 
Sub. 2, John J. Affleck, dba Affleck’s 
Moving, Extension—Scarboro, Me. Cer- 
tificate proposed. Race track equipment 
between Scarboro, Me., Baltimore, Md., 
Boston and Revere, Mass., Salem, N.H., 
and Pawtucket and Lincoln, R.I., over 
irregular routes. 

South Carolina (Darlington) — MC- 
111745, Hazel Warr, dba Warr’s Coach 
Co.. common carrier. Denial of appli- 
cation for certificate proposed for want 
of prosecution. Passengers and their bag- 
gage in charter and special operations 
between points in Darlington county, S.C., 
on the one hand, and, on the other 


points in Fla., Ga., Tenn., N.C., Va., and 
D.C., over irregular routes. 


Texas (Dallas)—MC-30165, Sub. 59, 
English Freight Co., Extension—Plant 
Sites. Certificate proposed. General 
commodities, with exceptions, serving 
the site of the Columbian Carbon Co., 
near Fairbanks, Tex., as an off-route 
point in connection with applicant’s 
presently authorized regular-route opera- 
tion over US. highway 290 between 
Houston and Austin, Tex., in certificate 
MC-30165 dated April 29, 1949, and 
serving the site of the Columbian Car- 
bon Co., near Conroe, Tex., as an off- 
route point in connection with appli- 
cant’s presently authorized regular- 
route operations between Houston, Tex., 
and Tulsa, Okla., over U.S. highway 175 
via Dallas, Tex., in certificate MC-30165. 


Texas (Fort Worth)—MC-1968, Sub. 55, 
David C. Hall, dba D. C. Hall Motor 
Transportation, Extension — Jackson 
Commercial Zone. Denial of certificate 
proposed. Dangerous explosives, and gen- 
eral commodities, with exceptions, serv- 
ing points in the Jackson, Miss., com- 
mercial zone, as intermediate and off- 
route points in connection with presently 
authorized regular-route operations at 
Jackson, Miss. 

Texas (Houston)—MC-1124, Sub. 62, 
Herrin Transportation Co., Extension— 
Jacksonville, Fla. Certificate proposed. 
General commodities, with exceptions, 
between Jacksonville, Fla. and New 
Orleans, La., over U.S. highway 90, serv- 
ing described intermediate points in Fla., 
subject to restriction that no traffic shall 
be transported from Jacksonville to 
Marianna, Fla., and points intermediate 
thereto or interchanged at such inter- 
mediate points. 

Texas (Houston)—MC-1124, Sub. 95, 
Herrin Transportation Co., Extension— 
Memphis Commercial Zone. Denial of 
certificate proposed. General commodi- 
ties, with exceptions, serving the Dupont 
plant, located approximately 6 miles 
north of Memphis, Tenn., and points in 
the Memphis, Tenn., commercial zone, 
as intermediate and off-route points in 
connection with presently authorized 
regular-route service to and from Mem- 
phis. 

Utah (Blanding)—MC-112032, Sub. 1, 
Jesse Johnson & Sons, common carrier, 
embracing MC-112076, Sub. 1, Glen 
Palmer, Same; MC-112079, Sub. 1, Lark 
L. Washburn, Same; MC-112080, Sub. 
1, Calvin Black, Same; and MC-112083, 
Sub. 1, Steve L. Hazlewood, Same. Cer- 
tificates proposed. Uranium and vana- 
dium ores, in bulk, over irregular routes, 
from points in San Juan county, Utah, 
to Naturita, Durango, and Uravan, Colo., 
and Thompsons, Utah. 

Utah (Salt Lake City) -MC-33641, Sub. 
13, Interstate Motor Lines, Inc., Exten- 
sion—Elko, Nev. Certificate proposed. 
Dangerous explosives, between Elko, Nev., 


and South San Francisco, Calif., from - 


Elko over U.S. highway 40 to San Fran- 
cisco, thence over U.S. 101 (by-pass) 
to South San Francisco, and return, 
serving all intermediate points in Calif., 
and the off-route points of Crockett, 
Martinez, Richmond, Alameda, San 
Leandro, Nitro, and Giant, Calif., sub- 
ject to restrictions. Service is to be 
limited to shipments moving between 
points east of Elko, Nev., on the one hand, 
and, on the other, points in Calif., with 
service at Elko, restricted to joinder only 
in connection with applicant’s author- 
ized routes. 

Washington (Seattle)—-MC-88433, Sub. 
16, Dependable Auto Transport Co., Inc., 


TRAFFIC Wonr.p 


Extension—California. Certificate pro- 
posed. Trailers, trailer chassis, semi- 
trailers, semi-trailer chassis, other than 
those designed to be drawn by passen- 
ger automobiles, in initial movements, in 
truckaway service, from Seattle, Wash., 
to points in Calif., over irregular routes, 

Washington (Seattle) —-MC-55905, Sub. 
34, West Coast Fast Freight, Inc., Ex- 
tension—Explosives. Certificate _pro- 
posed. Dangerous explosives, over all 
routes, regular and irregular, and be- 
tween all points in Calif., Ore., Wash., 
Ida., and Mont., which applicant is now 
authorized to transport general com- 
modities, with exceptions, including 
dangerous explosives in certificates issued 
in MC-55905 and active subs thereunder. 

West Virginia (Fairmont)—MC-96324, 
Sub. 1, Walter P. Thompson, dba Gen- 
eral Delivery and Transfer, Extension— 
Glass Products. Certificate proposed. 
Glass containers, fibreboard boxes, and 
wooden bottle carriers, Fairmont, W.Va.. 
to points in N.Y., N.J., Md. (except Balti- 
more) and Pa., over irregular routes. 

Wisconsin (Grantsburg) — MC-89310 
Sub. 2, Russell Swenson, Extension— 
General Commodities. Certificate pro- 
posed. Fertilizer, seeds, and farm ma- 
chinery, between points in the towns of 
Grantsburg and Wood River, Burnett 
county, Wis., on the one hand, and, on 
the other, points in the Minneapolis-St. 
Paul, Minn., commercial zone, over ir- 
regular routes. 


Commodity Testimony Not 
Restricted at Regional 
Hearings in Ex Parte 175 


The Commission’s regional hear- 
ings in Ex Parte 175, and Sub. 1, 
Increased Freight Rates and Charges, 
1951, will not be restricted to testi- 
mony on particular commodities, it 
was said at the Commission on 
May 23. 


The Commission’s notice with respect 
to these hearings had specified that at 
the Chicago hearing to be held at the 
Congress hotel June 11, the parties were 
to present evidence with respect to lum- 
ber and products of forests, livestock and 
products of animals, grain and grain 
products (T.W., May 19, p. 59). 


; Similarly, with respect to the Wash- 
ington, D.C., hearing of June 18, the 
notice said it would be mainly for receiv- 
ing evidence with respect to coal or coke, 
and non-ferrous metals. 


At the Commission it was said that 
although it was desired to receive, as 
far as possible, shippers’ testimony on 
the commodities mentioned in the hear- 
ings as specified, shippers could, however, 
present testimony on other commodities 
and subjects at these hearings. There 
would be testimony on coal at Salt Lake 
City, Utah, and on grain at Portland, 
Ore., for example, it was said. 


It was also said at the Commission 
the the final hearing in Washington on 
June 25, would be for receipt of testi- 
mony:of government agencies and rebut- 
tal by railroad petitioners. 

The Commission’s notice requesting 
parties who expected to participate in 
the regional hearings to notify the Com- 
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mission by June 1 as to such expected 
participation, had resulted in the receipt 
of numerous letters, it was said at the 
Commission. 

These would be tabulated and made 


public soon after June 1, it was said, so 
that a list of parties and the hearings 
in which they would participate would 
be available for the information of par- 
ticipants and others. 





Rails Complete Testimony in Support 
Of 15 Per Cent Freight Rate Increase 


Many Railroad Presidents and Operating Officials Tell Commission 


That Increase is Necessary to Overcome Increased Operating Costs. 


Government Witnesses Say Rails Underestimate Future Prospects. 


As hearing in Ex Parte 175, and 
Sub. 1, Increased Freight Rates and 
Charges, 1951, went into its fourth 
day at Washington, D. C., before divi- 
sion 2 of the Commission (T. W., May 
19, p. 23), assisted by a three-man 
committee made up of members of 
state commissions, it was decided 
that it should be expedited by “split- 
ting” the hearing into three sections. 


Commissioner Mahaffie continued to 
hear the testimony of the eastern rail- 
roads; Chairman Splawn was to hear the 
testimony of the western railroads, and 
Commissioner Alldredge that of the 
southern carriers. 


The proceeding involves a petition of 
the railroads, freight forwarders, and 
certain water carriers for an increase of 
15 per cent in freight rates and charges. 
The railroads first asked, in January, for 
a 6 per cent increase, and moved that it 
be granted them on an emergency in- 
terim basis. The Commission permitted 
increases of 4 per cent in the east, two 
per cent in the south and west, and 
interterritorially. Those increases went 
into effect generally on April 4. In the 
meantime, the railroads amended their 
petition to ask for a 15 per cent increase, 
based on added wage and materials and 
supplies costs. 

The hearings in Washington began 
May 14. They will be followed by re- 
gional hearings, and by two hearings in 
Washington, one on coal and coke, the 
other to permit the government agencies 
opposing the increases to present their 
case, and to receive rebuttal evidence by 
the railroads. The latter hearing will 
be followed immediately by argument 
(T. W., May 19, p. 58). 


Railroad Officials Testify 

The railroads planned to call 35 of- 
ficials, among them 15 rail presidents 
and the head of the Missouri Pacific. A 
few of them had been heard and cross- 
examined, mostly by attorneys for gov- 
ernment agencies, when it was decided to 
Split the hearing. 

The government attorneys sought to 
have barred certain pages of an exhibit 
showing, among other things, traffic, ex- 
pense, and revenue estimates of the rail- 
roads, compiled by Dr. Julius H. Parme- 
lee, vice-president, and head of the Bu- 
reau of Railway Economics, of the As- 
sociation of American Railroads. The 
attorneys contended that Dr. Parmelee’s 
figures, based on estimates furnished by 
34 railroads, were “hearsay.” 

They also sought to have the working 
Papers of the various railroads made 
available for examination. It was agreed 
that underlying reports from freight 





agents of the Milwaukee Road would be 
furnished if they could be found. 


When Walter S. Franklin, president of 
the Pennsylvania, was on the witness 
stand, counsel for the Pennsylvania in- 
dicated that there would be a witness 
who would testify in detail as to the 
data furnished Dr. Parmelee for his com- 
pilation. This was the situation also 
with reference to the New York Central. 


New York Central 


Gustav Metzman, president of the New 
York Central, said that railroad’s wage 
bill had increased more than $4,000,000 
a month as compared with last year, 
whereas, he said, the interim freight rate 
increase was vielding only about $1,250,- 
000 additional revenue a month. He as- 
serted that the interim increases had 
not enabled the road to keep even with 
the increased operating expenses en- 
countered since January 1, “let alone 
offset wage and price increases previously 
encountered.” 


Mr. Metzman said that capital expen- 
ditures for equipment should be about 
$74 million a year for the next five years 
and that “in the interests of both stock- 
holders and shippers we should be per- 
mitted to have a level of rates that will 
encompass the full program.” He said 
the railroads must have reasonably good 
earnings, and said Central’s average rate 
of return for the 1946-1950 period was 
only 1.67 per cent. 


“Common prudence would seem to re- 
auire that earnings in these times should 
be high enough to insure transportation 
capacity that will enable the railroads to 
meet national emergencies,” Mr. Metz- 
man said. 


Lackawanna & Western 


William White, president of the Dela- 
ware, Lackawanna & Western Railroad, 
said that adequate revenues over a pe- 
riod of years were essential if the rail- 
roads were to carry on a continuous im- 
provement with resulting operating effi- 
ciency and economy. 

“What we are asking for in increased 
rates is, in my opinion, inadequate for 
the great rank and file of the railroads, 
and for the Lackawanna as one of them,” 
he said. “If a company at the start is 
earning a fair return, it can be kept in 
that condition by matching increased 
costs with increased revenues, but most 
of the railroads were earning nowhere 
near a fair return before the cost in- 
creases to which they have been sub- 
jected. Therefore, merely matching in- 
creased costs is in fact wholly inade- 
quate. 

“Unregulated industries which fix their 
own prices and raise them whenever they 
have to incur substantial additional costs 
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make high profits on good business and 
see to is that they do so by their pricing 
policy. The result is that in periods of 
great volume greater profits are pro- 
duced.” 


Mr. White said that, even if the 15 
per cent increase was authorized and in 
effect for a full year, the rate of return 
would be 4.59 per cent which, he said, 
would be far from a six per cent return 
that was regarded as a minimum. This 
inadequate rate of return, he asserted, 
resulted from the constantly narrowing 
difference between what the railroads 
must pay for a unit of labor and a unit 
of materials and supplies and what they 
received for performing a unit of trans- 
portation service. 


He asserted that wages and the prices 
of materials and supplies had gone up to 
such an extent in two years that the 
annual operating costs of the Lacka- 
wanna had increased by $5,546,000, not 
yet met by increased rates or fares. 


Illinois Central 


Increased revenues would not come 
to the Illinois Central Railroad through 
greater freight traffic in 1951 and in- 
creased freight rates were therefore vital 
to that road, said Joseph L. Sheppard, 
assistant vice-president—traffic, of the 
EX. 


He said that much of the territory 
served by the railroad had _ passed 
through one of the most severe winters 
and backward springs in its history. 
This, coupled with late cultivation and 
seeding, indicated that the movement 
of agricultural crops would not be any 
better than in 1950, Mr. Sheppard said. 

He said the rearmament program held 
some prospects for increasing volume on 
the I.C., but that it was very uncertain 
as to when the movement would be in 
appreciable volume. He added that it 
did not now seem the volume would be 
available before late in the year or early 
next year. 

Mr. Sheppard said that, by taking the 
combined total of 624,000,000,000 ton- 
miles of intercity freight handled by 
trucks and railroads in 1949 as 100 per 
cent of the volume handled by both 
forms of transportation, and apportion- 
ing it between them on the basis of 
ton-miles handled, it would be found 
that the railroads had carried 85.4 per 
cent and the trucks 14.6 per cent. 


Baltimore & Ohio 


Roy B. White, president of the Balti- 
more & Ohio Railroad, asserted that that 
road was not taking in enough revenue 
to pay its operating expenses and the 
necessary capital costs to conduct its 
business properly. 

He said it would cost $66,100,000 more 
to operate the B. & O. this year than 
was required at labor rates and fuel and 
material prices at the July, 1949, level. 
He added that it would cost about $33,- 
800,000 more to operate.the railroad this 
year than in 1950. 

Mr. White asserted that the dieseliza- 
tion program on the B. & O. would pro- 
duce savings of about $30,000,000 on 
operations in 1951, but he added that the 
savings. would be wiped out by increases 
in expenses in this and subsequent years. 
He said the B. & O. should spend about 
$53,000,000 this year for road and equip- 
ment improvements, but that the capital 
improvement budget, based on estimated 
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earnings, would provide only $23,000,000. 
If the full 15 per cent increase was au- 
thorized, Mr. White said, there would be 
insufficient funds to take care of the 
capital inprovement program as the rail- 
road would have, on 1951 traffic volume, 
about $31,000,000 net income. He said 
that that amount would not take care 
of all improvements and that the entire 
net income could not be used for im- 
provements. 
Chicago & North Western 


The nation’s railroads would be forced 
to curtail their improvement programs 
and new equipment purchases unless they 
were assured the opportunity to increase 
their revenues, declared R. L. Williams, 
president of the Chicago & North West- 
ern Railway Co. 

He said that there had been on his 
railroad an “alarming disparity between 
income and expense items.” In the decade 
ending in 1950, Mr. Williams asserted, 
wage rates rose 113.5 per cent, material 
costs, 97.2 per cent, and fuel costs 135.5 
per cent, while revenue a ton-mile in- 
creased 23.6 per cent and revenue a 
passenger-mile increased 21 per cent. 

Mr. Williams said that buying new 
equipment at today’s prices, “whether 
for replacement in kind, or in improved 
form, such as diesel locomotives in dis- 
placement of steam power, creates two 
difficult problems from the standpoint of 
railroad income.” First, he said, was 
the problem of the excess of capital re- 
quired to buy new equipment over the 
money that had been, or was being 
realized through “depreciation charges 
on much less expensive equipment pur- 
chased in earlier years.” The second 
problem, he said, was that of meeting 
depreciation charges created by pur- 
chases of new equipment at inflated 
prices. He added: 

“The plain revenue need of the North 
Western and other railroads of the 
country includes, therefore, not only what 
is required to meet the greatly increased 
labor, material and fuel costs, but also 
funds adequate to meet greatly increased 
depreciation charges on new equipment 
and other property and to assist in 
financing its purchase.” 

Mr. Williams said that iron ore traffic 
by rail to the upper Lake ports had con- 
tributed less than other commodities to- 
ward meeting increased transportation 
expenses in recent years. Since War II, 
he said, line haul rates to the docks 
at Ashland, Wis., and Escanaba, Mich., 
had increased only 14.2 per cent, while 
the transportation of the same ore from 
the lower Lake ports to the steel mills 
on a comparable haul were now 56.68 
per cent higher than they were before 
July, 1946. He added that the contract 
rates of the boat lines carrying the same 
ore from the upper to the lower Lake 
ports showed that those water carriers 
now received 75 per cent more compen- 
sation for their services than they re- 
ceived in 1945. 

He said the lower Lake rail carriers 
and the boat lines were not being over- 
paid for their services, but that any 
withholding of increases in rates to 
upper Lake ports would “seriously aggra- 
vate the discriminatory and inequitable 
situation in which the North Western 
and other roads find themselves with 
respect to these rates.” 

L. L. Knight, comptroller of the Sea- 





board Air Line Railroad, said wages and 
materials would cost that road about 
$10,500,000 more in 1951 than in 1950, but 
he asserted that the recent interim in- 
crease would yield only about $1,500,000 
in additional revenue. 

After referring to plans to spend more 
than $45,000,000 for new equipment and 
other capital improvements in 1951, Mr. 
Knight, as indicating an increase in 
efficiency due to such expenditures, said 
that 114 traffic units were produced for 
each man-hour worked in 1940, compar- 
ing this with 234 traffic units in 1950, an 
increase of 130 per cent in productivity. 
He also compared the average tonnage 
carried on a freight car from 1936 to 
1939, which he said was 21.4 tons, with 
31 tons in 1950, and with an estimated 
increase to 32.4 tons in 1951. 

Mr. Knight said Seaboard had also 
concentrated on reducing deficits for 
passenger and allied service by reducing 
passenger-train miles, discontinuing un- 
remunerative passenger trains, and in 
other ways. As a result of those efforts, 
he said, Seaboard’s passenger deficit was 
brought below $5,000,000 in 1950, a large 
part of which, the witness said, was due 
to losses on express. 

Even with the economies Seaboard had 
achieved, and greater efficiency, Mr. 
Knight said, the rate of return on net in- 
vestment would amount to 3.26 per cent 
in 1951 under present conditions, and 
5.68 per cent if the 15 per cent increase 
was granted. 


Missouri Pacific 


P. J. Neff, chief executive officer of the 
Missouri Pacific Lines, said that the rail- 
road industry looked to the Commission 
to see that there were sufficient earnings 
that the railroads might do their part in 
the national security program. 


“The Missouri Pacific must have been 
very important to the national security,” 
said Mr. Neff, “as the Army, Navy, Air 
Force and ordnance people found our 
lines so strategically located and our 
service so necessary that in the last war 
they located 130 training bases, war 
plants, storage depots, air fields, etc., at 
points served exclusively by the Mis- 
souri Pacific and another 64 similar 
facilities at points served by the Mis- 
souri Pacific and other lines. These 
plants may again become the fountain- 
head of a large part of the most import- 
ant war supplies. 


“We believe it to be our primary re- 
sponsibility to point out to this Com- 
mission what is required to keep this 
plant functioning at maximum capacity 
to serve these war facilities and, under 
the law, we can look only to you to see 
that there are sufficient earnings to do 
our part of the job.” 


“It is unfortunate at the present time,” 
Mr. Neff said later, “that we continue to 
think and talk in terms of six per cent 
as a fair return on the railroad’s prop- 
erty to cover interest on borrowed capi- 
tal, replacement of cars, locomotives and 
many facilities which were constructed 
at a time when the cost was on the 
average 50 per cent of what it is at 
present, to say nothing of any return to 
the stockholders. 


“When there is a national emergency 
and airplanes, guns, tanks and ammuni- 
tion are bought, no one thinks of 
whether they provide a six per cent re- 
turn on their cost. Their purchase is 
simply a life and death matter to our 
country. As the railroads are of the 
highest importance in the national de- 
fense, it seems to me the question as to 
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whether the return is six per cent is 
secondary to the requirement that what- 
ever it takes to provide the standby serv- 
ice for the armed forces should be ex- 
pended just as we would buy other de- 
fense materials.” 


Reading Co. 


Revelle W. Brown, president of the 
Reading Railroad, said he was “alarmed” 
and “disturbed” by certain factors af- 
fecting the railroad industry. 

Explaining an exhibit which he offered, 
Mr. Brown said that, under “basis 1,” one 
of several bases used in estimating 1951 
revenue and expenses which included ex- 
isting rates until April 4 and the interim 
increases for the remainder of the year, 
and with non-operating employes’ in- 
creases, and what the so-called “Steel- 
man agreement” would give to operating 
employes, the following would result: 
Total operating revenues would increase 


$128,118,600, or a little less than $10,000,- 


000 over 1950. Total operating expenses 
would go to $109,547,000 in 1951 as com- 
pared with $93,530,278 in 1950. Net rail- 
way operating income would fall from 
$12,991,669 in 1950 (with a rate of return 
on investment of 3.58 per cent) to $8,- 
146,100 in 1951 (with a rate of return of 
2.14 per cent). He made similar compu- 
tations for the other bases on which 
1951 estimates were made. 

Mr. Brown then referred to a showing 
of revenues, expenses, and net income 
by five-year blocks from 1926 to 1950, 
with an estimate for 1951. Net railway 
operating income averaged, in the first 
five-year period, $17,598,895, with a 4.82 
per cent rate of return, and a net income 
of $14,511,211. He said the 1946-50 aver- 
age net railway operating income of 
$11,251,676, was the lowest for any five- 
year period since 1926, with $7,620,127 
average net income in that period lower 
than the 1926-30, and 1941-45 period. 
On “basis 3” which assumed permission 
to make the 15 per cent increase effective 
July 1, Mr. Brown said, the net in- 
come figure of $7,836,400 would be still 
“not too good.” 

As to those things which disturbed 
him, Mr. Brown referred to another 
sheet of his exhibit showing net railway 
operating income and net income ad- 
justed to 1935-1939 dollars; to another 
sheet showing the ratio of net earnings 
to total operating revenues; and to still 
another sheet showing the wages and 
payroll taxes paid for each dollar of 
revenue. These figures were also given 
— five-year blocks, beginning with 

Mr. Brown asserted that wages and 
payroll taxes had increased to the point 


where they would take more than 58 ° 


cents out of every dollar of revenue of 
the Reading Co., on the so-called “basis 
1,” for estimating 1951 revenues and ex- 
penses. 

In 1950, he said, wages and payroll 
taxes took 53.4 per cent out of each dol- 
lar of gross revenue. 

He also said that, with the introduc- 
tion of the ecalator clauses in wage 
agreements, a new element had been in- 
jected into the rail wage situation which 
required some change in the pricing of 
rail services so that there would not be 
too much of a lag between such increases 
and increased rates to meet the added 
costs. He said he did not have any an- 
swer for that situation, but added that 
it would continue to aggravate the 
situation. 

Robert S. Macfarlane, Northern Pa- 
cific Railway Co. president, said that 
lack of adequate railroad revenues was 
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attributable to a rate level that was al- 
together too low in relation to the de- 
valued dollar. 


He said the N.P. was handling sub- 
stantially more traffic now than it 
handled in 1928 when its earnings per- 
mitted a $5 a share dividend. In that 
year, he said, N. P. hauled 17,052,061,791 
net ton-miles of revenue freight. In 1950, 
he asserted, it hauled 11,271,924,000 net 
ton-miles of revenue freight, but that its 
revenues for that year permitted divi- 
dend payments of only $2 a share. 


“Tt cannot be seriously questioned,” 
he asserted, “that if railroad properties 
are to be adequate to meet the growing 
transportation needs of the commerce of 
the country and the national defense, 
earnings must be adequate, either to at- 
tract venture capital to provide neces- 
sary funds for improvements and en- 
largements of plant capacity, or to en- 
able the company to make necessary 
capital expenditures out of earnings after 
meeting fixed charges and paying rea- 
sonable dividends to the owners of its 
equity securities. 

“Since 1938 the general level of the 
Northern Pacific’s freight rates has been 
increased by only 52 per cent, whereas 
wages and material costs have more than 
doubled. In terms of commodities and 
services, freight rates are relatively lower 
today than in 1938.” 


Lehigh Valley 


C. A. Major, president of the Lehigh 
Valley Railroad, said that the railroads 
should have net railway operating income 
sufficient to provide funds for interest on 
debt, provide, with depreciation, funds to 
take care of capital improvements, and to 
pay a reasonable dividend to stockholders. 


Dividends, said Mr. Major, were some- 
thing that had often been overlooked. He 
said a return to the people who made 
financing possible was a matter of impor- 
tance as to whether the credit standing of 
the railroads was good or bad. 

In order to reach the three objectives 
he had mentioned, Mr. Major said, there 
must be an average return of 6 per cent 
to the railroad. That meant, he added, 
that in years of good business the return 
must be more than that because “it is 
going to be less in years of bad business.” 

Mr. Major said that 6 per cent on the 
Lehigh Valley investment would be $13,- 
500,000, but added that, in the four years 
of his presidency the average net railway 
operating income had been “only $6,900,- 
000,” and. the average rate of return 3.2 
per cent. In 1950, which Mr. Major said 
was considered a good year in the indus- 
try, the rate of return was 3.6 per cent. 
He also asserted that the railroad had not 
paid “a single dollar in dividends to its 
owners since January, 1932.” 

Asked about trends thus far in 1951, Mr. 
Major said an increase in operating rev- 
enues of 22 per cent was “almost neutral- 
ized” by a jump of 20 per cent in operat- 
ing expenses. In April, he added, operat- 
ing revenues were up 13 per cent whereas 
operating expenses were up 22 per cent 
compared with April, 1950, because April 
was the first month in which the full im- 
pact of wage increases had been felt. 

Government attorneys had asked 
earlier witnesses questions intended to 
develop the dollar value in savings flow- 
ing from improvements to railroad prop- 
erties and had been told it was difficult 
to place such a value on improvements 
because they were being made all the 
time, and resulted in continuing benefits. 

Mr. Major was asked by counsel for 
the railroad what efficiencies had been 


achieved since he became president of 
the Lehigh Valley. | 


The witness said that the railroad was 
completely dieselized except for one 
branch, and will be 100 per cent diesel- 
ized by October. That, he said, brought 
about a great deal of efficiency and 
economy. He said one index of operating 
efficiency was train-miles per train-hour, 
rising from 51,000 in 1946 to 63,000 in 
1950, showing, he asserted, heavy load- 
ing and fast loading. A constant effort 
had been made to bring about more ef- 
ficient use-of equipment and manpower, 
the witness continued, adding that in 
1946 the railroad had an average of 11,- 
440 employes, and, in 1950, an average of 
9,600, a reduction of almost 16 per cent. 
He added that there had been an in- 
crease of 28 per cent in April, 1951, as 
compared with 1946, in the cost for every 
1,000 traffic units. 


As to savings from dieselization, Mr. 
Major said the railroad placed orders for 
44 diesel locomotives in May, 1950, most 
of which had been delivered late in the 
year or in January, 1951. He said it was ex- 
pected to reduce costs by about one mil- 
lion dollars in 1951 under 1950, and he 
broke that saving down “roughly” as fol- 
lows: Fuel, $625,000; wages, $305,000; 
maintenance, $100,000. Mr. Major also 
said savings were expected from dieseli- 
zation of the branch he had mentioned 
of about $500,000 in 1951. He added that 
the railroad had 14 additional diesel 
units on order, on which it was expected 
there would be a saving of $300,000. The 
railroad’s program of car repairs and 
purchases of new cars, he said, would 
save $350,000, but he added that “those 
savings are far more than wiped out by 
the increase in wages and material 
costs.” 


Mr. Major said that in furnishing es- 
timates for Dr. Parmelee’s exhibit, it had 
been estimated, on the present rate level 
including the interim increase effective 
April 4, that the Lehigh Valley would 
have net railway operating income for 
1951 of $8,068,000, and a 3.25 per cent 
rate of return. In the light of the re- 
sults for the first four months of this 
year, he said, he feared that even that 
“low rate of return will not be realized 
on the present rate level.” He said it 
was now his opinion that if the present 
level was not raised, the 1951 rate of re- 
turn would be under 3 per cent. 


He asked that the entire 15 per cent 
increase be granted at the earliest pos- 
sible date. On an annual basis, he said, 
this would give a net railway operating 
income of $12,000,000, and a rate of re- 
turn of 5.1 per cent. 

“This is a step toward the 6 per cent 
level which I fully believe is necessary 
to insure an adequate rail transportation 
plant for the nation and to enable the 
railroads to perform satisfactorily what- 
ever service may be required of them,” 
Mr. Major asserted. 


Central of New Jersey 


Earl T. Moore, president of the Central 
Railroad of New Jersey, asserted that 
despite an increase of about 6 per cent 
in freight traffic in 1951, operating in- 
come of the railroad would decline from 
$5,818,000 in 1950 to an estimated $2,570,- 
000 in 1951 because of increased wages 
and prices of materials, if no further 
rate increase was granted. He said this 
would reduce the return on net invest- 
ment from slightly more than 4 per cent 
in 1950 to an estimated 1.55 per cent 
in 1951. 

He said these reductions would take 
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place in the face of an extensive capital 
improvement program on which, from 
1940 to 1949, he said, the railroad had 
spent $36,000,000, and should spend an 
average of $10,000,000 for the next five 
years. He added: 

“If the entire 15 per cent increase in 
freight rates had been in effect for the 
entire year of 1951 and the rates were 
applied to the Central of New Jersey’s 
income estimate, it would produce in- 
come, or cash, a little short of what 
would be needed to carry out the capital 
expenditures that should be made after 
allowing for reasonably expected financ- 
ing and depreciation charges. 

“If the Jersey Central Lines are to 
continue to maintain satisfactory service 
to the public and furnish the proportion- 
ate share of rail transportation essential 
to the national defense program, it is 
extremely important that the increase in 
freight rates be granted promptly to off- 
set the increased costs, particularly 
wages, some of which have been in effect 
for seven months with no opportunity for 
the railroads to increase their charges 
sufficiently to cover the more expensive 
service rendered to the public.” 


Erie Railroad 


“T can think of no greater or more in- 
excusable tragedy for this country than 
to find itself in war with its railroads 
weak and undernourished,” said Paul W. 
Johnston, president of the Erie Railroad, 
in testimony in which he also said the 
15 per cent was “imperative” to enable 
the railroads to meet both military and 
civilian needs. 

He said the Erie planned capital ex- 
penditures of $27,935,647 in 1951 and had 
programmed more than $95,000,000 in 
additional expenditures in the 1952-55 
period. Whether or not those capital ex- 
penditures could be made, he said, de- 
pended on the earnings of the railroad. 

“This is a subject on which I have 
very strong convictions,” the Erie presi- 
dent said. “In March, 1942, I reached 
Australia, a country faced with imminent 
invasion, with railroads of various 
gauges, lacking modern equipment and 
with very limited ability to quickly move 
troops and supplies to some indetermi- 
nate spot on a long coast line where the 
Japs might land. Only the victories of 
Midway and the Coral Sea prevented 
that tragedy. Inadequate railroad trans- 
portation was the Achilles heel of Aus- 
tralia.” 

Mr. Johnston said that this railroad 
had spent $114,000,000 on capital im- 
provements since the end of World War 
II, and that the Erie was now almost: 
80 per cent dieselized. In spite of the 
economies resulting from this high ratio 
of dieselization, and other operating 
economies effected, he asserted, the rate 
of return on the Erie was “only 5.07 per 
cent in 1950,” because of increased ex- 
penses in recent years. He said operat- 
ing expenses of the railroad had in- 
creased $13,395,051 on an annual basis 
over what they would have been at the 
July 1, 1949, wage and material cost level, 
railroad wages accounting for $10,673,247 
of the rise, $2,718,804 being accounted for 
by higher prices of fuel, materials and 
supplies. 


New Haven Railroad 


As illustrating the importance of the 
welfare of New England to the country 
as a whole, and the dependence of con- 
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tinued productivity and prosperity of 
that area on its railroads, George T. 
Carmichael, vice-president, secretary and 
treasurer of the New York, New Haven 
& Hartford Railroad said that defense 
contracts awarded from July, 1950, to 
February 28, 1951, were equivalent to 
$32. per capita. For New England, he 
added, awards totaled $52 per capita. 
He added that for the southern New 
England states of Massachusetts, Rhode 
Island and Connecticut, defense con- 
tracts amounted to $56 per capita, 75 per 
cent more than the country-wide aver- 
age. 

He said higher costs were seriously 
handicapping New England railroads 
because of the higher percentage of 
terminal and switching services those 
railroads must perform. 


In the past ten years, Mr. Carmichael 
said, the New Haven has made capital 
expenditures totaling $125,000,000, in- 
cluding $94,000,000 for new equipment 
and $31,000,000 for roadway and struc- 
tures improvements. Ownership of diesel 
locomotives on the New Haven, he said, 
had increased from 41 to 338 in the past 
10 years. 


He said that today a broad program 
of improvement was under way to offset 
the increasing cost of labor and mate- 
rials. Without this program, he asserted, 
the position of the New Haven would 
be hopeless. With an increase of 8.2 per 
cent in freight traffic volume, and with 
the interim increase effective April 4, 
the New Haven’s rate of return on net 
investment would be only 1.72 per cent 
under present conditions, Mr. Carmichael 
asserted. The rate would rise to 2.40 
per cent if the increase of 15 per cent 
became effective July 1, and if the 15 
per cent increase was effective for a full 
year, he added, the rate of return would 
be 3.01 per cent. 


Pennsylvania Railroad 


Fred Carpi, vice-president in charge 
of traffic, Pennsylvania Railroad, de- 
scribed in detail the methods employed 
by that railroad in making its forecasts 
of freight traffic and revenue. He said 
those methods were of record in various 
ex parte proceedings, but, as “these esti- 
mates are deemed of great importance 
in the proper presentation of the car- 
riers’ case,” he would again review them. 


He cited total revenue net tons carried 
by the Pennsylvania in 1950 as 207,102,- 
828, with an estimate of 233,887,000 for 
1951, an increase of 12.9 per cent. Reve- 
nue ton-miles for 1950 of 49,886,962,544 
were compared with 1951 estimate of 56,- 
834,541,000, an increase of 13.9 per cent, 
with freight revenues in 1950 of $685,- 
832,860. 


Mr. Carpi continued: 


“On the same general level of rates as 
prevailed in 1950, our freight revenue 
for 1951 is estimated at $779,000,000, an 
increase of 13.6 per cent over 1950. On 
the basis of the interim increase in rates, 
authorized by the Commission .. . being 
in effect from April 4th (except on grain 
and grain products which became ef- 
fective April 19) throughout the re- 
mainder of the year, our freight revenue 
for 1951 is estimated at $795,310,000, or 
an increase over 1950 of 16 per cent.” 

After explaining the difference between 
his estimated increase in revenue tons 


over 1950 of 9 per cent contained in a 
verified statement in support of the 
railroads’ motion in January for an in- 
terim increase, and the 12.9 per cent 
increase now estimated, Mr. Carpi said 
it was difficult to appraise the extent to 
which the “first quarter rush of buying 
and stockpiling, which now shows some 
signs of relaxing, may have borrowed 
from the future, and we have made no 
allowance for this in our calculations.” 


He said that the relatively greater por- 
tion of the estimated increase in tonnage, 
1951 over 1950, was in the manufactures 
and miscellaneous commodity group, with 
a lesser proportion assigned to products 
of mines. The effect of this was to in- 
crease estimated revenue on the same 
freight rate level to a relatively greater 
extent than the revenue tons because 
of the relatively greater addition to 
tonnage to the higher rated and longer 
haul traffic, the increases being 13.6 per 
cent and 12.9 per cent respectively, Mr. 
Carpi asserted. He said the estimate of 
revenue ton-miles increased 13.9 per cent 
by reason of an increase in the average 
haul of 0.9 per cent. Mr. Carpi then 
discussed his estimates by commodity 
groups. 


In a discussion of freight revenue he 
said the change in traffic composition 
because of the greater tonnage increase 
anticipated in manufactures and mis- 
cellaneous traffic was expected to produce 
a basic average revenue a ton of $3.33 
for 1951 as compared with $3.31 in 1950. 


Wholesale Prices 


One section of Mr. Carpi’s lengthy 
statement carried the heading: “The 
traffic.can bear the increased charges.” 
In that connection, Mr. Carpi said, in 
part, that the increase in the wholesale 
prices of “all commodities” in the period 
1938 through 1950 was “precisely treble 
the increase in the amount which the 
users of rail freight transportation paid 
for that service.” He said that, further- 
more, the wholesale price of “all commod- 
ities” had increased at least 20 per cent 
in the “short range period from Septem- 
ber, 1949, to March, 1951, when freight 
rates had undergone no increase whatso- 
ever.” 

In the course of a lengthy cross-ex- 
amination of Mr. Carpi by C. E. Childe, 
for the Department of Commerce, it was 
indicated that detailed figures for the 
various commodity groups would be fur- 
nished in accordance with an arrange- 
ment made between counsel for the gov- 
ernment agencies and for the railroads. 


Mr. Childe also implied that the rail- 
roads had been slow in making adjust- 
ments in rates on various commodities 
after the general rate increase permitted 
in the 1947 proceeding. Mr. Carpi said 
that the Pennsylvania had taken care of 
90 per cent of such requests. Mr. Childe 
said he was trying to find out if there 
would be any change in the policy con- 
cerning rate adjustments or in the speed 
with which adjustments would be made. 
Mr. Carpi replied that “we expect to do 
what we can to help our traffic and will 
act as expeditiously as possible in giving 
consideration to requests for adjust- 
ments.” 

Mr. Childe wanted to know if Mr. 
Carpi had given consideration to gov- 
ernment estimates of traffic greater in 
1952 than in 1951, and asked if Mr. Carpi 
had “any idea” about 1952 traffic. Mr. 
Carpi said that if conditions continued 
as at present there would be a 5 per 
cent increase, but he answered in the 
negative when Mr. Childe asked whether 
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or not he thought the Commission should 
give consideration to possible traffic in 
1952. 

Section 22 Quotations 


A. G. T. Moore, general traffic man- 
ager, Southern Pine Lumber Associa- 
tion, asked Mr. Carpi some questions 
about lower rates which the railroads 
might quote on government traffic under 
authority of section 22 of the interstate 
commerce act. Mr. Moore said that the 
shippers were interested in the “con- 
cessions” the railroads were asked to 
make on government traffic, and added 
he thought that “you would be interested 
in the practices which I think will be 
best described as jungle competition be- 
tween the trucks and the railroads for 
government business.” 

Answering a question by Commissioner 
Mahaffie, Mr. Moore said he had not 
taken part in the proceedings in which 
the government is seeking reparation on 
World War II shipments, but he added 
that he was “interested in protecting the 
railroads against further cases of that 
kind.” 

Mr. Carpi said that the Pennsylvania 
had made only a few section 22 quota- 
tions largely to meet truck competition. 
He said such quotations were cleared 
through the appropriate rate bureau and 
added that, under section 5a of the in- 
terstate commerce act, under which the 
railroads are relieved of the effects of 
the antitrust laws if they act in concert 
on rates, when their agreements have 
been approved by the Commission, the 
Commission would have such informa- 
tion available to it. 

Mr. Carpi said the railroad had 
granted such rates in periods of car 
shortages, but added that the section 
22 situation at present was not as serious 
as Mr. Moore believed. He added that 
only 2 per cent of his railroad’s entire 
business moved under section 22 quota- 
tion, and that that traffic included move- 
ments involving transit where rates were 
not in question. Mr. Carpi added the 
estimate that about 10 per cent of the 
Pennsylvania’s present business with the 
government was under section 22 quota- 
tions 

Mr. Moore asked similar questions of 
other witnesses, in each case dwelling 
on the competition between the trucks 
and the railroads for the business. 


Cross-Examination Stopped 


After Lester R. Conley, transportation 
counsel, Economic Stabilization Agency, 
had asked a number of questions of Mr. 
Carmichael, who returned to the stand 
for cross-examination after Mr. Carpi 
completed his testimony, Mr. Burgess 
arose to say that it had been understood 
between railroad and government coun- 
sel that the men who had filed verified 
statements on behalf of the railroads 
would not be called for cross-examina- 
tion if the railroads furnished, as agreed, 
information breaking down figures by 
commodity groups in detail. His state- 
ment was made after Mr. Carmichael 
had indicated in a number of matters 
that Mr. Conley’s questions should be 
addressed to Edward V. Murphy, general 
freight traffic manager for the New 
Haven, who had filed a verified state- 
ment on behalf of the railroad. There 
was no further cross-exanimination of 
Mr. Carmichael. 


New York Central 


Arthur E. Baylis, general freight traffic 
manager of the New York Central, after 
reviewing the methods by which that 
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railroad’s estimates of 1951 traffic and 
revenue were prepared, and breaking 
down the figures by commodity groups, 
asserted in concluding his tesumoay 
that “it is our considered judgment that 
no foreseeable increase in traffic can 
solve our problem.” 


Mr. Baylis asserted that, because of 
the Narrowing gap between railroad 
earnings and operating costs, “it is im- 
perative that early relief be obtained.” 

He said that studies showed that 
freight traffic on the N.Y.C. would in- 
crease in 1951 by 6.30 per cent over 1950. 
With this increase, he said, the return 
on net investment would decline from 
2.07 per cent in 1950 to 1.27 per cent in 
1951 under present conditions. If the 
15 per cent increase was granted and in 
effect for a full year, Mr. Baylis said, 
the rate of return would be “only 3.03 
per cent.” 


In the course of his testimony, he said 
the revenue figures for the N.Y.C. were 
predicated on the belief that there would 
not be substantial diversion of traffic 
to competing forms of transportation 
under the proposed increase. Consider- 
ing the large volume of traffic available 
for movement, the amount of equipment 
available from the various forms of 
transportation, and the rising costs in 
most forms of transportation, Mr. Baylis 
said, there were no indications of major 
diversions from rail haulage. 

Frank S. Brooks, representing the 
Western Growers Association, asked Mr. 
Baylis a number of questions about re- 
ductions in rates on commodities in the 
east, including a reduction on iron and 
steel rates for shipments of 80,000 pounds 
or more. In response to the questions, 
Mr. Baylis said reductions had been 
made in order to keep the traffic on the 
rails. Now that those rates were “prop- 
erly related,” he said, the commodities 
would be able to “take the increase.” 


Baltimore & Ohio 


Howard E. Simpson, vice-president— 

traffic, Baltimore & Ohio Railroad, who 
fled a verified statement in connection 
4 With the interim increase in Ex Parte 
} 175, said he had made a restudy of traf- 
fic, taking into account the actual traf- 
fic handled in the first three months of 
1951. He said he had concluded that in 
1951 revenue ton-miles would be 7.37 
above 1950, his earlier estimate having 
been an increase of 5 per cent. He said 
his latest estimate was for 29,575,000,000 
tevenue-ton miles, 2.25 per cent higher 
than his January estimate. 
_ He then reviewed the method followed 
in making the estimate, which he said 
Was the same as that used in the 1948 
general increase case. The latter esti- 
mate, he said, had “proved out very 
tlose to the actual results.” 

He then said that this was clearly 
demonstrated by actual experience in 
1947, 1948, and 1949, comparing actual 
B. & O. ton-miles with those estimated 
In the 1946, 1947, and 1948 general rate 
Increases cases. Said Mr. Simpson: 

“Our estimate for 1946 was over-esti- 
mated by 0.08 per cent; our. estimate 
of 1947 traffic was under-estimated by 
l4 per cent; 1948 was over-estimated by 
l4 per cent; and 1949 was over-estimated 
by 83 per cent. Our estimate for 1949 
Was higher than the actual ton-miles be- 
tause of the unprecedented work stop- 
bage in the coal industry, which extended 
from June 13, 1949, to November 10, 1949, 
and in the steel industry during October 
aid part of November.” 

The foregoing testimony was offered 





















































































before Commissioner Mahaffic, while the 
western railroads were putting in their 
testimony before Chairman Splawn. 

Robert O. Small, assistant vice-presi- 
dent of the Chicago & North Western, 
said that another major war would not 
alleviate the need for increased revenues 
for the railroads. War, he said, re- 
stricted the materials available for the 
repair and operation of facilities, and 
also the supply of skilled labor, making 
it difficult for the carriers to provide ade- 
quate facilities to meet all needs. He 
adced: 

“There is no doubt that low railroad 
earnings endanger national security. It 
is imperative that the railroads be given 
additional revenues to meet the in- 
creased cost of materials and supplies, 
and increased wages, so as to be able 
to maintain and provide an adequate 
transportation plant in the present period 
of preparation for defense as well as in 
anticipation of the much greater de- 
mands of a possible major war.” 

He said the railroads did not want to 
“freeze” the rate structure, but recog- 
nized that increased rates might result 
in disturbing temporarily certain rate 
relationships. He said the railroads 
recognized the need of restoring such 
relationships, especially as to rates on 
grain and grain products. 


Rock Island 


E. Rigg, general freight traffic man- 
ager, Chicago, Rock Island & Pacific 
Railroad Co., explained the methods used 
in arriving at its estimates, and also dis- 
cussed the result of the work stoppage 
because of a switchmen’s strike in June 
and July, 1950. 

Because of the strike, he said, the Rock 
Island did not operate from June 23 to 
July 7, inclusive, and it was estimated 
that, but for the strike, the railroad 
would have carried about 60,000 more 
carloads, with added revenue of about 
$7,500,000, or a total of $151,945,760 on 
1,155,713 carloads. He said the forecast 
of net freight revenue for 1951 was $162,- 
885,480, or 7.2 per cent above what the 
Rock Island should have earned under 
normal conditions in 1950, and 12.7 per 
cent above what was actually ‘earned in 
1950. 

He said it was estimated that in 1951 
the revenue net-tons via the Rock Island 
would amount to 13,458,508,000, or 0.04 
per cent under the revenue ton-miles in 
1948, and 11.3 per cent over the revenue 
ton-miles in 1949. He said it would be 
11.2 per cent above the actual revenue 
ton-miles in the year 1950. 

L. B. Pritchett, assistant to the presi- 
dent of the Rock Island, described in de- 
tail the improvement program of the 
railroad, in the course of which he said 
that 641 miles of branch lines had been 
abandoned in the past 15 years because 
they were unprofitable. In 1950, he said, 
the railroad was able to rearrange pas- 
senger service with a saving of 213,000 
train-miles a year. He added that the 
railroad had just approved a program in- 
volving further rearrangement of pas- 
senger service which, if approved by 
regulatory bodies having jurisdiction, 
would effect a saving of 308,000 addi- 
tional train-miles a year. 

He said that the cost of materials for 
1951 would increase $5,900,000 above the 
prices in effect on July 1, 1949. Wage 
increases authorized since July 1, 1950, 
said Mr. Pritchett, and the cost of living 
increases effective April 1, had increased 
Rock Island payrolls by $8,342,000. He 
added that if the increases negotiated 
for, but not accepted by, the operating 
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added cost of living increases, the total 
added to the Rock Island payroll expense 
since July 1, 1950, would be $10,216,000 a 
year. He asserted that the average an- 
nual earnings of employes on the Rock 
Island had increased exactly 100 per cent 
from 1937 to 1950. 

“It must be obvious that an amount 
equal to these various increases must be 
recovered or the program of improve- 
ment and modernization which has been 
followed for 15 years on our railroad 
cannot be carried out as planned,” Mr. 
Pritchett asserted. 


Southern Pacific 


“In my opinion,” said Vaile S. Andrus, 
assistant to the president of the Southern 
Pacific Co., “a net railway operating in- 
come equivalent to a return of only 2.25 
per cent will be inadequate and insuffi- 
cient to insure confidence in the financial 
integrity of the Southern Pacific system.” 

He had asserted that, on the basis of 
the interim rate increase, the return on 
investment in transportation property for 
the Southern Pacific in 1951 would be 
2.25 per cent. 

He also said it was “of very real con- 
cern” to the company that there was a 
prospect of paying 3 per cent “for equip- 
ment money,” while, a little over a year 
ago, he asserted, the cost was 2.173 per 
cent. Mr. Andrus continued: 

“Ahead of* us, there are commitments 
for almost $80,000,000 of unfinanced 
equipment to be delivered later this year 
or next year. Assuming financing is ar- 
ranged for 75 per cent of this equipment, 
the interest cost for the first year alone 
will be almost $600,000 greater at the 
current level of interest rates than it 
would be at the rate which prevailed just 
15 months ago.” 

The interest of the investor, Mr. An- 
drus said, made it important that revenue 
be sufficient “not only for operating ex- 
penses but also for the capital costs of 
the business.” In the case of the South- 
ern Pacific, he asserted, expanding pop- 
ulation and industry in its territory re- 
quired continuing investment of large 
sums on plant and equipment in addi- 
tion to immediate needs for national 
defense. 

“Unless the system’s earnings are suf- 
ficient to permit this to be done and to 
attract capital for that purpose, the 
needs of the territory cannot be cared 
for,” Mr. Andrus asserted. “We believe 
the Commission should bear those cir- 
cumstances in mind in the disposition of 
this proceeding.” 

H. W. Klein, freight traffic manager, 
Southern Pacific Co.—Pacific Lines, dis- 
cussed the proposed maximum increases 
on fresh fruits and vegetables, sugar, 
and lumber. He said that, by applying 
the maxima, instead of the general per- 
centage increase, the present rate rela- 
tionships between various producing 
areas would not be disturbed. 


Erie Railroad 


In order to expedite the hearing, it 
was agreed that H. W. Von Willer, vice- 
president in charge of traffic, Erie Rail- 
road Co., would appear before Chairman 
Splawn at the conclusion of the testi- 
mony of the western railroads, although 
he had been slated to appear before 
Commissioner Mahaffie. 

Mr. Von Willer described the method 
followed in preparing Erie estimates for 
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Dr. Parmelee’s use, saying that freight 
revenue represented more than 88 per 
cent of the road’s total revenue in 1950, 
passenger revenue representing less than 
5 per cent of that revenue. 

After describing the estimates of traf- 
fic under five bases, Mr. Von Willer said: 

“It is my opinion that in the foresee- 
able future there would be little, if any, 
diversion of traffic resulting from au- 
thorizing the rates and charges requested 
in carriers’ petition of March 28, 1951. 
However, in order to take into account 
the possibility of some slight reduction, 
we have used a figure of 2 per cent for 
merchandise traffic. 

“As I have stated, we regularly make 
traffic and revenue estimates for our own 
use in managing our property. The esti- 
mates which we have submitted to Dr. 
Parmelee in connection with this case 
are of the same type, and prepared in 
the same way, as the estimates we make 
for managerial purposes. They are 
carefully prepared to the best of our 
ability and, we think, present a reason- 
ably accurate picture of what can be ex- 
pected in 1951 as a whole.” 


Southern Railroad’s Testimony 


After the hearing was “split,” Com- 
missioner Alldredge heard the testimony 
of the southern railroads. 

John E. Tilford, president of the Louis- 
ville & Nashville Railroad, said that his 
railroad must have additional revenues 
to offset sharp increases in wage and 
price levels since the last general freight 
rate increase, and to make extensive 
capital improvements in response to the 
demands of the nation. He said wages 


L. & N. had obligated itself to pay had . 


increased by more than $15,000,000 on an 
annual basis since the outbreak of the 
war in Korea. 

If the 15 per cent increase was granted, 
Mr. Tilford said, the L. & N.’s rate of 
return on net investment would be 5.6 
per cent. He added that this was only 
a reasonable and necessary earning. He 
added: 

“If a substantial railroad like the 
L. & N., with its well-diversified traffic 
and conservative management policies, 
cannot earn that much in a time, like 
this, of high industrial productivity and 
when national leaders are calling on it 
for huge capital outlays in the interest 
of national security, the future outlook 
for the railroads of the country is indeed 
bleak.” 

He said the L. & N. had spent more 
than $125,000,000 for capital improve- 
ments in the past five years, and that 
authorizations for 1951 now exceeded 
$73,000,000. He said the improvements 
would be made if earnings justified 
them. Otherwise, he added, they would 
have to be curtailed, and that it could 
not carry on the program with no greate1 
increase in freight rates than the 2 per 
cent interim increase. 

“The railroads have proved their in- 
dispensable place in the nation’s defense 
efforts,” he said. “Since they occupy such 
a position, the nation, to my thinking, 
can ill afford to have anything less than 
the best of railroad transportation, and 
that is what the L. & N. has been try- 
ing to provide and wants to continue to 
provide. Adequate earnings alone will 
assure such transportation service.” 


Atlantic Coast Line 


Atlantic Coast Line Railroad was able 
to reduce its transportation expenses by 


$7,685,000 in 1950 compared with 1948, by 
improving operating efficiency, said C. 
McD. Davis, the railroad’s president. 
However, he said, continually rising wage 
rates and prices of materials had made 
it impossible to catch up with increasing 
costs in spite of greater efficiency and 
prudent economies. 


Rising costs made it necessary, begin- 
ning in late March, 1951, to curtail, or 
in some instances suspend, maintenance 
programs, Mr. Davis asserted. He said 
such curtailment or suspension could 
only be regarded as temporary, since the 
work contemplated was essential and 
could not be too long deferred. However, 
he added, the programs could not be re- 
sumed until the necessary funds, through 
earnings, became available. 


As to use of methods other than a 
rate increase to overcome rising ex- 
penses, Mr. Davis said they had been 
sought through dieselization of passen- 
ger, freight, and switching service, 
through reduced train-miles, both freight 
and passenger; through heavier loading 
of trains, particularly through freight 
trains on main and secondary main 
lines; through abandonment of unprofit- 
able branch lines, and through curtail- 
ment of unprofitable passenger train 
service. By these means, Mr. Davis said, 
A.C.L. had reduced its transportation 
expenses. 


By way of illustrating the rising cost of 
equipment, Mr. Davis said the cost of 
a standard: box car was $3,350 in 1939, 
$4,100 in 1949, and $5,500 in 1951. The 
cost of a gondola, he said, was $3,200 
in 1939, was $3,600 in 1949, and $4,800 
in 1951. He said the prices applicable 
to cars to be delivered in 1951 were not 
firm, as they were subject to possible 
increases under escalation clauses. 

After other examples of rising costs, 
including an increase in the cost of fi- 
nancing, Mr. Davis said that, under pres- 
ent conditions, the A.C.L. would have 
this year a net operating income of 
$5,250,000 with a 1.32 per cent rate of 
return on net investment. Even if the 
full 15 per cent increase was in effect 
for a full year, based on present traffic 
estimates, he asserted, the railroad would 
have a net income of $9,585,000 “with 
a rate of return of only 2.41 per cent.” 


Southern Railway 


Harry A. DeButts, vice-president in 
charge of operations of the Southern 
Railway System, said that that system 
in 1950 earned 4.25 per cent on invest- 
ment before depreciation, and 4.97 per 
cent after depreciation. However, he 
added, those figures included an unusual 
credit of $4,357,563 for “back mail pay 
covering the years 1947 to 1950.” He 
said that the Southern’s net income of 
$22,400,042 in 1950, less a dividend of 5 
per cent on the preferred stock and $4 
a share on the common, would have left 
$14,207,242 for capital improvements and 
the reduction of debt. He said he did not 
think that was sufficient for the needs of 
the railroad. 

He said that total capital improve- 
ments needed on the Southern to per- 
form the service required in the public 
interest would approximate $24 million, 
not including equipment needs. He said 
it was clear that, with estimated net in- 
come of $9.4 million in 1951 under exist- 
ing rates, “these improvements cannot 
be made.” 

Mr. DeButts said that the credit of 
the railroad must be maintained “so as 
to permit financing and refinancing at 
sound interest rates.” This could not be 
accomplished solely through the econ- 
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omies of management, he asserted, acd- 
ing that “a level of rates and charves 
reflecting present costs is equally neces- 
sary if the railroads are to continue to 
perform the service required in the pub- 
lic interest.” 


Joseph Marks, assistant freight traffic 
manager of the Southern, described the 
basis for the estimates of traffic and 
revenue on that system. He revised esti- 
mates on 16 commodities he said were 
the “key commodiities” on the Southern, 
Collectively, he said, they produced reve- 
nue in excess of $91 million, equalling 
about 48 per cent of the gross carload 
revenue in 1950. 


He said that the last six months of 
1950 would “set the pattern” of traffic for 
Southern for 1951, adding that, in sub- 
mitting estimates to Dr. Parmelee, the 
system was guided in a substantial way 
by the traffic volume and revenue for 
the last half of 1950. This had the effect 
of increasing the system’s revenue about 
410 million, he said. He concluded: 


“Following the general increases au- 
thorized in the prior ex parte cases, we 
have closely studied the flow of traffic 
over the Southern, and while there has 
been some diversion of traffic to com- 
peting forms of transportation, there can 
be no question but that the increased 
rates have resulted in substantially in- 
creased revenue for the Southern. We 
are confident that the increased rates 
now sought will not cause any apprecia- 
ble diversion of traffic to competing 
forms of transportation.” 


Economist Testifies 


Dr. Jules Backman, professor of eco- 
nomics, New York University School of 
Commerce, Accounts and Finance, re- 
vised his previous testimony, offered in 
the interim phase of Ex Parte 175, in oral 
testimony given May 21. 


By that time, the portions of the hear- 
ing before Chairman Splawn and Com- 
missioner Alldredge had been completed, 
and they rejoined Commissioner Mahaffie 
and the cooperating state commissioners 
to hear Dr. Backman. 


Dr. Backman, in a lengthy statement, 
dealt with railroad earnings, in compari- 
son with the rate of return for other 
public utilities, and in comparison with 
wholesale prices, and he compared profits 
of the railroads with those of other in- 
dustries. 

He then turned to the freight rate in- 
crease proposed and its effect on the 
country’s stabilization program. He said 
its impact would be either on the magni- 
tude of the federal budgetary deficit or 
through its impact on the cost of busi- 
ness and the cost of living. 

As to the effect on the federal deficit, 
Dr. Backman said the basic problem of 
inflation in “an armaments economy is 
found in the impact of any proposal on 
the federal budget.” The effect of the 
freight rate increase, he said, must be 
considered as to its possible result in an 
increase in the prospective government 
debt if it resulted in a diversion of profits 
from other industries, and, secondly, as 
to the impact on federal expenditures if 
the cost of the freight rise should be 
passed on to the government. 

“Under the tax law enacted at the be- 
ginning of 1951, railroads, as well as 
other corporations, pay a combined nor- 
mal and surtax of 47 per cent,” said Dr. 
Backman. “To the extent that com- 
panies in other industries are not in the 
excess profits tax bracket, the diversion 
of profits to the railroads results in no 
tax loss to the government. 
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then pay the tax instead of other indus- 
tries. 

“To the extent that companies in these 
other industries are subject to the ex- 
cess profits tax, the loss in revenue will 
depend upon the magnitude of their 
profits. There is an overall ceiling of 
62 per cent for combined normal, surtax, 
and excess profits taxes. A diversion of 
profits from companies affected by the 
overall ceiling would mean a loss of 
federal revenue equivalent to 15 per 
cent of the transferred revenues .. .” 


Effect of Diversion 


After saying the effect of a shift with 
reference to a small group of companies 
for which excess profits tax income was 
so small that they would not read the 
62 per cent ceiling, would not be very 
significant, Dr. Backman said a diver- 
sion of income from unincorporated busi- 
nesses and farmers to the railroads 
through the proposed rate increase 
probably would result in some increase 
in tax yield to the government. He then 
touched on the situation with reference 
to individual taxes, and said that, “on 
balance, it appears probable that the net 
reduction in tax revenues to the govern- 
ment resulting from this freight increase 
will be only a small fraction of the total 
sum involved.” 


To the extent that the freight rate in- 
crease was passed on to the government 
in cost plus contracts of various types, 
Dr. Backman said, the cost of the arma- 
ments program would be better, but he 
added that there was no way of estimat- 
ing the magnitude of such a develop- 
ment. Such figures as were available, 
he said, suggested that only a small 
part of the increased freight rates could 
be passed on directly to the government, 
and he observed that if government ex- 
penses increased because of this factor, 
47 per cent of the increase would be re- 
covered in the form of higher tax collec- 
tions from the railroads. 

“While it is impossible to determine 
the precise impact of the proposed 
freight increase upon government spend- 
ing,” continued Dr. Backman, “the fac- 
tors discussed suggest that it will be 
only nominal. This brief survey of rev- 
enues and expenditures indicates that on 
balance little or no inflationary pressure 
through the governmental budget will 
be generated by the granting of this pro- 
posed increase.” 


Absorption of Increase 


Discussing the ability of the country to 
absorb the increase, Dr. Backman re- 
ferred to the verified statement of Alan 
R. Ferguson, economic consultant for 
the Economic Stabilization Agency. Dr. 
Backman said the government witness 
had attempted to show that the impact 
of any rate increase on gross national 
product would be several times as large 
as the amount of the rate increase. 
Apart from a “substantial overstate- 
ment” of totals due to understatement 
of taxes railroads would pay an added 
Income, said Dr. Backman, Mr. Fergu- 
son’s estimates were based on an as- 
sumption which was invalid. Dr. Back- 
man continued: 

“I refer to his implicit assumption that 
the railroads would utilize those funds, 
While if they were retained by other in- 
dustries they would remain idle and thus 
exert no pressure on prices. All of the 
multiple effects attributable to the trans- 
fer of these funds to the railroads would 
take place if no rate increase were 
granted and the funds remain where they 
are. When other industries spend these 


funds, or distribute them as dividends, 
or use them to buy new plant and equip- 
ment, the additions to monetary demand 
described by Mr. Ferguson would take 
place. Only if it be assumed that other- 
wise idle funds are being activated by 
the rate increase—and I do not accept 
that assumption—could these develop- 
ments be attributed to the rate increase. 
In my calculations, therefore, I have not 
accepted the approach used by Mr. 
Ferguson and have shown only the direct 
impact on the gross national product 
and not the multiplied impact.” 


Dr. Backman said that the proposed 
rate increase was equal to less than a 
half-cent per dollar of “gross national 
product”—defined as the end-value of all 
production, including services—or of na- 
tional income. 


Assuming that the entire rate increase 
fell on personal consumption, with busi- 
ness absorbing none of it, he said, the 
proposed increase would again have only 
“nominal inflationary significance.” He 
asserted that consumers were spending 
at an annual rate of more than $206 
billion for goods and services. Thus, he 
said, the rate increase would be equiva- 
lent to only about a half-cent a dollar 
of the prevailing rate of expenditures. 

Later, Dr. Backman took up the asser- 
tions of Alan Ferguson, the Economic 
Stabilization Agency witness, that there 
would be further pressure exerted be- 
cause many sellers computed their mar- 
gin of profit as a per cent or multiple of 
the delivered cost of their supplies, so 
that the total cost to the public would 
— to be increased above the direct 
cost. 


“Higher freight rates in a free economy 
ordinarily would have the effects that 
Mr. Ferguson describes,” said Dr. Back- 
man. “However, the present request for 
increased rates and its effects must be 
viewed within the framework of the 
economic stabilization program which is 
now in effect. An examination of the 
standards of pricing and the various or- 
ders issued by the Office of Price Stabi- 
lization indicates that the proposed in- 
crease in freight rates will have little 
direct impact upon the price level .. .” 


O.P.S. Rules 


Under the ruling of O.P.S. that profits 
before taxes must decline below 85 per 
cent of the average profit level in the 
three best years of 1946-49, Dr. Back- 
man said that to the extent O.PS. fol- 
lowed that standard, the ability of com- 
panies to pass on new freight increases 
in the form of higher prices would be 
“significantly limited.” Referring to his 
exhibit, and to figures showing the total 
corporate profits before. taxes in 1950 as 
$14.4 billion higher than the average of 
$26.1 billion on the 85 per cent basis in 
the three-year period, with an annual 
rate of profits of $23.9 higher in the first 
quarter of 1951 than the three-year base, 
Dr. Backman said it seemed probable 
there would be relatively few instances 
where price increases would be permitted 
under the 85 per cent rule because of 
the higher freight rates. 

In his concluding remarks Dr. Back- 
man said the economic stabilization pro- 
gram was not threatened by the proposed 
rate increase, adding that, “paradoxically, 
the repercussions argued against it in 
the name of economic stabilization be- 
come less probable because of the stabili- 
zation program.” He again asserted that 
Mr. Ferguson, in his testimony, had de- 
scribed what the effects of the increase 
would be in a free market. But, said 






59 


| ICC NEWS 


Dr. Backman, “they will take place in 
a controlled market.” 

“The main effect of this proposed 
rate increase will be a transfer of in- 
come from other industries to the rail- 
road industry,” he continued. “The 
taxes that would have been paid on this 
income by other industries, to a large 
degree, will be paid by the railroads— 
and hence will not adversely affect fed- 
eral tax receipts. Although some mod- 
erate rise in government costs will take 
place where some variation of cost-plus 
contracts is in effect, the net overall 
impact will be minor.” 


To the extent that the OPS. was 
as vigilant in preventing other price in- 
creases as it was to prevent a rise in 
railroad freight rates, the economist said, 
the proposed rise would have little im- 
pact on the general price level. If 
O.P.S. did not carry out its announced 
stabilization program, he said, it could 
not expect the railroads to refrain from 
increasing their rates. 


6 Per Cent Return 


Commissioner Mahaffie asked whether, 
in the light of the fact that there were 
railroads which had never earned a 
reasonable return, Dr. Backman advo- 
cated a 6 per cent return. The com- 
missioner said that there were railroads 
which no one would reproduce now, and 
asked the economist if he would expect 
a return of 6 per cent to be earned on 
such property under any proper regula- 
tion of rates as a whole. Dr. Backman 
said it would depend on whether the 
company was required to keep a branch 
line running whether it was profitable 
or not. With the Long Island men- 
tioned as an example, the economist 
observed that he was not familiar with 
the experience of individual roads, but 
that he did know that the Long Island 
was a passenger-carrying rather than 
a freight-carrying road. He said he 
could not say whether or not rates should 
be made for the whole country on a 
basis that would contemplate 6 per cent 
for the Long Island. 


Commissioner Mahaffie then asked, if 
it was assumed that 10 per cent of the 
railroads could not earn under any rea- 
sonably to be expected situation a fair 
return on the property, the Commission 
should take that into consideration in 
its determination of the increase to be 
granted the railroads as a whole. Dr. 
Backman said that the fact that some 
were below the 6 per cent average would 
not change the fact that the average 
should be 6 per cent. He observed that 
some electric utilities companies made 
up to 7% per cent return, and some 
made 5 or 5% per cent. 

The commissioner then asked Dr. 
Backman’s view about the average rate 
of return if it was assumed that 50 per 
cent of the railroads were not to be ex- 
pected to earn a reasonable return— 
whether the economist would still make 
freight rate increases intended to pro- 
duce 6 per cent on all railroads. Dr. 
Backman said his own view was that 
6 per cent applied to the original cost 
basis was too low because the original 
cost dollar had no relation to the present 
situation. Commissioner Mahaffle re- 
peated his question, and the economist 
said that “if you set up a hypothetical 
situation in which you are setting up 
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a rate of return, I do not see how you 
can do it by the use of an average.” 
The commissioner said he had been 
trying to test the economist’s theories. 

Commissioner Alldredge asked a series 
of questions concerning an exhibit placed 
in the record by Mr. Burgess during Dr. 
Backman’s testimony, and Dr. Backman, 
after some questions by the commissioner, 
said it was not his. 

The commissioner then asked Mr. 
Burgess why, among the utilities cases 
cited in the 63-page exhibit to show the 
rate of return approved in a number of 
cases involving various types of utility 
companies, the railroads had cited Pro- 
tective Service to Perishable Freight, 262 
I.C.C. 243, which was shown in the 
exhibit as having approved a return of 
6 per cent. Commissioner Alldredge 
asked how the case could be used “in 
this case” as a guide. 

Mr. Burgess replied that the decision 
spoke for itself. He added that he 
thought it showed clearly that the rate 
structure that was approved was one 
which yielded that rate of return. Mr. 
Burgess said that it was the end result 
that counted, and that “we are interested 
in the end result.” He added that he 
might point to the cited case as some in- 
dex to what might be considered “for this 
industry.” He continued by saying that 
the railroads were not asking for a rate 
structure that would yield 6 per cent 
“across the board for all rates.” He said 
that “our position is that this Commis- 
sion ought not to deny rate increases 
unless and until they go above 6 per 
cent.” He added that the industry ought 
to have the opportunity to earn 6 per 
cent. 

There followed a long cross-examina- 
tion of Dr. Backman by Lester Conley 
for the Economic Stabilization Agency 
touching on many of the ideas expressed 
by the witness. In the course of the 
cross-examination, Dr. Backman again 
said he did not think the increase would 
have more than a minor effect on the 
stabilization program, and that the rail- 
roads came “at the end of the line” in 
the matter of increasing prices. The 
witness and Mr. Conley discussed what 
were the “basic” elements in inflation, 
Dr. Backman insisting that expanded 
bank credit and government deficits were 
the only basic factors and, at one point, 
asserting that expanded bank credit itself 
was to be traded back to government 
budgetary deficits. 


Missouri Pacific 


Cc. L. Butler, general freight traffic 
manager for the Missouri Pacific System 
Lines, supplemented the testimony of 
P. J. Neff, chief executive officer of the 
system. 

Mr. Butler said that it was his view 
that the increases proposed on the differ- 
ent types of traffic or commodities were 
such “as may be generally borne by such 
traffic without diversion of a sufficient 
quantity to deprive the carriers of in- 
creased revenue.” He said he was con- 
vinced that the increase, if permitted, 
would produce a substantial increase in 
the carrier’s revenue. Mr. Butler added: 

“While under normal conditions and 
in instances where there is no shortage 
of equipment any increase in transporta- 
tion charge tends to cause some diversion 
of traffic to other forms-of transporta- 
tion, where such forms of transportation 
have sufficient equipment to handle the 








added traffic, or perhaps causes industry 
to consider a decentralization program, 
it is my judgment that the diversion of 
traffic, if any, to other forms of trans- 
portation will be negligible, and will not 
be sufficient to prevent the carriers from 
realizing a very substantial increase in 
their revenue.” 

Mr. Butler indicated that his judg- 
ment was based on his familiarity with 
traffic in M.P. territory and on consulta- 
tions with M.P. freight representatives, 
with representatives of industry, and 
with traffic representatives of other rail- 
roads throughout the country, but par- 
ticularly of railroads in the southwest, 
on whose behalf Mr. Butler said he 
spoke. 

Mr. Butler also said that an exhibit 
which he offered showed that the in- 
creases heretofore granted in various ex 
parte proceedings had answered the pur- 
pose for which they were made, i.e., an 
increase in carrier revenues. He re- 
viewed a number of factors other than 
transportation charges, which he said 
had been and would continue to be re- 
sponsible for an increase in motor and 
water carrier traffic, such as shortage of 
rail equipment, flexibility of truck opera- 
tions, location of industries at origin or 
destination, demand exceeding the sup- 
ply, and other factors. Those men- 
tioned, he said, were the principle causes 
of diversion. 

After discussing steps taken with re- 
spect to competition on specific com- 
modities, Mr. Butler said that, as to 
less-carload traffic, investigation had 
convinced the M. P. that the difference 
in transportation charge was a factor. 
To meet the situation, he said, two steps 
had been taken—the truck rates were 
adopted, and a so-called “speed box” or 
container moving between various im- 
portant points and carrying a variety 
of commodities, was put into service. 
Mr. Butler said that “we are convinced 
that the two experiments have enabled 
us to obtain a substantial volume of 
traffic which we had lost to our truck 
competitors.” 

Asked if the railroads intended to ap- 
ply the increase if permitted to make 
it by the Commission, Mr. Butler said 
they did, but indicated that there might 
be instances, and he cited water carrier 
competition, where application of the 
increase might defeat its purpose. He 
said his experience showed him that 
the water lines were always on the alert 
and in many instances “unnecessarily 
reduce their rates to attract traffic.” 

R. G. Shorter, comptroller, Fruit Grow- 
ers Express Co., furnishing refrigerator 
cars and protective service in a territory 
extending from the Great Lakes to the 
Gulf of Mexico, and from the Mississippi 
River to the Atlantic Coast, testified that 
the charges to the 70 contract lines 
served by F.G.E. in 1950 for protective 
service against heat amounted to $7,- 
080,353. He said that the total tariff 
revenue collected by those railroads on 
the same traffic amounted to $5,988,586, 
which he said left an excess cost of the 
refrigeration services over the revenue 
of $1,091,767, or 18.23 per cent. 

Total payments by the 70 contract lines 
to F.G.E. for protective service against 
cold in 1950, said Mr. Shorter, were $427,- 
687. The heater service revenue received 
by those railroads, he added, amounted to 
$108,897, making the excess cost of that 
service over the revenue $318,790, or 293 
per cent. 

Illinois Central 

Wayne A. Johnston, president, Illinois 

Central Railroad, said that his company 
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would be faced with overtime payments 
of about $8,000,000 in 1951. He said the 
condition was created by the loss of men, 
primarily skilled mechanics. Up to April 
30, he said, since March 16 of last year, 
the railroad had lost into the armed 
services alone 1,358 men. 


Mr. Johnston said that the agreement 
with non-operating employes would cost 
the I.C. $7,600,000 annually, and that the 
Steelman settlement, if it became effec- 
tive, would increase wages on the rail- 
road by $3,750,000 a year. He added that 
expenses would also be $6,200,000 greater 
in 1951 than in 1950 because of higher 
prices for materials and supplies. 


The rate of return on the I.C. invest- 
ment, under present conditions, would be 
3.57 per cent in 1951, said Mr. Johnston. 
If the entire 15 per cent increase asked 
was granted and in effect for a full year, 
he said, the rate of return would be 5.95 
per cent. 

Increased revenues were necessary if 
the railroad was to fulfill its capital 
improvements program, Mr. Johnston 
said. He said the road planned to spend 
$152,503,000 from 1951 to 1955, or an 
average of $30,500,000 a year. With a 
net railway operating income of $21,- 
119,000 in 1951, he said, it would be im- 
possible to carry out the program. 

Mr. Johnston asserted that there was 
a large amount of deferred maintenance 
on the railroad. 

Toward the end of his testimony, coun- 
sel for the I.C. asked Mr. Johnston to 
speak “as to the sincerity of yourself and 
other southern and western railroads in 
this proceeding for the full amount of 
the proposed increase.” Mr. Johnston 
replied that, so far as the I.C.C. was con- 
cerned, that ‘“‘we were never more sin- 
cere; that we need the total 15 per cent.” 

“If we are going to do the things that 
we have got to do on the Illinois Central 
Railroad, it is just a sure cinch that we 
have got to have a substantial amount, 
and we think it has got to equal 15 per 
cent,” he added. 

Mr. Johnston said he had discussed 
“these matters” with a number of people 
in the south and in the west, and asserted 
that “I think they feel the same way.” 
He said the question was discussed at a 
meeting he had attended several months 
ago in Chicago, with southern and west- 
ern representatives present, including 
“both presidents and traffic vice-presi- 
dents.” He said it had been urged by 
himself and a number of others that 
“this was the thing we ought to have.” 
Mr. Johnston added that “I do not see 
that there is any justification for me 
taking any other position than that.” 


Documents Offered 


Counsel for the railroads had placed 
in the record two sets of documents. 
One comprised copies of the material 
made public by the Economic Stabiliza- 
tion Agency in connection with the ap- 
proval of the cost-of-living increase for 
non-operating employes, following 4 
hearing before a special panel. The 
documents included the wage adjust- 
ment order which approved the increase 
in spite of the fact that it exceeded the 
ceiling E.S.A. had placed on wage in- 
creases, and the report of the special 
panel. 

The other document offered as an ex- 
hibit. was entitled: “Statement revealing 
the call of the nation through its leaders 
for additional railroad equipment and 
facilities in the interest of national se- 
curity and to meet the existing emer- 
gency.” The exhibit was made up of 
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statements by the National Security 
Resources Board, the Defense Produc- 
tion Administration, the Defense Trans- 
port Administrator, the Commission, 
and members of Congress. 


Government Witnesses 


Before the government offered two wit- 
nesses, W. W. Spangler, of the Zono- 
lite Co., makers of expanded vermicu- 
lite, took the stand to describe the 
competition the product met with from 
local sand deposits, and from imported 
African vermiculite ore. Hs asked that, 
if an increase was authorized on the ore, 
there be set a maximum of one and one- 
half cents a hundredweight, or 30 cents 
a net ton. For expanded vermiculite he 
asked that a maximum of three cents 
a hundredweight be set, if any increase 
in rates was authorized. 


The government offered two witnesses 
in opposition to the increase requested 
by the railroads in Ex Parte 175. They 
were James H. Noble, for the freight 
traffic management division of General 
Services Administration, and Louis H. 
Bean, economic adviser to the Secretary 
of Agriculture. 


Mr. Noble said that the question “at 
this time” was: “Has the experience of 
the first four months of 1951 been such, 
or have other factors developed, which 
would cause any material change in the 
previous forecasts?” 


He said he had testified in the prior 
hearing that the gross national product 
had reached an annual rate of $280 bil- 
lion for 1950 and was expected by the 
Council of Economic Advisors to reach 
a rate in 1951 in excess of $310 billion 
at 1950 prices. As of “this date,” said 
Mr. Noble, the gross national product 
had reached a figure somewhat in ex- 
cess of that amount. 

Referring to an exhibit, Mr. Noble said 
that, applying an average for the first 
quarters of the years 1946 to 1950, inclu- 
sive, of 23.6 per cent of the total revenue 
ton-miles of those years, to the revenue 
ton-miles of 156,150,548,000 for the first 
quarter of 1951, “we arrive at a total of 
revenue ton-miles for the constructive 
year of 1951, of 661,612,491,000.” Relating 
revenue ton-miles to. the industrial pro- 
duction index at another point in his 
exhibit, Mr. Noble said the result for 
1951 showed an estimate of 668,561,000,000 
ton-miles. 

“Consideration of the relation of the 
ton-mile index to that of industrial pro- 
duction and the actual experience of the 
railroads during the first quarter of 1951, 
together with the last half of 1950, gives 
clear indication that Dr. Parmelee’s esti- 
mates of ton-miles for the year 1951 are 
extremely modest,” said Mr. Noble. 

Comparing the situation in 1941 and 
1942 with the present situation, as it 
might affect passenger-miles, giving ef- 
fect to the comparative size of the armed 
forces, as well as to the fact that there 
was gasoline rationing in 1942, Mr. Noble 
Said it was calculated that passenger 
travel for 1951 would result in 38,009,000,- 
000 passenger-miles. He asserted that 
Dr. Parmelee had underestimated the 
probable passenger traffic “for the com- 
ing year.” 


Revenue Estimates 


Referring to his exhibit for estimated 


freight revenues and Passenger revenues 
that would result from “the anticipated 
increase in ton-miles and passenger- 
Miles during 1951,” Mr. Noble said: 
“Freight revenue computed on the basis 
of 1.329 cents per revenue ton-mile, com- 
puted on the 1950 basis, approximates 


$8,885,000,000 or an excess over 1950 of 
$1,068,000,000. Passenger revenue, on the 
other hand, computed at a rate of 2.58 
cents per estimated passenger mile, as 
used by Dr. Parmelee in Basis 1, approxi- 
mates $980,647,000, an excess over the 
passenger revenues of 1950 of $167,- 
229,000.” 


Mr. Noble’s reference to “Basis 1” was 
to one of several bases used by Dr. 
Parmelee in estimated rail revenues and 
expenses for 1951. Basis 1 involved reve- 
nue for the period January 1 to April 3 
estimated at the rates then in effect, 
with the interim increase in effect for the 
remainder of the year. For expenses, the 
basis took into consideration the dis- 
puted agreement negotiated with Dr. 
John R. Steelman, assistant to the Presi- 
dent, for operating employes, and the 
March 1 agreement entered into with 
non-operating employes, with cost-of- 
living adjustments effective April 1. 


Department of Agriculture 


In the course of his testimony, in 
which he asserted the carriers under- 
estimated their 1951 traffic, Mr. Bean, 
after discussing certain factors, said: 


“There is other evidence that suggests 
the carriers’ judgment with regard to 
prospective volume may be erring on the 
low side. There is a very strong tendency 
for shipper and carrier judgment to err 
on the up-side when business conditions 
are not expanding or are on the decline, 
and to err on the low side when business 
conditions are trending upward. 

“The record suggests that some traffic 
experts may have a tendency merely to 
project current figures when called upon 
to make forecasts.” 

Mr. Bean said the purpose of his 
statement was to make “two main 
points.” First, he said, the carriers were 
predicating their request for an increase 
in rates on an under-estimation of the 
volume of traffic they would carry in 
1951. His second point, he said, was 
that “the present position of agriculture 
needs to be clarified so that the current 
relatively high level of farm prices and 
income may be seen in proper relation 
to non-agricultural prices and income, 
and not misjudged in connection with 
the request for increased freight rates.” 

He asserted that the volume of freight 
“as appraised by informed shippers and 
railroad officials” had been overestimated 
in every quarter of 1949 and in the first 
two quarters of 1950. As _ industrial 
activity was stepped up in the last half 
of 1950, Mr. Bean said, the estimates 
had fallen short of actual volume. This 
tendency to underestimate in periods of 
rising activity appeared to show up in 
the carriers’ estimate of 632 billion ton- 
miles of traffic for 1951, he said. Already, 
he added, freight traffic was running at 
an annual rate in excess of that esti- 
mate, and that the discrepancy appeared 
to be at least 5 per cent and could turn 
out to be greater “if the generally an- 
ticipated further expansion in industrial 
production takes place.” Mr. Bean said 
that that much of an underestimate 
would significantly affect the appraisal 
of prospective gross and net income “and 
reduce the need for the requested rate 
increases.” 


Agricultural Situation 


As to his second point, meant to clar- 
ify the agricultural situation, Mr. Bean 
said that it was not sufficient merely to 
cite that farm prices and income in gen- 
eral were at record level “for the econ- 
omy as a whole is also characterized by 
record levels in prices, wages, and prof- 
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its.’ Mr. Bean said that the facts not 
generally observed were that relatively 
high gross agricultural returns in the 
aggregate, when allowance was made for 
the equally high operating costs, actually 
fell short of providing both the kind of 
return being sought by the railroads and 
the average return an hour of labor be- 
ing paid in transportation or other occu- 
pations. ’ 


Asserting that there were exceptions 
and extremes in agriculture as well as in 
other industries, Mr. Bean said that if 
agriculture was allowed an average re- 
turn of 6 per cent on its investment, its 
return “per hour of labor” in 1950 would 
have been below the national minimum 
wage of 75 cents an hour, and less than 
half of the typical wage in transportation 
and manufacturing. 


At the close of testimony by Mr. Noble 
and Mr. Bean, permission was asked by 
Mr. Burgess for the railroads to defer 
cross-examination of those witnesses un- 
til either the June 18 or June 25 hearing. 
The request was granted. 


Shippers’ Testimony 


Seven shipper witnesses appeared in a 
“side hearing” before Examiner J. P. 
McGrath. 


Arthur J. Coburn, general traffic man- 
ager, Penick & Ford, Ltd., Inc., Cedar 
Rapids, Ia., processors of corn and ship- 
pers of corn syrup unmixed, glucose, said 
that that commodity, and cane and beet 
sugars were “interchangeable in almost 
the entire sweetgoods industry,” and that 
the commodities were directly competi- 
tive in the following industries: Confec- 
tioners, jellies, bakers, jams, mixed syrup, 
pickles, preserve, and candied fruits. 
He said his company was asking that 
whatever maximum was authorized on 
cane and beet sugars, and liquid sugars, 
be authorized on corn syrup unmixed, 
glucose. 


Structural Clay 


A. Englehardt, traffic manager, Na- 
tional Fireproofing Corporation, Pitts- 
burgh, Pa., and chairman of the traffic 
committee of the Structural Products In- 
stitute, said that it was the “considered 
judgment” of the institute and its mem- 
bers that the Commission should not 
permit any additional increase in the 
rates on structural clay products at this 
time. He testified with respect to the 
movement within Official Territory, to 
the effect that “from a casual survey of 
random movements, I am convinced that 
with each general increase in the rail 
rates the railroads lost additional short- 
haul traffic to the motor trucks.” He 
also said that, if there was a further in- 
crease in rail rates, it was feared that 
competitive building block materials 
would further displace brick and hollow 
building tile and other clay products. 

Similar testimony was offered by R. 
O. Youngerman, general traffic manager, 
Mason City Brick & Tile Co. E. J. Rob- 
inett, vice-president Acme Brick Co., 
Fort Worth, Tex., and Clayton L. Worn- 
son, traffic manager, Mason City Brick 
& Tile Co. 


Fertilizer Industry 


Two witnesses appeared for the Na- 
tional Fertilizer Association. They were 
F. S. Lodge, assistant to the president 
and acting secretary, and Eugene Landis, 
general traffic manager, International 
Minerals and Chemical Corporation, with 
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32 fertilizer plants in the-southern, west- 
ern, and eastern territories. 

Mr. Lodge said that further proposed 
increases in freight rates were opposed 
by the fertilizer industry primarily be- 
cause of the cumulative freight costs that 
resulted from the inbound and outbound 
movements of fertililzer and fertililzer 
materials which, he said, pyramided the 
freight revenue. He saifi the increases 
were. also opposed because fertilizers, by 
their use on the farm, increased the ton- 
nage of freight movement of crops from 
the farm by an amount more than equal 
to the tonnage of the fertilizer consumed. 
In part, he said: 

“It appears that the fertilizer industry 
in 1950 provided a volume of well over 
18,000,000 tons as fertilizer moving from 
the factories, besides materials moving 
into the factories. A combined total of 
more than 13,000,000 tons of sulfur, phos- 
phate rock, and other manufacturing 
materials was also provided. In addi- 
tion, some 35,000,000 or more additional 
tons of farm produce were provided for 
movement by the carriers to market. 
Here is a more than 65,000,000 ton source 
of volume from a freight-producing view- 
point.” 

Mr. Landis offered an exhibit which 
he said had been prepared “to show the 
unreasonableness of the proposed rate 
increase on the various fertilizer ma- 
terials,” in support of his contention that 
the freight rate increase was not justified 
on the products of interest to the asso- 
ciation. 

Mr. Landis said that in 1948 the fer- 
tilizer rail revenue was $91,781,827. In 
1950, he said, “they had a rail revenue 
of $80,928,749, or a reduction of $10,853,- 
078.” He added that there was a 15 per 
cent increase in fertilizer consumption 
between those years and an 11 per cent 
reduction in rail revenue “in spite of the 
fact that freight rate increases were go- 
ing on all along.” That, he said, “bears 
quite a bit” in proving that with each 
rate increase the traffic had moved from 
the rails to the trucks. 


Verified Statement 


Samuel H. Williams, manager, trans- 
portation bureau, Chamber of Commerce 
of Greater Philadelphia, filed a verified 
statement, urging the Commission to au- 
thorize such increases in all freight rates 
and charges as it might deem necessary 
to maintain an adequate and solvent 
railroad transportation system. He said 
the position was based on the impending 
need of keeping the rail transportation 
system solvent and of insuring revenues 
that would yield a fair return after 
meeting full operating expenses, and a 
recognition of the fact that “the rail- 
roads face an emergency at this time.” 
He also asked that the Commission’s 
final decision be made as promptly as 
possible. 

Mr. Williams said the Commission had 
found that recognized port relationships, 
if disrupted, should be promptly restored, 
and asked that proper steps be taken to 
bring about full recognition of port rela- 
tionships as early as practicable follow- 
ing establishment “of 
warranted herein.” 


Washington Hearing Completed 
Shortly after noon, May 22, the Wash- 
ington hearing in Ex Parte 175 came to 
an end, to be resumed at that point, 
after regional hearings, on June 18 on 


increased rates 
s 





coal and coke, and on non-ferrous metals, 
and June 25, to receive further govern- 
ment testimony and rebuttal by the pe- 
titioners. 

Chairman Splawn said, at the close 
of the May 22 hearing, that there would 
be further notice issued by the Commis- 
sion as to the time when argument 
would be heard, and as to whether or not 
the parties would file briefs. At the 
moment, he said, “we are inclined to have 
briefs filed on the date of oral argument.” 
Those who preferred to file memoranda 
briefs in lieu of oral argument might do 
so, he said, adding that “all of that will 
be set out more specifically in the sup- 
plementary notice.” 

The data for the Class II and Class 
III carriers, switching and terminal com- 
panies, and electric railways, were of- 
fered in two exhibits offered by C. E. 
Huntley, secretary-treasurer, American 
Short Line Railroad Association. Mr. 
Huntley merely offered the _ exhibits. 
There was no cross-examination. 

The second of the exhibits contained 
data for the aforementioned classes of 
carriers who were “petitioning carriers.” 
For 188 such carriers, the exhibit showed 
for 1950, net investment in railway prop- 
erty used in transportation service, plus 
cash and materials and supplies, of $340,- 
840,816; net railway operating income for 
that year of $24,697,857, and 7.24 per cent 
rate of return. 

Total railway operating revenue for 188 
companies was shown, for 1950, as $174,- 
837,720, and their railway operating ex- 
penses as $118,652,689, Net railway oper- 
ating income was indicated for 188 com- 
panies in 1950 as $24,697,857, and net 
income for 187 companies was shown as 
$20,071,756. 

The average straight time hourly rate 
for 176 of the companies in 1949 was re- 
ported as 127.8 cents, and for 177 of the 
companies, in 1950, as 135 cents. 

Comparisons between 1950 actual ex- 
perience and estimates for 1951 were 
shown as follows: For 105 companies, 
$109,976,415 total operating revenues in 
1950, and for 103 companies, in 1951, 
$123,154,396; total operating expenses, for 
106 companies in 1950, $77,412,728, and 
for 103 companies in 1951, $85,195,119; 
taxes, for 106 companies in 1950, $17,- 
741,899, and for 103 companies in 41951, 
$21,159,551; net railway operating in- 
come, for 104 companies in 1950, $16,025,- 
128, and for 102 companies in 1951, $13,- 
530,004; and net income, for 103 com- 
panies in 1950, $13,504,004, and estimated 
for 97 companies in 1951, $11,263,381. 


The other exhibit contained similar 
data for all Class II and Class III car- 
riers, switching and terminal companies, 
and electric railways not covered by Dr. 
Parmelee’s exhibit. 


Rail Verified Statements 


Nineteen verified statements were filed 
by freight traffic executives of a number 
of railroads in which they described 
methods followed by those railroads in 
compiling the underlying data which was 
furnished to Dr. Parmelee for his use 
in preparing his exhibit in the proceed- 
ing. In most of the statements the fig- 
ures furnished Dr. Parmelee were also 
set out, as well as changes in the esti- 
mates furnished earlier in the year for 
use in the interim phase of the case. 

The verified statements were filed by 
the following: 


Harry B. Light, general freight traffic 
manager, Reading Co.; Arthur S. Genet, 
vice-president —traffic, Chesapeake & 
Ohio Railway Co.; F. S. Baird, vice- 
president—traffic, Norfolk & Western; 
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Edward V. Murphy, general freight traf- 
fic manager, New Haven Railroad; A. R. 
Seder, vice-president, Chicago & North 
Western; J. R. MacAnally, general freight 
traffic manager, Union Pacific; T. M. 
Caiazza, assistant to vice-president—traf- 
fic, and J. P. McDonald, assistant gen- 
eral auditor, jointly for Sante Fe; T. H. 
Banister, vice-presiden t—Trafiic, St. 
Louis-San Francisco and St. Louis, San 
Francisco & Texas Railway Co.; Robert 
J. Stone, vice-president—operation, St. 
Louis-San Francisco, and vice-president, 
St. L. S. F. & T.; F. L. Gordon, freight 
traffic manager, Texas & New Orleans; 
H. W. Klein, freight traffic manager— 
rates and divisions, Southern Pacific Co. 
—Pacific Lines; H. K. Dougan, assistant 
general auditor, Great Northern; W. D. 
O’Brien, freight traffic manager, Great 
Northern; R. E. Smith, general freight 
traffic manager, Northern Pacific; H. K. 
Dougan, in support of Lake Superior 
region railroads for increase in iron ore 
rates and charges; Harold J. McKenna, 
general freight agent, Soo Line, jointly 
with Vincent P. Brown, assistant freight 
traffic manager, Great Northern, in sup- 
port of Lake Superior region railroads 
for increase in iron ore rates and 
charges; R. T. Etheridge, assistant vice- 
president, Seaboard; J. M. Fields, vice- 
president—Traffic, Atlantic Coast Line, 
and E. B. deVilliers, assistant vice-presi- 
dent—Traffic, Gulf, Mobile & Ohio. 


Counsel for the government announced 
that the government agencies had with- 
drawn their request for cross-examina- 
tion or those who had filed the verified 
railroad statements by reason of agree- 
ment with railroad counsel that there 
would be furnished for the 34 railroads 
which had supplied data to Dr. Parme- 
lee a list of commodities or commodity 
groups analyzed by each carrier either 
showing or providing a basis for deter- 
mining the percentage each commodity 
or commodity groups was of the total 
tonnage of the carrier, together with the 
estimated increase in 1951 over 1950 of 
traffic for each commodity or commodity 
group. 





Verified Statements 
Filed with I.C.C. 
In Ex Parte No. 175 


A number of additional verified 
statements, in lieu of personal ap- 
pearances, have been filed with the 
Commission in Ex Parte No. 175, In- 
creased Freight Rates and Charges, 
1951, under the special rules of pro- 
cedure established for that proceed- 
ing. 


The greater number of those filed by 
parties other than the railroads has al- 
— been reviewed (T.W., May 19, Pp. 

De 

H. E. Leatart, traffic manager, Ameri- 
can Potash & Chemical Corporation, 
Trona, Calif., filed three such statements. 
One dealt with carload rates on borax 
and boracic acid; one with rates on salt, 
salt cake and sodium sulphate, and one 
with potash. 


Mr. Leatart, in each statement said 
that its purpose was to provide factual 
support for the position of the company 
that the named commodities should be 
“entirely exempt from any general rate 
increase” that might be granted in the 
proceeding. 
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In the statement dealing with potash, 
an alternative was suggested: That any 
percentage increase authorized in rates 
on potash be limited in such a way as 
to preserve the differentials heretofore 
established by the Commission between 
Trona, and Carlsbad, N.M., the latter 
described as the location of A. P. & C.’s 
principal competitors. It suggested a 
maximum in rate increases of 40 cents a 
net ton. 


As to borax, and boracic acid, Mr. Lea- 
tart said truck competition had cut 
deeply into rail traffic, and continued to 
do so. He also said that. there were 
large deposits of boron in Turkey and 
South America, and that a continuous 
increase in freight costs could make it 
possible to operate those deposits. 


Mr. Leatart said that the importation 
of foreign salt cake before the war was 
a serious threat to domestic production, 
and had again become a threat, particu- 
larly to western producers of natural salt 
cake. He said the return of foreign com- 
petition and the fact that the far west- 
ern producers had to compete in distant 
markets, making for long hauls, rendered 
it doubly important that production at 
the western points be continued and that 
consumers be not dependent on foreign 
salt cake. 


Arkansas Farm Interests 


The Agricultural Council of Arkansas, 
as had other interests in the south, op- 
posed any increase, but said that, if an 
increase was found necessary, it opposed 
the placing of any maximum increase 
“as it would cause the shippers in this 
area to lose their natural advantages of 
geographical location.” 'The council said 
the same percentage of increase should 
apply to the rates on different minimum 
weights so that the spread between the 
rates on cars containing 25,000 pounds 
as against cars containing 50,000 or 
65,000 pounds of compressed cotton 
should reflect the additional cost to the 
railroads on a hundred-weight basis in 
hauling the lightly loaded car as com- 
pared with hauling the heavily loaded 
car. 






























































Brewing Companies 

A statement was filed with the Com- 
Mission on behalf of the following: 
Brewing Corporation of America, Cleve- 
land, O.; Drewery’s Limited U.S.A., Inc., 
South Bend, Ind.; Duquesne Brewing 
Co. of Pittsburgh, Pittsburgh, Pa.; Goe- 
bel Brewing. Co., Detroit, Mich.; Red 
Top Brewing Co., Inc., Cincinnati, and 
Terre Haute Brewing Co., Inc., of Terre 
Haute, Ind. 


Those companies said they believed 
that no further increases should be ap- 
plied to beer and ale and empty re- 
turned containers. However, if “for 
some reason” the Commission saw fit 
to grant an increase, they said, the 
Same percentage should apply to, from, 
and within all territories. If for some 
Teason the percentage was not made the 
Same for all territories and the carriers 
made voluntary adjustments of such in- 
creases for any breweries, they said, the 
Commission should “compel” similar ad- 
justments of the increases for them. 
































Tennessee Commission 


G. Edward Friar, general counsel for 
the Railroad and Public Utilities Com- 
Mission of Tennessee, asked that a hear- 
ing he held in the southeastern region, 
In addition to hearings held or to be 
held elsewhere. Mr. Friar said the rail- 
Toads serving the southeastern area were 
M entirely different financial circum- 





stances and conditions than those in 
other areas, and that the Commission 
recognized the fact by giving southern 
carriers a lower percentage of increase 
in the interim decision. Because of the 
topography of the south and its prod- 
ucts, he said, “the south presents a 
different picture from any other section 
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of the country and therefore it would 
be helpful to secure sufficient and ade- 
quate proof concerning these peculiar 
conditions and problems.” 





Shippers Testify at Chicago Hearing on 


Proposal To Increase Express Rates 


Schwietert Urges that Valuation a Shipment Be Raised from $50 to $100. 
Spiegel’s, Swift & Co., Armour, Society of American Florists Testify 
Higher Rates Will Divert Much Traffic—Hearing June 18 in New York 


Approximately 20 shipper repre- 
sentatives indicated they would tes- 
tify at the Chicago hearing in Ex 
Parte No. 177, Increased Express 
Rates and Charges—1951, which 
opened May 21 in the Morrison Hotel 
before Examiner Samuel R. Diamond- 
son and three representatives of the 
state commissions—Allen Chappel, of 
Georgia, Ray Martin, of Ohio, and 
D. M. Stiles, of Kansas. 


Examiner Diamondson approved a mo- 
tion by John Burchmore that a further 
hearing be held in New York City. The 
hearing was set for June 18, at a place 
to be announced in the notice to the 
public. It was requested by the Asso- 
ciated Industries of New York, the Bak- 
ing Institute, the Hat Institute, millinery 
manufacturers, and advertising interests. 


The express agency presented only one 
witness in Chicago, on behalf of its peti- 
tion for increases generally of 25 per 
cent, with increases also for various serv- 
ices (T.W., April 28, p. 51). W. A. Ben- 
son presented an exhibit, No. 67, which 
indicated that the agency had gross 
operating revenue of $78,305,405 in the 
first three months of 1951, compared with 
gross revenue of $74,634,639 in the same 
period of 1950. Air express revenues had 
increased from $4,480,612 in the 1950 
period to $7,627,119 in the first quarter of 
1951. The witness said this increase was 
due largely to a strike early in February 
of this year which had tied up some rail 
movements. 

The first two shipper witnesses, J. P. 
Biaggi, Los Angeles, and A. B. Love, 
Norristown, Pa., represented the whole- 
sale florist industry. Mr. Biaggi, speak- 
ing for flower shippers in California, said 
the proposed rise in express rates would 
increase express charges 15 per cent, and 
would result in a decrease of 25 per cent 
in the express movement of flowers from 
that state. 

The increased charges would not be 
passed on to the consumer because he 
could afford to pay such prices for cut 
flowers, asserted the witness. 


“Wholesalers will be more inclined to 
get flowers from nearby shippers, who 
ship mostly by truck,” he said. “We 
would lose the long-distance business. ... . 
Our average shipping distance is 1,000 
miles.” 


Mr. Love said the proposed rise in 
express rates would increase his charges 
by at least 25 per cent, would result in 
a decrease in express traffic, and would 


divert the traffic to other forms of trans- 
portation, chiefly truck and bus. 

A. H. Schwietert, traffic director, Chi- 
cago Association of Commerce and In- 
dustry, said that for 40 years the valu- 
ation of an express shipment without 
added insurance had been $50. Since 
1912 the wholesale price index had risen 
from 69.1 to 161.5 in 1950 (1926 equals 
100), he testified, urging that such valu- 
ation be increased to $100, in accordance 
with the increase in the value of com- 
modities and the increase in express 
rates and charges. 


In the early part of the 1951, his asso- 
ciation had made a survey among Chi- 
cago shippers which showed that since 
1946 there had been a 40 per cent de- 
cline in inbound and outbound express 
shipments, he said. The traffic had been 
diverted to the railroads, parcel post, and 
motor freight, he said. 

An exhibit prepared by Mr. Schwietert 
showed that, on shipments from Chicago 
to Cincinnati, the first class express rate 
was presently 418 cents a 100 pounds and 
under the proposal would be increased to 
475 cents. On similar shipments from 
St. Louis to Cincinnati, the present rate 
was 491 cents and the proposed rate 548 
cents, according to the exhibit. However, 
St. Louis shippers could use the express 
commodity rates, which ranged from 136 
cents to 238 cents, he said. 

Experience of Spiegel’s 

Harry B. Spamer, assistant general 
traffic manager of Spiegel, Inc., Chicago, 
testified that in the past four years, the 
increased express rates had diverted sub- 
stantial traffic away from the express 
agency. 

“In 1847 2 per cent of the merchandise 
we received came by express, but today 
that proportion has fallen to 0.07 per 
cent,” he testified. 


Declaring that express service had de- 
teriorated since 1947, Mr. Spamer said 
that “within a radius of 300 miles, we 
maintain schedules with trucks that the 
express agency can’t touch.” 


The express rate from New York City 
to Chicago was 733 cents, he said, com- 
pared with an air freight rate of 625 
cents and a freight forwarder rate of 
247 cents. 


“Express will arrive on the second day 
at the earliest, whereas air freight will 
come in the first day,” he added. 


Whereas in 1946, Spiegel customers re- 
ceived 15,000 shipments monthly by ex- 
press, today such shipments averaged 
only 2,500 monthly, he said, the majority 
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having been diverted to parcel post, rail, 
or truck. 

“Four years ago the byword for us in 
receiving goods from our sources was, 
‘Ship Express,’” he said. “But not now.” 

Declaring that the $50 valuation allow- 
ance cost shippers an additional 11 cents, 
Mr. Spamer urged that it be given 
without charge, as did the express 
agency’s competitors. 


On Spiegel’s shipments to customers, 
84 per cent of the outbound movement 
went by parcel post, 14 per cent by less- 
carload, and 2 per cent by express, he 
testified. 

Mr. Spamer recommended that the 
express agency reduce its rates to a 
level competitive with rail, truck, and 
freight forwarder rates. 

Questioned by Examiner Diamondson 
about the effect of the increase in parcel 
post rates just granted by the Commis- 
sion, Mr. Spamer said that new parcel 
post rates would still be lower than pres- 
ent railway express agency rates. 


‘Can’t Absorb Increase’ 


Earl Schrader, representing the Kell- 
ing Nut Co., Chicago, testified that if 
the proposed increases were granted, it 
would increase the cost of nuts to his 
firm’s customers by 1.3 cents a pound, 
which would allow local competition to 
capture the distant markets. 

“We cannot absorb this cost because 
1.3 cents a pound is more than our net 
profit,” said Mr. Schrader. 


Packers Oppose Increases 


Testifying for Swift & Co., A. Robert 
Cunningham, member of the rate divi- 
sion, general transportation department, 
Chicago, said that the principal pro- 
posals of the express agency to which 
Swift objected were the following: 

Cancellation of all less-carload com- 
modity rates on articles of food and 
drink. 

Increasing all first class charges by 
57 cents and all second-class charges 
by approximately 43 cents. 

Publication of charges in 5-pound 
gradations instead of the present 1- 
pound steps. 

Increasing the minimum charge a ship- 
ment to $2. 

Speaking mainly about the effects of 
the proposed increases on Swift & Co.’s 
shipments of ice-packed poultry. Mr. 
Cunningham estimated that the agency’s 
proposals would increase transportation 
charges on this commodity by more than 
$150,000 annually. 

The respondent, he stated, “proposes 
not only to distribute the added trans- 
portation burden unfairly as between 
class rates and commodity rates by ap- 
plying substantially greater increases to 
the commodity rates, but also proposes 
to discriminate as between rates on dif- 
ferent commodities by increasing some 
to the class rate level and leaving others 
on a lower basis. This is plainly unfair 
and would compel items of food and 
drink, including dressed poultry, to bear 
an unreasonable share of the added 
transportation burden.” 

Express first-class charges would be 
increased, by the proposals in this pro- 
ceeding, to the approximate level of air 
freight general commodity rates, asserted 
Mr. Cunningham, and the proposed in- 
creased second-class charges would in 


each instance exceed the air freight 
specific commodity rates on meats, “de- 
spite the much faster transit time of air 
freight versus railway express. The air 
freight rates do not include pick-up or 
delivery; however, they apply on a service 
where time in transit is measured in 
hours rather than by days.” 

Increased express charges would result 
in the diversion of very substantial por- 
tions of Swift’s traffic to motor freight, 
he said. 


Testimony of Armour 


Emiel P. Nielsen, freight rate clerk for 
Armour & Co., Chicago, protested the 
proposed advances in railway express 
rates, on behalf of his company, “one of 
the country’s largest users of railway 
express service.” 

Armour paid out annually for express 
services more than $500,000, testified Mr. 
Nielsen, all such charges being absorbed. 

“We especially protect the double in- 
crease here proposed on food products, 
produced first by cancellation of com- 
modity rates on foods; and then applying 
second class rates, also to be increased 
herein,” he stated. “The inclusion of 
these double increases with the flat class 
rate increase proposed will increase our 
railway express bill an approximate 
$100,000 per year, or 20 per cent, unless 
protective steps in the form of use of 
other and cheaper means of transporta- 
tion are employed; needless to say they 
will be so employed in every possible 
instance.” . 


Celery Shipper Testifies 


Lawrence W. Versluis, Kalamazoo, 
Mich., representing Lewis W. Versluis Co., 
described as the largest celery shipper in 
Michigan, testified the morning of May 
22 that in the past the express agency 
had helped his industry by setting com- 
modity rates, but that in recent years 
express rates had gone too high. The 
proposed $2 minimum charge would bring 
express rates that were more than the 
merchandise was worth, he asserted, 
adding: “We are having difficulty retain- 
ing customers with present express rates, 
and we will be unable to retain them 
with increased rates.” 

N. W. Loebl, New York City, a consoli- 
dator of small shipments, described 
the agency proposals as “suicidal.” 
Speaking also for retail merchants in 
Salt Lake City and Dallas, he said 
specialty stores in many cities were turn- 
ing to motor freight. Whereas one year 
ago his firm was making 800 express 
shipments daily, the number had now 
dropped to 500, he testified. 


More Florists Testify 


Three more florists—John Masek, of 
Apopka, Fla.; E. Hart, of Mangel Florists, 
Chicago; and Robert H. Roland, Chicago, 
executive secretary of the Society of 
American Florists—testified in opposi- 
tion to the express agency proposals. 

Mr. Masek said that in 1950 he made 
26,000 express shipments, mostly of 
potted plants; that the average distance 
was 500-700 miles, the average weight, 
44 pounds; and that his express charges 
totaled $65,000 annually, and would rise 
to $105,000 under the present proposals, 
which would “be disastrous for us.” 

Mr. Hart testified that, for his seven 
flower shops in Chicago, he received 60 
per cent of his incoming flowers by ex- 
press, 30 to 35 per cent by air, and the 
remainder by truck. An increase in ex- 
press charges would have the tendency 
to increase the movement by truck, he 
said. 

Mr. Roland summarized the answers to 
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a questionnaire sent by his society to 
representative less-carload express ship- 
pers in many states. Of 48 replying, 45 
said the proposed increase in express 
charges would injure their business, said 
Mr. Roland. Typical answers, he said, 
were as follows: 


“It would encourage customers to make 
a larger percentage of their purchases 
from their local wholesalers and avoid 
express charges on shipments from us... 
Will result in consolidation of shipments 
that will restrict variety and freshness 
of flowers in our area .. . Increasing 
transportation cost is reducing our ship- 
ping area as it is making overall price 
of flowers prohibitive to our distant cus- 
tomers . . . Customers will buy locally 
even if local stock is inferior,” etc. 


Would Divert 42.5 Per Cent 


One florist, said Mr. Roland, answered 
as follows: “Express rates are out of 
proportion now with the prices we are 
receiving for our flowers and the express 
service is geting worse every time a rate 
increase is granted. Shipments in 1938 
which took 20 hours to be delivered now 
take from 36 to 40 hours. In 1938 it cost 
us 1.5 cents per dozen daffodils to express 
them to various markets; under the pres- 
ent express rate it costs us 5 cents per 
dozen; market price this past February 
was 4.8 cents per dozen, so thousands of 
boxes of daffodils were left in the fields, 
which the express company could have 
handled if the rates had been reasonable. 
On iris and gladioli it is the same story 
When express rates were reasonable and 
service was fast and dependable we 
shipped 100 per cent by express; now we 
are forced to ship over 50 per cent by 
truck.” 

If the proposed increases took effect, 
approximately 42.5 per cent of the pres- 
ent express shipments of flowers would 
be eliminated or diverted to other means 
of transportation, producers, wholesalers 
and retailers of cut flowers and plants 
had indicated in their answers to the 
questionnaire, said the witness. 


Cotton Linter Rates to 
Gulf Ports Argued in 
Briefs Filed With 1.C.C. 


Briefs have been filed with the 
Commission in I. and S. No. 5785, 
Cotton Linters, Texas to Texas & La. 
Gulf Ports. 

In that proceeding, the Commis- 
sion suspended schedules proposing 
to increase rail commodity rates on 
cotton linters, motes and cottonseed 
hull fibre or shavings, in carloads, 
from origins in Texas and Louisiana 
to Gulf ports where such rates were 
used as factors in constructing com- 
bination rates. 

A joint brief for the Houston Chamber 
of Commerce, Houston Cotton Exchange 
and Board of Trade, Houston Port and 
Traffic Bureau, Inc., and Galveston 
Chamber of Commerce, interveners, de- 
scribed the questions to be resolved in 
the proceeding as arising from rule 7 of 
tariffs of increased rates and charges 
Nos. X-162 B, X166-C, X-168-A, and 
X-175, which made effective the general 
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freight rate increases of 1946, 1947, and 
1948, and the interim increase in the 
latest general rate increase case, which 
went into effect generally on April 4. 
The rule referred to governs the appli- 
cation of increases to combination rates, 
the Commission having ruled that the 
increases might not be applied to each 
factor of a combination rate when a 
maximum increase was provided. 

Among other things, the Texas inter- 
ests said that the problem of trying to 
locate and publish all “treated combina- 
tion” rates as through, one-factor joint 
rates was “thousands of times more com- 
plex now” than in the days of the Di- 
rector General of the railroads and the 
‘Kelley Combination Rate Tariff” and 
the “Jones Combination-Rate Tariff,” 
and they added, “not to mention the 
part played by the Commission in those 
days of great tariff complexities and 
much reparation.” 


They said they held no grudge against 
the railroads for their recent attempt 
so to modify rule 7 as to escape the im- 
possible burden it thrust upon them. 
Nor, they added, “do we harbor a grudge 
against the Commission for refusing out- 
right cancellation of the thing in I. & S. 
Docket No. 5553, 273 I.C.C. 575.” 


Earlier the Texas interests said that 
when they spoke of rule 7 as being 
utterly impossible they meant this: 


“There is not enough paper and ink 
in the whole world to accomplish literal, 
wooden-headed compliance with said 
tule by the publication of one-factor, 
through joint rates from all origins to 
all destinations over all possible routes 
to take the place of all presented ‘treated 
combinations’ of separately established 
rates here, there and yonder. By ‘treated 
combinations’ we mean all possible two- 
factor, three-factor, four-factor—and so 
on ad infinitum—rates, which when com- 
bined under rule 7 must be so treated as 
to observe a single-maximum increase 
over the aggregates of the separately 
published base rates in scores, hundreds 
and thousands of tariffs. 


“Even if there were enough paper and 
ink to do the impossible, there are not 
enough rate clerks and tariff compilers 
to locate and check the endless details of 
all possible, treated-combination rates.” 


Difference Between Carriers 


After a discussion of the history of 
the rates on the cotton linters, the Texas 
interests said that the respondent rail- 
roads were agreeable to reinstatement 
of the column or class 21% single-factor 
through joint rates in effect before the 
coastwise lines ceased operations in the 
World War II period. However, they 
Said, there was no such agreement inso- 
far as the coastwise steamship lines were 
concerned, nor as far as the eastern rail- 
roads were concerned. They said the 
publication of the “treated combination” 
tates as single-factor, through joint rates 
had been considered on dockets of the 
Southwestern Freight Bureau, the Texas- 
Louisiana Freight Bureau, and the bu- 
reau operated by the coastwise steamship 
lines. However, the Texas interveners 
Said, an agreement to publish such rates 
for the benefit of the shipping public 
Could not be reached “because the respec- 
tive carriers, rail and water, could not 
agree upon a basis for dividing joint 
tates so made. What a travesty on com- 
mon sense!—not to mention justice and 
revenue.” 

The Texas interveners said that this 
being so, the only thing left for the 
Commission to do in the proceeding was 


to find that the respondents had not 
justified the rates they proposed in the 
proceeding as proportional factors for 
coastwise traffic. 


Port of New York 


The Port of New York Authority said 
that the issue was whether or not the 
respondents might “under a plea of 
tariff simplification,’ do that which the 
Commission had heretofore ruled they 
might not do. The Port Authority as- 
serted that the railroads had “merely 
taken increases authorized in various 
recent ex parte proceedings and added 
the increase to one factor in a going 
combination, without regard to whether 
the result exceeds the maximum increase 
allowed by the Commission for the total 
combination rate.” It said questions of 
tariff simplicity and expediency must 
yield to “the vastly more important nec- 
essity for maintaining the coastwise 
service,” and asked that the Commission 
find the proposed schedules not just 
and reasonable, and order their cancel- 
lation. 


Steamship Lines 


The same action was asked by Newtex 
Steamship Corporation, Pan-Atlantic 
Steamship Corporation, and Seatrain 
Lines, Inc. In part, the steamship lines 
said: 

“It is difficult to reconcile the method 
of publication employed in connection 
with cotton linter rates from Texas ori- 
gins to New Orleans and from Texas 
origins to Texas Gulf ports. In the 
publication of rates to New Orleans, the 
rail lines took cognizance of the neces- 
sity of distinguishing between’ the 
method of publishing rates applicable 
on export traffic and those applicable 
on coastwise traffic, to permit the unre- 
strained use of rule 7 of the master 
tariff. As to rates to the Texas Gulf 
ports, the respondents utterly refuse to 
recognize this distinction and seek to 
publish a single scale of cotton linter 
rates having application to both export 
and coastwise traffic. By such publica- 
tion, the rail lines entirely disregard the 
proportional nature of the coastwise 
rates and the findings of the Commis- 
sion in the ex parte cases, as embodied 
in rule 7 of the master tariff... .” 


New Orleans Brief 


The New Orleans Traffic and Trans- 
portation Bureau asserted that the find- 
ings of the Commission in the’ ex parte 
cases required observance of maximum 
increases in connection with through 
combination rates. The inclusion of the 
ex parte increases in the rail factors 
applying from the Texas origins to the 
Louisiana and Gulf ports was an attempt 
on the part of the respondents to disre- 
gard the Commission’s specific findings 
in those cases, the bureau said. 


It said the Commission should order 
the schedules cancelled and the proceed- 
ing discontinued, or, as an alternative, 
that the carriers be required to establish 
through one-factor rates from the origins 
involved to the North Atlantic ports as 
well as to the interior points in seaboard 
territory observing, in the construction 
of such rates, the maximum provisions 
of rule 7 of the master tariffs. 


Associations’ Brief 


A joint brief for the National Cotton- 
seed Products Association and the Texas 
Cottonseed Crushers’ Association, said, 
among other things, that examiners of 
the Commission were at one time or 
another baffled by the contentions made 
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by parties. However, they said that “we 
suspect that the instances are few and 
far between where an examiner has an 
opportunity to witness the spectacle of 
a group of railroads publishing a basis 
of rates, and after suspension thereof 
by the Commission, coming to the hear- 
ing and telling the examiner that they 
are agreeable to the establishment of 
rates that are not only lower than the 
suspended rates, but actually lower than 
the present rates. That’s precisely what 
happened in this proceeding.” They were 
referring to the aforementioned sugges- 
tion concerning the class 21% rates. 


Respondents’ Brief 


The respondents said that the only is- 
sue involved in the proceeding was the 
reasonableness of the rates under sus- 
pension, insofar as they applied on traf- 
fic for movement beyond the ports by 
coastwise steamship lines to eastern des- 
tinations. They said there could be no 
other issue involved “as the rates apply 
only on one commodity or class of traffic 
and then only via certain specific 
routes, and the traffic is not competitive 
in any sense of the word.” 


The proposed rates, they said, were not 
local rates, and could be used only in 
combination with other rates appli- 
cable from the port to determine the 
through rate or transportation charges 
from origin to destination. They as- 
serted that the coastwise lines were in- 
terested in retaining a rate structure 
low enough to ensure them a share of 
the tonnage and without shrinking their 
revenue, “presumably at the expense of 
the rail lines.” 


After a discussion of the suspended 
rates, the respondents said that the 
Commission had held in prior proceed- 
ings that there was nothing inherent in 
traffic for transshipment by water to a 
point in the United States that entitled 
it to lower rates than other domestic 
traffic. Later they said that where car- 
riers proposed to increase rates and such 
rates were less than maximum reason- 
able rates prescribed by the Commission, 
such rates had been found to be just 
and reasonable and not otherwise un- 
lawful. They said the proposed rates 
had been shown to be reasonable, were 
not unjust or unlawful, and that the 
Commission should so find. The pro- 
ceeding should be dismissed, the re- 
spondents said. 


DEFENSE 
TRANSPORTATION 
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Motor Carriers Advised by 
D.T.A. on Assistance in 


Obtaining Repair Parts 


Henry E. English, director of the 
division of street and highway trans- 
port of the Defense Transport Ad- 
ministration, has announced that 
motor carriers desiring the assist- 
ance of the D.T.A. in obtaining repair 
parts or critical building materials in 
order to preserve highway transport 
efficiency, should get in touch with 
the nearest field office of the Com- 
mission’s Bureau of Motor Carriers. 
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He says the bureau acts in the field 
for the D.T.A. 


A D.T.A. statement said: 

“It is up to the carrier to make every 
effort to locate needed items, even 
though he has to go beyond his usual 
supply sources to find them. Members 
of the field force will be helpful, ag far 
as possible, in giving carriers useful 
information. Mr. English said that 
difficulty in obtaining any class of items 
should be reported by carriers to the 
field office for its information and to 
enable it to make any necessary repre- 
sentation to manufacturers, distributors 
or government agencies concerned. 

“In case of difficulty in obtaining criti- 
cal materials like steel and other metals, 
in constructing or rebuilding terminals, 
garages, etc., the carrier or contractor 
should pursue all possible sources of 
supply in order to procure as much as 
possible of what he needs. This done, 
the carrier may request D.T.A. assistance 
in obtaining an N.P.A. material alloca- 
tion to assure the completion of an es- 
sential project.” 

In each case, D.T.A. added, the field 
office of the Bureau of Motor Carriers 
should be consulted to find out just what 
information should accompany a re- 
quest. The field office would verify this 
information and submit the request to 
Washington with its recommendation, 
said D.T.A. 





Scheduled Airlines’ Fleet 
Expansion, Role in Defense 
Described by Gen. Arnold 


In the ten years since Pearl Harbor, 
the number of transport aircraft in 
the nation’s domestic air fleet had 
grown from 359 to 1,400, with 263 
additional planes to be delivered by 
the end of 1952, Brigadier General 
Milton W. Arnold, vice-president, 
operations and engineering, Air 
Transport Association of America, 
said in an address at Denver, Colo., 
the night of May 16. 


“The total lift capacity in terms of 
daily aircraft seat-miles in 1941 was 6,- 
412,280,” he said, speaking at a dinner 
of the Aero Medical Association. “The 
figure for 1951 is 80,635,294 seat-miles, 
or nearly 12 times greater than the 1941 
lift capacity. . . 

“One of the major factors in getting 
supplies successfully to our troops in 
Korea has been the airlift provided by 
the scheduled airlines. Since the war 
began, they have flown a monthly aver- 
age of 22,185,000 ton-miles across the 
Pacific, and stand ready to provide more 
if additional tonnage is required. In 
terms of seat-miles, the airlines could, 
if they had to, furnish every 54 hours as 
many as they had available in any one 
month prior to Pearl Harbor.” 

His remarks were intended to show, 
General Arnold said, that “civil air 
transportation is and increasingly can be 
a strong force in coordinating our civil 
economy with our military requirements.” 

“This,” he added, “is due largely to 
the element of speed—of mobility—of the 


capacity to maintain our industrial ma- 
chine at an accelerated pace and to meet 
an emergency in remote areas in the 
shortest possible time. Certainly when 
speed of movement is of the essence, 





Conferees at Capitol Discuss Reduction 
Of Freight Car Steel Allotment by D.P.A. 


Allocation Cutting Present Output of 10,000 Cars a Month to 7,600 
For Third Quarter Undergoes Scrutiny by Men from Federal Agencies, 
Carriers, Shippers at Meeting in Senate Commerce Committee Room. 


Information from the Defense Pro- 
duction Administration to the effect 
it was preparing to announce a re- 
duction in allocation of steel for the 
railroad industry for the third quar- 
ter of this year that would make 
necessary a reduction of new freight 
car output from the present rate of 
10,000 cars a month to 7,600 cars a 
month was the subject of a four-hour 
conference behind closed doors of a 
Senate committee room, May 18. 


The conference, attended by about 50 
men, had been called by Chairman John- 
son, of the Senate interstate and foreign 
commerce committee, and was held in 
that committee’s hearing room in the 
Senate wing of the Capitol. Present at 
the meeting were representatives from 
federal government agencies and spokes- 
men for the railroads, for freight car 
builders, and for shippers. 

In a press conference after the meet- 
ing, Chairman Johnson said that the 
“next move” would be “consideration of 
the matter” by his committee. 


“We'll see if we can do anything,” he 
said. 


Freight Cars and Defense Needs 


He stated that Assistant Secretary 
Karl R. Bendetsen, of the Department 
of the Army, and Administrator Knud- 
son, of the Defense Transport Adminis- 
tration, had stated in the meeting that 
production of a minimum of 10,000 new 
freight cars a month was needed to meet 
defense transportation requirements. 


The conference on the freight car steel 
allocation, he said, had been “a sort of 
round-robin affair,” for the purpose of 
“getting at the facts.” No stenographer 
had been present and no record had been 
made of the proceedings at the meeting, 
he told reporters. He added that he 
thought “some headway” had been made 
“on the facts.” He stated that he did 
not think the D.P.A. steel allocation fig- 
ures for the railroad industry were 
“ready,” but that the effect of the re- 
duced allocation for the months of July, 
August and September would be that 
new freight car production, expected to 
total about 10,000 units for May and 
again for June, would be cut in each of 
the next three months to about 7,600. 
Meanwhile, he remarked, rail traffic was 
mounting rather than decreasing. 

Data on the D-P.A. steel allocation for 
the railroads was obtained from a state- 
ment by Administrator Knudson, of the 
D.T.A., which became available after 
the conference. The considerations 
weighed by the D.P.A. in allotting steel 
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the nation looks to air transport jus: as 
it depends upon the railroads, the trucks, 
and the barges, for shipment of great 
bulk; it could do without none of 
them. . .” 















to the railroads and in acting on the 
demands of other claimant agencies were 
explained by Charles E. Wampler, di- 
rector of program requirements of the 
D.P.A. It was understood that one of 
the principal grounds for reducing the 
railroad industry steel allocation, out 
of the limited supply available, was ad- 
herence by the D.P.A. to a policy of try- 
ing to maintain production of consumers’ 
durable goods, in industries that com- 
peted with the railroads for the steel 
supply, to an extent that would avoid 
mass lay-offs of workers in such indus- 
tries while they were, in many instances, 
“converting” to defense production. 


Senator Johnson said that the steel 
allocation for the railroads was discussed, 
also, by Robert W. Glenn and Thomas 
Nichols as representatives of Admin- 
istrator Fleischmann, of the National 
Production Authority; P. A. Hollar, 
Deputy Under Secretary of Commierce 
for ‘Transportation; President W. T. 
Faricy, of the Association of American 
Railroads; President J. M. Hood, of the 
American Short Line Railroad Associa- 
tion; Steve Early, former Under Secre- 
tary of Defense, now an Official of the 
Pullman-Standard Car Manufacturing 
Co., and several shipper representatives. 

Spokesman for shipper groups in- 
cluded: Frank G. Moore, traffic manager 
of the Southern Alkali Corporation, 
Pittsburgh, Pa., and chairman of the 
transportation instrumentalities and car 
service committee of the National Indus- 
trial Traffic League; Frank J. Armstrong, 
president of the National Association of 
Shippers Advisory Boards and _ traffic 
manager of the U.S. Radiator Corp. 
Detroit, Mich.; and E. L. Peterson, of 
the Minneapolis Traffic Association. 

Senator Johnson quoted Administra- 
tor Knudson as saying that there was 4 
shortage of 2,500 cars at Buffalo, N.Y. 
on the day of the conference. At present 
the car shortage was principally in the 
industrial areas of the east, but “very 
soon” a car shortage could be expected 
to develop also in the midwestern wheat 
belt, Senator Johnson said. 


Third Quarter Allocation 


The data on the D.P.A. steel allocation 
for the railroads for the third quarter 
of 1951 was summarized in Mr. Knud- 
son’s statement as follows: 

For maintenance and repairs: Freight 
cars, 109,200 tons (the balance remaln- 
ing out of 214,500 tons allocated after de- 
duction of 105,000 tons required for usé 
by car builders and component Pp 
manufacturers), as against 252,840 tons 
requested by A.A.R.; locomotives, other 
maintenance, and rail and accessories, 
730,000 tons, as against 104,325 for 10- 
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comotives and other maintenance and 
693,657 tons for rail and accessories re- 
quested by A.A.R. 


New equipment: Locomotives, 93,000 
tons aS against 122,200 tons “per D.T.A. 
figures” (for 1,000 locomotives); freight 
cars, 457,000 tons, as against 613,900 tons 
in D.T.A. estimate (for 30,000 cars), and 
passenger cars no tonnage allocated, as 
against 1,645 tons requested, for 43 cars. 
Administrator Knudson said those fig- 
ures made it appear that third-quarter 
production of freight cars would be about 
4,000, with a minimum of 21,000. For 
locomotives, he indicated, the steel allo- 
cation would suffice for three or four 
steam locomotives, one gas turbine and 
420 diesel locomotives. 

Mr. Armstrong told about pleas made 
by regional shipper boards for substan- 
tial increases in the rail freight car 
fleet. 


D.T.A. Summarizes Tax 


Amortization Certificates 


Twenty-seven additional certificates of 
necessity covering accelerated tax amor- 
tization totaling $75,824,296 have been 
issued to transportation firms to provide 
for plant expansion which will enable 
these concerns to enlarge their plants 
and facilities for further usefulness in 
the nation’s present emergency, the De- 
fense Transport Administration an- 
nounced. 

Companies receiving the certificates, 
the kind and amount of each expansion 
project involved, and the percentage of 
that amount for which amortization has 
been approved, are as follows: 

H. V. Parker Grain Co., Hugoton, Kan., 
for grain elevator, $67,500—50 per cent; 
Alamo Water Transportation Co., Hous- 
ton, Tex., for tank barges, $223,600—80 
per cent; Seaboard Air Line R.R. Co., 
Portsmouth, Va., for railroad track & 
related facilities, $702,333—65 per cent; 
Monongahela Connecting R.R. Co., Pitts- 
burgh, Pa., for yard tracks, appurten- 
ances, $1,066,700—65 per cent; for rail- 
toad classification yards, $1,523,500—65 
per cent; Mid-South Refrigerated Whse. 
Co, Memphis, Tenn., for refrigerated 
Warehouse, $1,810,000—65 per cent; 
Chesapeake & Ohio R.R. Co., Cleveland, 
0, for diesels, $6,180,000—65 per cent; 
Tank Barge 14, Inc., San Francisco, 
Calif, for steel oil barge, $239,501—80 
per cent; Pittsburgh & Lake Erie R.R. 
Co, New York, N. Y., for freight cars, 
$11,355,500—80 per cent; New York Cen- 
tral R.R. Co., New York, N. Y., for 
freight cars, $5,945,000—80 per cent; 
Pittsburgh & Lake Erie R.R. Co., New 
York, N. Y., for freight cars, $3,092,500 
—80 per cent; New York Central R.R. 
Co. New York, N. Y., for freight cars, 
$6,150,000—80 per cent. 

Southern Railway Co., Washington, 
D. C., for diesels, buildings and track, 
$17,377,643—65 per cent; Quaker City 
Cold Storage Co., Inc., Philadelphia, Pa., 
for conversion of ice house to cold stor- 
age warehouse, $160,000—65 per cent; 
Great Northern Railway Co., St. Paul, 
Minn., for switches, turnouts, $14,650— 
6} per cent; Great Lakes Towing Co., 
Cleveland, O., for conversion of tugboats, 
$2,000,44470 per cent; New’ York Cen- 
tral R.R. Co., New York, N. Y., for diesels, 
$10,369.370—65 per cent; Texas & Pacific 
Railway Co., Dallas, Tex., for freight 
Cars, $5,018,539—80 per cent; Cuyahoga 
Valley Railway Co., Pittsburgh, Pa., for 
yard and track, $320,000—65 per cent; 


for storage building, $4,000—50 per cent; 
Atlantic Coast Terminals, Inc., New 


York, N. Y., for construction of steel 
storage tanks, $1,478,516—85 per cent; 
and Patterson Oil Terminals, Inc., Phila- 
delphia, Pa., for construction of storage 
tanks, $725,000—85 per cent. 


Knudson Outlines Program 
For Carriers and Shippers 
In Speech at Richmond, Va. 


Administrator Knudson, of the De- 
fense Transport Administration, out- 
lined a 10-point program for car- 
riers and a 5-point program for ship- 
pers and receivers, in a speech before 
the Richmond (Va.) Traffic Club, 
May 21. He made these points in the 
interest of operating efficiency and 
maximum utilization of equipment 
and manpower. 


Mr. Knudson stressed street and high- 
way problems and the D.T.A.’s respon- 
sibilities in connection with them. He 
said, among other things, that the D.T.A. 
believed, “come what may, new automo- 
bile production should be maintained at 
a level which will provide for reasonable 
established essential civilian needs.” 


In presenting a “code” for motor com- 
mon carriers of freight to abide by, Mr. 
Knudson said the No. 1 point was that 
they never shirk their common carrier 
duties. 

“Under the law,” he continued, “a com- 
mon carrier may not give preference to 
one shipper or one commodity over oth- 
ers. We believe most common carriers 
take the ‘bitter’ with the ‘sweet’ and 
make no distinction in service as between 
the more and the less profitable freight 
shipments. But reports of the contrary 
disposition reach us often enough to leave 
the impression that some carriers resort 
to subtle tactics and questionable em- 
bargoes so as to enable them to concen- 
trate on shipments returning the highest 
revenue. 

“It should be borne in mind that a 
shipment victimized by these processes 
may be one of the highest urgency in 
our national defense effort. It may be a 
vital machine part which is holding up 
critical production, or it may be essential 
components of fighting equipment. You 
cannot be presumed to know and prob- 
ably will not know the degree of its 
urgency. And in any event, the law does 
not leave the discretion with the carrier.” 


Points for Carriers 


Other points outlined for the carriers 
were: Greater efficiency in terminal op- 
erations; increased emphasis on main- 
tenance and conservation of equipment; 
renewed emphasis on the interchange of 
trailers between connecting carriers; 
maximum efficiency and foresight in the 
utilization of manpower; greater co- 
ordination between pick-up and delivery 
and over-the-road schedules; coopera- 
tion and coordination between connecting 
and competing carriers; and continuous 
concentration on loss-and-damage pre- 
vention. 

Mr. Knudson also asked for careful 
review of the practice of spotting trailers 
at the receiving docks of shippers and 
receivers. He said the practice of spot- 
ting empty trailers for prospective load- 
ing or for shippers’ convenience at the 
loading docks of shippers and the spot- 
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ting of loaded trailers for unloading at 
receivers’ docks was widespread. 

“We recognize,” he said, “that the 
prompt utilization and release of equip- 
ment and savings in motor carrier man- 
power and tractor time often results from 
these practices and when that result is 
obtained, the ends of maximum efficiency 
and full utilization are achieved. In 
other instances, the practices may be 
dictated by competitive forces with op- 
posite results. We urge, therefore, that 
each situation of this sort be carefully 
and continuously reviewed.” 

The D.T.A. administrator also as- 
serted that undue detention at the prem- 
ises of shippers and receivers must be 
eliminated. He said it was recognized 
that plant shipping and receiving fa- 
cilities were often congested and com- 
plex. He added that definite procedures 
should be worked out with each shipper 
and receiver whereby vehicles would be 
accommodated and released without de- 
lay. 

“Tariff detention rules must be vigor- 
ously enforced,” he continued. “Trail- 
ers which have been spotted for loading 
or unloading must be picked up and 
placed in other services as soon as re- 
leased.” 


Points for Shippers 


Mr. Knudson listed as “some elements 
in which shippers and receivers of freight 
have direct responsibilities toward main- 
taining the utmost in efficiency,” the 
following: Elimination of bottle-necks 
at plants of shippers and receivers; ne- 
cessity of not using trailers for storage 
purposes; concentration by shippers on 
loss-and-damage prevention; the need 
for a reappraisal of shipping and re- 
ceiving schedules; and cooperation be- 
tween shipper and carrier in ordering 
equipment for loading. 

He referred to an earlier statement 
that trailers should not be spotted for 
unloading or for prospective loading un- 
less conservation of equipment and man- 
power and maximum utilization of equip- 
ment were clearly promoted by that 
practice. 

“This practice,” he continued, “has de- 
veloped largely out of competitive ex- 
cesses and I would urge upon shippers 
and receivers willing, abiding coopera- 
tion with the efforts of carriers to elimi- 
nate the practice when it does not pro- 
mote the best use of critical equipment.” 

Improper packing and marking of ship- 
ments lay at the root of the loss-and- 
damage problem, he said, and added 
that elimination of the evil was largely 
within the control of the shipper. 

Pick-Up Service 

Mr. Knudson said that in calling on 
a carrier for pick-up service, the shipper 
should relate the physical facts about 
the equipment to be moved namely, its 
size, weight; and dimensions if unusual. 
He said the carrier’s dispatcher would 
thus be able to send suitable equipment. 
The carriers’ dispatchers should also be 
told the exact time the shipments would 
be ready for loading, he said. 

“In this outline of ‘do’s’ and ‘don’t’s’”, 
continued Mr. Knudson, “I have endeav- 
ored to highlight some of the more ap- 
parent extravagances in operation and 
use of commercial motor transport serv- 
ices. If at times I have appeared some- 
what unduly. critical of practices of com- 
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mission and omission which are inimical 
to the realization of the fullest usefulness 
of our commercial motor transport ca- 
pacity, it has been because of my purpose 
to spare neither the carriers nor the 
users of their services in making sugges- 
tions which we believe are productive. I 
hope sincerely that my remarks will be 
accepted in the spirit offered. 


“Now, in closing, I have placed before 
you the three approaches toward a solu- 
tion to the problem of insufficiency in 
transport capacity. The first is manda- 
tory controls. The second and third re- 
late to voluntary areas. Perhaps a meas- 
ure of all three will be necessary to see 
us through the crisis. But of this I am 
sure. The greater the exploitation of the 
voluntary areas, the less you will see of 
controls.” 

He said some controls and some ra- 
tioning might, and probably, would be 
necessary, but that the D.T.A. considered 
the possession of these powers as “a 
sacred trust, to be used when, and only 
when, cooperative measures fail and the 
stakes are high.” 

Mr. Knudson said the D.T.A.’s defense 
mobilization responsibilities included all 
vehicles, regardless of ownership, that 
traveled over highways and city streets 
from the largest truck owned by the 
largest corporation to the smallest pas- 
senger automobile owned by the most 
humble citizen. 

In this category he included, among 
others, freight trucks, light delivery 
trucks, work trucks, farm trucks, gar- 
bage trucks, taxicabs, funeral hearses, 
transit and over-the-road busses, private 
automobiles, school busses, and ‘street 
cars. 

He said that on a basis of maps pre- 
pared by the Office of Defense Transpor- 
tation in the World War II period, the 
D.T.A.’s passenger branch was putting 
together a set of highway maps cover- 
ing the 3,000 counties of the U.S. This 
was being done as a part of the defense 
measures of the government, he said. 


Knudson Hits Advertising 
‘Warfare’ Among Transport 
Groups, in Buffalo Talk 


Administrator Knudson, of the De- 
fense Transport Admuniistration, in 
an address prepared for delivery to 
the Buffalo (N.Y.) Chamber of Com- 
merce on May 18, said that “acri- 
monious advertising warfare” be- 
tween transport industries could be 
very harmful at this time. 

Mr. Knudson was unable to attend 
the meeting and his address was read 
by Charles Baxter, information offi- 
cer for the D.T.A. 

Mr. Knudson said this type of advertis- 
ing could even endanger the defense 
effort, because it stood in the way of an 
effective cooperation of all forms of 
transport “essential for moving our huge 
and unprecedented military and civilian 
production.” 

Mr. Knudson said he believed in posi- 
tive, agressive advertising like that with 
which an automobile manufacturer, for 
instance, played up the superior quali- 





ties of his own product without accus- 
ing a competitor of doing inferior work 
or enjoying unfair advantages; but he 
was worried, he said, about a negative 
type of propaganda that seemed peculiar 
to the transport industries. 

Mr. Knudson continued: 


“The transport agencies and transport 
supply industries engage extensively in 
the latter type, and _ recriminations, 
charges, countercharges and name cCall- 
ing, and antagonisms are vented on the 
air and in the public press. One means 
of transport claims that it is the only 
one that pays its own way; that its com- 
petitors are subsidized in one fashion or 
another. Another transport instrumen- 
tality declares that its competitor is out 
to eliminate competition and ‘hog’ all 
the business. Still another digs back 
into the last century and ferrets out 
unsavory practices charged to their com- 
petitors and parades the ‘evidence’ be- 
fore the public to start up new animosi- 
ties. 

“In normal times we take these nega- 
tive expressions of rivalry in stride. From 
the standpoint of public interest they are 
harmless and perhaps it is a good idea 
to let the ‘antagonists’ vent their feel- 
ings and air their gripes. But as I have 
indicated earlier in these remarks, the 
colossal task which the defense emer- 
gency imposes upon our internal trans- 
port media will require the engagement 
of the collective efforts and continuing 
cooperation of all segments of the trans- 
portation industry, and I have some 
doubt that this high level of cooperative 
endeavor can be attained in an environ- 
ment of acrimony. For that reason, and 
for that reason only, we in the Defense 
Transport Administration would welcome 
a moratorium in this type of public ex- 
pression until the nation has attained 
the expansion in transport capacity 
which is essential to its safety, come what 
may.” 

Mr. Knudson in his address paid trib- 
ute to Buffalo as one of the nation’s most 
active transport centers for both land 
and water traffic, with rail facilities 
handling nearly 22 and a half million 
tons of freight last year, and the Port 
of Buffalo handling lake and barge- 
canal freight amounting to another 20 
million tons. He said that this year 1951 
was of special significance to Buffalo in 
connection with three of the 13 rail lines 
serving the city; the Erie Railroad cele- 
brating its one hundredth anniversary, 
the New York Central and the Lacka- 
wanna each its one hundred and 
twentieth. 


Transport Job ‘Colossal’ 


“The transportation job in this crisis 
is colossal,” he said. “We are super- 
imposing upon civilian production al- 
ready moving in high gear, a huge output 
of military goods to arm half a world 
against the peril of aggression. There is 
no slack to be taken up as we provide 
plenty of ‘guns’ plus plenty of ‘butter.’ 
This production is useless except as it 
is transported. And the railroads in par- 
ticular must move the biggest traffic load 
in their history with actually fewer ef- 
fective freight cars than they had to 
handle a lesser load at the close of World 
War II. So D.T.A. is helping to accel- 
erate the production of needed equip- 
ment, including the scheduled total of 
300,000 new freight cars and a monthly 
production of 400 new diesel locomotives. 
Movement of grain to the ports and into 
ships has been pushed to record levels 
by D.T.A. and cooperating agencies. 
Heavy-loading orders have been issued 
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for certain commodities and more yil] 
come.” 

Speaking of the philosophy underlying 
the actions of D.T.A., Mr. Knudson said: 

“That philosophy is essentially one of 
complete confidence in the ability of the 
system of free enterprise to work out 
sound solutions in the public interest, 
Because we have the firm conviction that 
there is no more capable managerial 
group for handling the nation’s transport 
and storage facilities than the managers 
of the transport and storage systems and 
because we are equally firm in the belief 
that the users of these services are thor- 
oughly capable of intelligently and effi- 
ciently buying transport services, our 
policy approach has and will continue to 
be characterized by a minimum of inter- 
ference with managerial prerogatives and 
the maximum exploitation of all areas 
of voluntary effort and cooperation. The 
powers conferred on us are great. We 
have used them sparingly and will use 
them only after other approaches fail 
to produce the results required in the 
national interest.” 































Locomotive Steel Priority 
Action by N.P.A. Studied 


A story that, while one locomotive 
builder had obtained a certain type of 
priority order for steel from the National 
Production Authority, four other loco- 
motive builders had been handicapped in 
their operations because similar orders 
they had sought had twice been “lost” 
at the N.P.A., was being investigated by 
a House subcommittee the week of 
May 21. 

Hearings in the investigation were con- 
ducted by the House judiciary commit- 
tee’s subcommittee on the study of mo- 
nopoly power, headed by Representative 
Celler, of New York, who also is chairman 
of the full committee. The priority or- 
ders involved in the investigation were 
so-called “MRO” orders, covering steel 
for maintenance, repair and operating 
supplies. Holders of N.P.A.-issued “MRO” 
orders are permitted to place on their 
orders to their suppliers a priority rating 
(DO-97) which the suppliers, in turn, 
may use to obtain replenishment of their 
stocks. 

William G. Knight, chief of the motive 
power unit in N.P.A.’s railroad equipment 
division, was a witness May 21 before the 
Celler subcommittee. The allegations 
developed in the course of his presenta- 
tion were that the Electro-Motive Divi- 
sion of General Motors Corporation had 
obtained from N.P.A. an “MRO” order 
it had requested, but that “MRO” orders 
that had been prepared by the railroad 
equipment division on application of four 
other locomotive builders—General Elec- 
tric Co., American Locomotive Co., Bald- 
win-Lima-H a milton Corporation, and 
Fairbanks, Morse & Co.—had been “lost” 
on two different occasions, in March and 
April, in the N.P.A. iron and steel divi- 
sion. 

E. R. Wisner and James T. Morrison, 
both representing the Baldwin-Lima- 
Hamilton Corporation, testified that they 
had spent several days at N.P.A. in ef- 
forts to determine what had happened 
to the “lost” applications for “MRO” 
steel but had been unable to obtain satis- 
factory information. 

Representative Celler said that a mem~ 
ber of the N.P.A. iron and steel division 
staff was on leave of absence from 4 
position as assistant sales manager ® 
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the Republic Steel Corporation, and that 
he (Mr. Celler) had been told that 
Republic Steel Corporation recently had 
porrowed $40 million from General Mo- 
tors. 

Among N.P.A. officials whom the Celler 
subcommittee called to testify before it 
on May 23 were: Melvin W. Cole, direc- 
tor of the iron and steel division; Henry 
Pp. Rankin, Jr., chief of the bars and 
semifinished section of the iron and 
steel division; W. C. Groce, in charge of 
N.P.A. priorities and directives; Franz 
Stone, assistant administrator in charge 
of the N.P.A. industrial and agricultural 
equipment bureau, and H. B. McCoy, as- 
sistant administrator of the N.P.A. tex- 
tile, leather and specialty equipment bu- 
reau. and former deputy director of 
N.P.A. 


Defense Tanker Program 


The list of tanker companies partici- 
pating in the voluntary plan for the con- 


8 tribution of tanker capacity for national 


defense requirements had been increased 
by the addition of the Eastern States 
Petroleum Co. of Houston, Tex., the 
Harcon Steamship Co., Inc., of New 
York, and the Marine Corporation, New 
York, bringing the total number of com- 
panies now participating in the program 
to 85, W. F. Dunning, chief, office of 
tanker services, National Shipping Au- 
thority, has announced. 


C.A.B. NEWS 


C.A.B. Commends Airlines 
On Mail Pay Cut Request 


Acting on a petition of Southwest Air- 
ways, a local service airline on the west 
coast, for a reduction in its rate of mail 
pay which yielded 40.83 cents a mile for 
the year 1950, the Civil Aeronautics 
Board has proposed a new lower rate 
for the carrier, effective from May l, 
1951, designed to yield approximately 
33.49 cents a mile. 

The carrier, in April this year, accord- 
ing to the board, applied for a reduction 
in its mail rate because of increases in 
passenger revenue and further antici- 
pated increases in the future. The new 
reduced rate, it said, would yield South- 
west approximately $829,000 annually, 
or $115,000 less than the airline would 
receive under the present mail rate 
which went into effect January 1, 1950. 

In a “Statement of Tentative Findings 
and Conclusions,” in which it commend- 
ed the action of Southwest in request- 
ing a reduced mail rate, the board said 
that by initiating the proceeding itself, 
“the carrier has not only shown good 
faith as to its desire to decrease its de- 
pendence on mail pay support, but has 
also had the advantage of a procedure 
Whereby the old rate will be replaced 
Promptly by a final rate under which 
Such advantages as may accrue in the 
form of good earnings under economical 
and efficient management will inure to 
the carrier.” The retention of the advan- 
tages of a final rate had been facilitated, 
Said the board, “because the petition set 
forth a reasonable forecast of its mail 
Pay requirements, which made feasible a 
Speedy but adequate review.” Under these 
circumstances, the board said it “consid- 
ts the carrier’s action as exemplary.” 


FEDERAL MARITIME 
BOARD NEWS 


Maritime Board Dismisses 


Chilean Trade Complaint 


The Federal Maritime Board has dis- 
missed the complaint in No. 705, West 
Coast Line, Inc., and Rederiet Ocean 
A/S v. Grace Line, Inc., et al. 

The report involved a complaint that 
operation of a proposed pooling agree- 
ment, No. 7798, covering Atlantic 
Coast/Chile trade, and No. 7797, covering 
Gulf Coast/Chile trade, in combination 
with the import control system of the 
government of Chile, would permit estab- 
lishment of a complete monopoly of the 
trades by the members of the two pooling 
agreements. 

The board followed the recommenda- 
tions of one of its examiners, who, it 
said, had merely suggested minor modi- 
fications of the agreements. 

The board said the clear purpose of 
the import regulation of the government 
of Chile was to give 50 per cent of the 
southbound traffic to Chilean vessels, 
leaving the remainder to all of the car- 
riers in the respective trades. 

Among other things, the board said 
that one thing seemed reasonably clear 
—that the pooling agreements were not 
entered into for the purpose of elim- 
inating the complainant as a factor in 
the trade. As to contentions of com- 
plainants that in the future the agree- 
ments might have an unjustly discrim- 
inatory or unfair result and that Chile 
might change her policy and increase the 
50 per cent figure, the board quoted 
a paragraph from a note of the Chilean 
ambassador to the United States State 
Department as indicating that the 
Chilean government presently intended 
that operation of the regulations should 
not be detrimental to non-members of 
the pool, such as West Coast Lines. 

The board said it could only decide 
cases on evidence of existing facts and 
reasonable deductions to be drawn from 
them, and also observed that a finding 
at this time that the operations of the 
agreements did not “today” result in 
unfair discrimination, did not close the 
door to a reexamination of the same 
pooling agreements if the future brought 
changed results. 


Denial of Ship Charter for 


Cement Transport Proposed 


A finding by the Federal Maritime 
Board that there had been no showing 
that the cement trade from Puerto Rican 
ports to ports in Florida, in the Carib- 
bean area and on the north Atlantic 
coast of South America was not ade- 
quately served was proposed by Examiner 
F. J. Horan, of the F.M.B., in a recom- 
mended decision in M-29, Ponce Cement 
Corporation — Application to Bareboat 
Charter a Dry-Cargo Vessel. 

Examiner Horan said that the Ponce 
Cement Corp. and a subsidiary it owned, 
the only cement manufacturers in Puerto 
Rico, together produced about 2,200 gross 
tons of cement a day, equivalent to about 


18,980,000 bags of 95 pounds each an- 
nually. He said it was estimated that 
the cement available for export from 
Puerto Rico in 1951 would exceed 200,000 
tons and that most of this would be 
shipped to Florida. He noted that Ponce, 
now applying for bareboat charter of a 
Liberty-type vessel, testified that it had 
been unable to charter American vessels 
or to obtain common carrier service for 
haulage of its cement to Florida, except 
from Lykes Bros. Steamship Co., and 
that the latter had indicated a lack of 
interest in the cement traffic unless it 
could obtain other cargo also. The exam- 
iner said there was no evidence that 
Lykes had refused to transport any ship- 
ment offered it; that applicant used a 
motor vessel it owned to carry cement to 
Florida, and that it had under charter 
a Honduran-flag vessel and was also 
served by some other vessels. He said 
that, “in view of these facts, it is diffi- 
cult to see that the service in question 
is not adequately served.” However, he 
recommended findings that the service 
involved in the application was required 
in the public interest and that privately 
owned American-flag vessels were not 
available for charter on reasonable con- 
ditions and ‘at reasonable rates for use 
in such service. 


F.M.B. Suspends Tariffs 
Of Alaska Steamship Co. 


By an order instituting a proceeding 
docketed as No. 711, Alaska Steamship 
Co.—Increased Rates, the Federal Mari- 
time Board has suspended until Septem- 
ber 21 the operation of five tariff sched- 
ules (with the exception of parts thereof 
specified in the board’s order) filed with 
it to become effective at various dates 
from May 21 to June 1. 


Under those tariff schedules, the board 
said, freight rates would be increased “on 
various commodities applicable between 
Seattle and Tacoma, Wash. (unless other- 
wise specified in the schedules) and ports 
in the Bering Sea area, Alaska peninsula 
area, southeastern and southwestern 
Alaska, and on passenger traffic between 
Seattle, Wash., and southeastern and 
southwestern Alaska, and between Seat- 
tle and southeastern and southwestern 
Alaska and outports in laska. It said the 
rates and fares so proposed were pro- 
tested by the Interior Department’s Divi- 
sion of Territories. 


’ The suspension applied, by terms of 
the order, to Alaska Steamship Com- 
pany’s supplement No. 3, U.S.M.C. F-No. 
42 (except items 240-A 255-A and 400-A 
thereof), filed to become effective May 
21; supplement No. 8, U.S.M.C., F-No. 28 
(except items 255-A and 400-A thereof), 
filed to become effective May 23; supple- 
ment No. 13, tariff U.S.M.C. F-No. 25 
(except items 235-A, 240-A, 255-A, 303-B 
and 395-A thereof), filed to become ef- 
fective May 26; supplement No. 8 to 
U.S.M.C. F-No. 26 (except items 130-A, 
135-A, 212, 235-A, 240-A, 255-B, 315-B, 
324-A, 395-A and 400-A thereof), filed 
to become effective May 26; and tariffs 
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F.M.B. P-No. 34 and F.M.B. P-No. 35, 
both filed to become effective June 1. 

The board denied the protestant’s re- 
quest for consolidation of actions and 
hearing on previous increases that had 
become effective or that had been heard, 
settled or not protested, “without preju- 
dice to its right to file any formal com- 
plaint relating to the unreasonableness 
or other unlawfulness of the rates of 
Alaska Steamship Company not the sub- 
ject of this order of suspension.” 


Isbrandtsen and Ship Charter 


The Federal Maritime Board, in a re- 
port in M-23, Isbrandtsen Co., Inc.—Ap- 
plication to Bareboat Charter a Dry Car- 
go Vessel, has announced that it is re- 


turning the record of the proceeding to 
the Maritime Administrator with recom- 
mendation that the Isbrandtsen applica- 
tion be “dismissed with prejudice.” The 
board said that Isbrandtsen made appli- 
cation last November to bareboat charter 
the “Pass Christian Victory” for use as 
an animal carrier from U.S. ports to 
European, ports; that Isbrandtsen had 
“again failed to appear” at a postponed 
hearing set for April 23; that counsel for 
the board had moved to dismiss the ap- 
plication with prejudice, for lack of 
prosecution, and that, after having been 
directed to show cause why that motion 
should not be granted, Isbrandtsen’s 
counsel on May 10 had said “its only 
excuse for its failure to appear at the 
hearings ... was that the matter was 
forgotten.” 


COURT NEWS 





S.R. Passenger Train Discontinuance Cases 


Sent to State Court by Supreme Court 


Review of Alabama Commission Orders Prohibiting Abandonment 


Of Certain Intrastate Passenger Service by Southern Held Matter 


Not in Federal District Court Jurisdiction. 


On the ground that the issue was 
one for determination by the Su- 
preme Court of Alabama rather than 
by a three-judge federal district 
court, the Supreme Court of the 
United States on May 21 reversed the 
district court below in its issuance 
of a permanent injunction against 
enfdrcement of an Alabama Public 
Service Commission order denying 
authority to the Southern Railway to 
abandon rail passenger service be- 
tween certain points in Alabama. 


The U.S. Supreme Court opinion, 
written by Chief Justice Vinson, was 
handed down in No. 395, Alabama Pub- 
lic Service Commission et al., appellants, 
v. Southern Railway Co. Justice Frank- 
furter, joined by Justice Douglas, wrote 
a separate opinion “concurring in the 
result”. A similar case, No. 146, involving 
the Alabama commission and the south- 
ern, was disposed of in like manner in 
another opinion written by Chief Justice 
Vinson. 


The Chief Justice, in No. 395, wrote 
that the Southern had applied to the 
Alabama commission September 13, 1948, 
for permission to discontinue its trains 
Nos. 7 and 8 operated daily between 
Tuscumbia, Ala., and Chattanooga, Tenn., 
and involving Alabama intrastate serv- 
ice a distance of 145 miles. He said the 
commission, after a hearing, had ordered 
denial of the application on the grounds 
that there existed a public need for the 
service and that the Southern had not 
attempted to reduce losses through adop- 
tion of more economical operating meth- 
ods. 


Two Justices Dissent. 


“Instead of pursuing its right of ap- 
peal to the state courts,” said the Chief 
Justice, “appellee filed a complaint in 
the United States district court alleg- 
ing diversity of citizenship and that re- 
quiring continued operation of trains 
Nos. 7 and 8 at an out-of-pocket loss 
amounted to confiscation of its property 
in violation of the Due Process Clause 
of the Fourteenth Amendment. 


“Injunctive relief was prayed to pro- 
tect appellee from irreparable loss, flow- 
ing on the one hand from operating 
losses in complying with Alabama law 
or, on the other, from severe penalties 
for discontinuance of service in the face 
of that law. A three-judge court heard 
evidence, made its own findings of fact 
and entered judgment holding the com- 
mission order void and permanently en- 
joining appellants from taking any steps 
to enforce either the commission order 
or the penalty provisions of the Alabama 
code in relation to the discontinuance 
of trains Nos. 7 and 8... .” 


Chief Justice Vinson said that the 
Southern complained of irreparable in- 
jury resulting from the state commission 
order pending judicial review, but had 
not “invoked the protective powers of 
the Alabama courts to direct the stay 
or supersedeas of a commission order 
pending appeal.” 

“As adequate state court review of an 
administrative order based upon pre- 
dominantly local factors is available to 
appellee,” he said, “intervention of a 
federal court is not necessary for the pro- 
tection of federal rights. ... 

“We have assumed throughout this 
opinion that the court below had juris- 
diction . . . but hold that jurisdiction 
should not be exercised in this case as 
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a matter of sound equitable discretion, 


In No. 146, according to Chief Justice 
Vinson’s opinion, the Southern was con- 
testing action taken by the Alabama 
commission to require continuance of 
operation of the Southern’s passenger 
trains Nos. 11 and 16 between Birming- 
ham, Ala., and Columbus, Miss., involv- 
ing Alabama intrastate service a dis- 
tance of 120 miles. He noted that the 
Southern had taken that action in re- 
sponse to an I.C.C. order reducing coal- 
burning passenger locomotive service, 
which had later been rescinded by the 
I.C.C. The Chief Justice said that the 
Southern had not invoked the adequate 
state remedy provided for review of 
state commission orders and that “there- 
fore, as this case comes to us, it is gov- 
erned by our decision in No. 395, de- 
cided this day. . . .” He added that, 
“accordingly, the judgment of the dis- 
trict court (granting a restraining order 
sought by the Southern) is reversed.” 


Jurisdictional Question 


“Appellee takes the position, adopted 
by the court below,” said Chief Justice 
Vinson in his opinion in No. 395, “that 
whenever a plaintiff can show irrepara- 
ble loss caused by an allegedly invalid 
state administrative order ripe for judi- 
cial review in the state courts the pres- 
ence of diversity of citizenship or a fed- 
eral question opens the federal courts to 
litigation as to the validity of that order, 
at least so long as no action involving 
the same subject matter is actually pend- 
ing in the state courts. But, it by no 
means follows from the fact of district 
court jurisdiction that such jurisdiction 
must be exercised in this case .. . The 
question before us is: 


“‘Assuming that the federal district 
court had jurisdiction, should it, as a 
matter of sound equitable discretion, 
have declined to exercise that jurisdic- 
tion here?’ 

“In assessing the propriety of equitable 
relief, a review of the regulatory problem 
involved in this case is appropriate. 

“Appellee (the Southern) conducts an 
interstate business over the same tracks 
and by means of the same trains in- 
volved in this case, and such interstate 
activities are regulated by the federal 
Interstate Commerce Commission ... 
But, it has long been held that this inter- 
blending of the interstate and intrastate 
operations does not deprive the states of 
their primary authority over intrastate 
transportation in the absence of con- 
gressional action supplementing that au- 
thority .. .” 


States’ Regulatory Power 


The Chief Justice observed that Con- 
gress had provided that nothing in the 
interstate commerce act “shall impair or 
affect the right of a state, in the exercise 
of its police power, to require just and 
reasonable freight and passenger service 
for intrastate business, except insofar as 
such requirement is inconsistent with 
any lawful order of the (Interstate Com- 
merce) Commission.” He cited Palmer V. 
Massachusetts, 308 U.S. 79 (1939) to show 
that the U.S. Supreme Court had held 
that regulation of interstate rail service 
was primarily the concern of the state. 

“State and federal regulatory agen- 
cies,” he continued, “have expressed con- 
cern over the chronic deficit arising out 
of passenger train operations as 4 
threat to the financial security of the 
American railroads and have _ recom- 
mended drastic action to minimize the 
deficit, including the discontinuance of 
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on reconsideration, again denied the in- “4. That this plaintiff have such other 


relief as the court may deem proper in 
the premises.” 


questions arising out of such orders. 
“As adequate state court review of an 


volved applications, and stated that its 
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“unlawfully incorporated the require- 
ments of the provisions of section 207 of 
the act, which provide for proof of public 
convenience and necessity, into the pro- 
ceedings under section 5, which does not 
require such proof.” Furthermore, it 
asserted, the conclusion was unsupported 
by substantial evidence. 

P.I.E. also asserted as unlawful a con- 
clusion that approval of the transaction 
would start a trend of cases which 
cumulatively would have an effect in the 
loss of traffic by railroads, and that this 
trend of cases would eventually under- 
mine the advantage of rail transporta- 
tion. P.I.E. added: 


“The conclusion and findings thus 
reached by the Commission are unlaw- 
ful because (1) this case was, by reason 
of said conclusion, obviously not con- 
sidered upon its individual merits in 
accordance with the requirements of 
law; and (2) the record does not contain 
substantial evidence to support the Com- 
mission’s findings, and they are arbi- 
trary and capricious.” 


A ‘New Element’ 


In its order of April 2, 1951, P.LE. 
alleged, the Commission added a new 
element to its decision, “stating that the 
acquisition of Keeshin by P.I.E. would 
so change existing service that the con- 
tinuance, effiiciency and economy of 
service of other motor carriers would be 
adversely affected,” and that the adverse 
effect on other motor carriers would not 
be offset by advantages to the public 
from the proposed unification. P.LE. 
said the conclusion was not supported by 
substantial evidence. Furthermore, said 
P.LE., the protesting truck line did not 
protest concerning the effect on the 
economy, efficiency or continuance of 
their service, but protested for other pur- 
poses not involved in this action. 

“The findings of the Commission as 
above set forth are arbitrary, capricious, 
abusive of discretion, contrary to law, 
and have no rational basis in fact or 
law,” said P.LE. 

PILE. also referred to authority 
granted Denver-Chicago Trucking Co., 
Inc., of certain rights, which P.I.E. said 
“created for it the sole existing trans- 
continental motor truck line.” In the 
November, 1950, report, said P.I.E., the 
Commission found that permission to 
Denver-Chicago was granted because the 
acquisition had not been opposed. It 
asserted that the procedure in the pur- 
chase case gave to Denver-Chicago a 
monopoly in transcontinental carriage 
by motor vehicle, and that “the actions 
of the Commission in this regard and in 
denying the application of P.I.E. were 
violative of the national transportation 
policy ...” 


Court Asked to Void 
Cancellation of L.C.L. 


Furniture Exceptions 


The National Furniture Traffic 
Conference, Inc., has asked that a 
three-judge statutory court be con- 
vened in the federal district court 
for the Massachusetts district, and 
that an interlocutory injunction, and 


a permanent injunction after hear- 
ing, be issued against an order of the 
Commission in three proceedings in- 
volving cancellation of less-carload 
ratings on furniture. 


The orders complained of were issued 
in I. and S. No. 5677, Furniture, L.C.L., 
From, To and Between the East; I. and 
S. No. 5694, Furniture, L.C., From or 
to Illinois Territory; and I. and S. No. 
5832, Furniture, L.C., From or to Illinois 
Territory (T.W., Dec. 9, 1950, p. 32). 

In those proceedings the Commission 
found just and reasonable proposals of 
the carriers to cancel exceptions ratings 
on 151 furniture items and related arti- 
cles between points in Official and Illi- 
nois territories, and between points in 
those territories and points in Southern, 
Western Trunk Line, and Southwestern 
territories. The result of the cancella- 
tion, the conference asserted, was to per- 
mit much higher classification rates to 
apply. 

The conference said the carriers had 
failed to sustain the burden of establish- 
ing that the rates proposed were just 
and reasonable. It said there was no evi- 
dence to support either the contention 
that the remunerative or unremunera 
tive character of less-carload rates gen- 
erally had any application whatsoever 
in the case of furniture, which it said 
was moving on higher than average less- 
carload rates, or the contention that 
any of the 151 items for which rates 
would be increased on the average from 
58 to 76 per cent, were not presently 
more than paying their own way. No 
finding to that effect was made by the 
Commission, the conference said. 


Truck Lines Ask High Court 
To Set Aside 1.C.C. Grant 
Of Rights to Competitor 


Action by the Commission in 
granting authority to Herrin Trans- 
portation Co. to operate over a 
shorter route between Dallas, Tex., 
and Shreveport, La., than it previ- 
ously had been authorized to use is 
assailed by three other truck lines in 
a plea they have taken to the Su- 
preme Court of the United States. 


The case brought to the Supreme 
Court on appeal from the federal dis- 
trict court for the northern Texas dis- 
trict is identified in the Supreme Court 
as No. 731, Red Ball Motor Freight, Inc., 
et al., appellants, v. United States of 
America, Interstate Commerce Commis- 
sion et al. Appellants in addition to Red 
Ball Motor Freight are D. C. Hall Trans- 
port, Inc., and East Texas Motor Freight 
Lines. 

In their “statement as to jurisdiction,” 
the appellants said they held motor com- 
mon carrier authority to transport gen- 
eral commodities, with exceptions, be- 
tween various points, including Dallas 
and Shreveport over U.S. Highway 80. 
They said that, long prior to “any action 
in this case,” Herrin had obtained au- 
thority from the Commission, in MC 
1124, to operate over regular routes in 
Texas and Louisiana, including a route 
between Shreveport and Dallas via De- 
Ridder, La. They quoted the following 
statement by the Commission in its de- 
cision on Herrin’s application for a 
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shorter Dallas-Shreveport route, serving 
Lufkin, Tex., as an intermediate point, 
in MC 1124, sub. 61: 

“Despite the circuity of this route, ap- 
plicant appears to be able to compete 
effectively with short-route carriers. By 
using Lufkin as an intermediate point 
(which affords it a saving of 148 miles) 
applicant would still give only an over- 
night service. It would, however, be in a 
position to conduct its operations be- 
tween Dallas and Shreveport on a more 
convenient and economical basis .. .” 

Indicating that the district court had 
upheld the Commission, the appellants 
included in their plea to the Supreme 
Court the following statement attacking 
the Commission’s decision: 

“When a carrier operates between two 
points over a route approximately 150 
per cent circuitous of a proposed route 
and there is no showing of the volume 
of traffic being transported by such car- 
rier over the circuitous route, but there 
is a showing that existing authorized 
carriers are effectively operating over 
the proposed route, the Interstate Com- 
merce Commission transcends the bounds 
of propriety and arbitrary in concluding 
thet such service as proposed would be 

“ct an improved service. . .” 


Chief Justice Stays Appeals 
Court’s Contempt Order in 


Dollar Line Stock Case 


Chief Justice Vinson, of the Su- 
preme Court of the United States, on 
May 22 signed an order staying en- 
forcement of an order of the U. S. 
Court of Appeals for the District of 
Columbia citing Secretary of Com- 
merce Sawyer and eight other in- 
dividuals for civil contempt because 
of their alleged refusal to obey the 
appeals court in the so-called Dollar 
Line stock ownership case. 


Petitions for the stay were prepared 
by the Attorney General on behalf of 
Secretary Sawyer and certain other gov- 
ernment officials, and by counsel for 
George L. Killion, president of Ameri- 
can President Lines, Ltd., and former 
treasurer of the Democratic National 
Committee, and were presented to Chief 
Justice Vinson late May 21. 

The Court of Appeals on May 18 di- 
rected that the respondents named in 
its civil contempt order, issued that day, 
be placed in jail unless, by 3 p.m., May 
24, they showed to that court that they 
had “purged” themselves of contempt 
in the manner set forth in the court’s 
order. The court held that the re- 
spondents were in civil contempt because 
they had failed to comply with its earlier 
order requiring them to give “effective 
possession” of the stock of American 
President Lines (formerly the Dollar 
Line) to R. Stanley Dollar and his as- 
sociates. 


Dispute Over A.P.L. Stock 


In long-drawn-out litigation, federal 
government officials have contended that 
title to the stock of the A-P.L., placed 
in the hands of the old Maritime Com- 
mission in 1938 as collateral for money 
advanced to the steamship company, 
rests in the federal government. The 
Court of Appeals, however, ruled that 
the indebtedness had been discharged 
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and, in a decision sustained by the Su- 
preme Court, ordered transfer of the 
AP.L. stock to the Dollar interests. 


Named as respondents in the appeals 
court’s contempt order of May 18, in ad- 
dition to Secretary Sawyer and Mr. Kil- 
lion were: 

Solicitor General Philip B. Perlman; 
Deputy Attorney General Peyton Ford; 
Newell A. Clapp, Edward H. Hickey, 
Philip Angell and Donald B. McGuiness, 
Department of Justice attorneys; Philap 
B. Fleming, former Under Secretary of 
Commerce for Transportation, and Paul 
D. Page, Jr., who was the solicitor for the 
Maritime Administration until his resig- 
nation from federal government service 
April 27. 

Secretary Sawyer, the Court of Appeals 
said in its May 18 order, could purge 
himself of contempt “by endorsing on the 
(A.P.L. stock) certificates ‘United States 
Maritime Commission, by Charles Saw- 
yer, Secretary of Commerce,’ and by 
causing respondent Killion, American 
President Lines, Ltd., and its transfer 
agents to transfer the shares to the Dol- 
lar interests on the corporate books and 
to issue certificates to them.” The court 
said that “Respondent Killion may purge 
himself by causing American President 
Lines, Ltd., and its stock transfer agents 
to transfer the shares of record to the 
Dollar interests and to issue to them 
certificates therefor.” The court also 
told the other respondents how they 
might purge themselves of contempt. 


Sawyer’s Position Stated 


Late May 18, C. Dickerman Williams, 

solicitor of the Commerce Department, 
issued a statement in which he said that 
Secretary Sawyer “has at no time desired 
or attempted to defy the courts” but that 
he was “willing, when the Dollar in- 
terests present the certificates to him, 
to endorse them as ordered” and would 
comply with “the present order of the 
Court of Appeals.” 
_ Mr. Killion told the Court of Appeals, 
in an unsuccessful plea to it for a stay 
of its contempt order, that a restraining 
order issued by a federal district court 
in California prevented transfer of the 
AP.L. stock to the Dollar interests; that 
the order of that district court was in 
conflict with that of the appeals court, 
and that, if he obeyed one of those 
courts, he would face imposition of con- 
tempt penalties by the other. 

The text of the stay order issued by 
Chief Justice Vinson follows: 

“It is ordered that enforcement of the 
civil contempt order issued on May 18, 
1951, by the Court of Appeals for the 
District of Columbia circuit, insofar as 
it requires the applicants to take pre- 
scribed action by May 24, 1951, be, and 
it hereby is, stayed pending the filing 
and disposition of petitions for writs of 
certiorari to review said order, provided 
the Same are filed within the time re- 
quired by law. 

“It is further ordered that in the event 
the petitions for writs of certiorari are 
granted this stay shall continue pending 
= ane of the mandates of this 

urt.”” 


Memorandum Opinion 


_ In a “memorandum opinion” he issued 
I connection with the “stay order,” 
Chief Justice Vinson reviewed briefly the 
litigation and the events leading up to 
the appeals court’s civil contempt order. 
He stated his position on the matter as 
follows: 

“Applicants ask that the civil con- 
tempt order be stayed pending the filing 


of petitions for certiorari in this court 
for review of that order. Compliance 
with the order of contempt, if not stayed, 
would render the cause moot, thus pre- 
cluding review by this court not only of 
the order of contempt itself, but also 
of the matters now before the court in 
Nos. 697 and 702. Further, there is a 
direct conflict between orders issued by 
the court below and orders issued by 
the district court for the northern dis- 
trict of California. For example, appli- 
cant Killion will be imprisoned under 
the contempt order issued by the court 
below unless he ‘causes American Presi- 
dent Lines, Ltd., and its stock transfer 
agents to transfer the shares of record 
to the Dollar interests’ before May 24, 
1951. On the other hand, applicant Kil- 
lion has been restrained by the district 
court in California in an order now in 
effect from ‘in any way recognizing (Dol- 
lar et al.) as the lawful owners of such 
shares of stock.’ Only by staying the 
contempt order will applicant Killion be 
afforded appellate review of the directly 
conflicting federal court orders to which 
he is now subject... .” 


P.M.-C. & O. Merger Case 
Again Taken to Court 


A decision of the Commission au- 
thorizing merger of the Pere Marquette 
and the Chesapeake & Ohio has been 
taken to court for the second time. 


In No. 1738-51, Albert E., Albert E., 
Jr., James H., May K., John L., Albert 
E., and May K. Schwabacher, and Ethel 
Sokolov, trustees under the Joseph Kosh- 
land Trusts, v. United States of America 
and Interstate Commerce Commission, 
the federal district court for the District 
of Columbia is asked to set aside the 
Commissions orders of April 1, 1947, as 
supplemented by an order of May 9, 
1949, in Finance No. 15228, Pere Mar- 
quette Railway Co. Merger, etc. 


After the 1947 decision permitting the 
merger, the plaintiffs took the proceed- 
ing to court and the Supreme Court of 
the United States reversed a lower court 
decision upholding the Commission and 
ordered the case remanded to the Com- 
mission. 


The Commission had left to the par- 
ties the settlement of certain rights 
claimed under the Pere Margette charter 
and Michigan statutes. The Supreme 
Court held that the Commission must 
pass on and approve all capital liabilities 
to be assumed or discharged by a merged 
company as a result of merger, in No. 258, 
Albert E. Schwabacher, et al., v. United 
States of America and Interstate Com- 
merce Commission, 334 U.S. 182. 


The Commission reopened the pro- 
ceeding and issued its supplemental re- 
port in May, 1949 (T.W., May 21, p. 30). 

The complainants in the federal dis- 
trict court, asserting that the findings in 
the second report on _ reconsideration 
were materially inconsistent. with and 
demonstrated the errors in the findings- 
in the first report with respect to the 
justness and reasonableness of the terms 
for exchange of the stock, and that the 
findings in both reports failed to sup- 
port the Commission’s ultimate finding 
that the terms were just and reason- 
able, asked the district court of the 
District of Columbia to set aside the 
two orders insofar as they approved the 
terms and conditions with respect to 
ratios of exchange of the C. & O. stock 
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for Pere Marquette cumulative preferred 
stock. 

They asked that the court remand the 
case to the Commission with directions 
to impose new terms and conditions 
with respect to the ratios of exchange 
that would be just and reasonable to 
them as holders of P. M. cumulative pre- 
ferred stock. 

At one point the complainants said 
that the Commission had found that, 
on the basis of capitalized earnings, the 
total value of all Pere Marquette stock 
was $58,720,000. Yet, they continued, the 
Commission concluded that it was just 
and reasonable for C. & O. to issue 
in exchange for that stock the new C. 
& O. stock having a par value of only 
$28,949,745 and a value on the basis of 
market quotations of only $36,522,719.18. 


“Manifestly these findings are incon- 
sistent, and the finding of justness and 
reasonableness is plainly erroneous,” the 
complainants asserted. 

At another point they asserted that 
the total cost to C. & O. of the P.M. 
properties was $28,949,745 plus $55,806,736 
for long-term debt assumed by it, or 
a total of “only $84,756,481.” 

“Thus on the basis of the Commission’s 
own findings the price paid by the 
Chesapeake & Ohio was almost $30,000,- 
000 less than the value of the transporta- 
tion property acquired by Chesapeake & 
Ohio, which the Commission found to be 
$114,453,874,” they added. 


MOTOR ACT PROSECUTIONS 


Digests of statements issued by the 
Secretary of the Commission concerning 


rosecutions, in federal courts, for vio- 
ations of motor carrier provisions of the 
interstate commerce act or of Commission 
— and regulations thereunder, appear 
below. 





Texas northern district, Dallas division, 
at Dallas. American Produce and Vege- 
table Co., Dallas, and United Rubber 
Corporation of Texas, Grand Prairie, 
Tex., on May 11, were fined a total of 
$2,000 following entry of their respective 
pleas of guilty and nolo contendere to 
separate informations charging each de- 
fendant with violations. Each was fined 
$1,000 and the fines were required to be 
paid. American Produce and Vegetable 
Co. was charged with operating as a 
common carrier without a certificate; 
with failing to require drivers to keep 
drivers’ logs when operating vehicles as 
a private carrier; and with failing to have 
in its files doctors’ certificates of physical 
examination for new drivers. United 
Rubber Corporaton of Texas, a shipper, 
which utilized the services of American 
Produce and Vegetable Co. and other 
carriers, was charged with fraudulently 
seeking to evade and defeat regulation 
applicable to motor carriers through is- 
suance of false bills of sale purporting to 
show that the shipments of property 
transported were owned by such carriers 
and that the transportation thereof was 
private carriage. 


North Carolina eastern district, at Wil- 
son. On May 7, Norman Thomas Capel 
and Ed Hill Lassiter, co-partners dba 
C. & L. Truck Line, Potecasi, N.C., were 
fined $800 following entry of their plea 
of guilty to an information charging 
operation as a common carrier of prop- 
erty without appropriate evidence of 
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cargo insurance on file with the Com- 
mission and with failing to issue freight 
or expense bills in connection with trans- 
portation in interstate commerce. The 
partnership was required to pay $200 of 
the fine, and execution of sentence with 
respect to the remaining $600 was sus- 
pended for a probationary period of two 
years. 


North Carolina eastern district, at Wil- 
son. Clifton L. Oakley, of Tarboro, N.C., 
on May 7, was fined $350 following entry 
of his plea of guilty to an information 
charging operation as a common carrier 
of property for compensation without a 
certificate. The defendant was required 
to pay $150 of the fine and execution of 
sentence with respect to the remaining 
$200 was suspended for a probationary 
period of two years. 

Minnesota district, sixth division, at 
Fergus Falls. On May 15, Hopfner & 
Quinn Dairy Dispatch, a partnership 
composed of Phillipp Hopfner and Ralph 
Quinn, of Alexandria, Minn., was fined 
$200 following entry of its plea of guilty 
to an information charging it with fail- 
ing to require its drivers to keep drivers’ 
logs. The fine was paid. 


LOSS AND DAMAGE DECISIONS 


Traffic Cases Recently Decided by State and 
Federal Courts 


Digests taken from Reporters and Digests of 


National Reporter System, published by West 
Publishing Company, St. Paul, Minn. Copy- 
right, 1947, by West Publishing Company. 


Loss of or Injury to Goods 


United States Court of Appeals, First 

Circuit 

What constitutes a “claim in writing”, 
within bill of lading provision requiring 
claim: for loss to be filed in writing and 
whether there may be a waiver or an 
estoppel dispensing with necessity of 
compliance with such a condition, are 
federal questions on which United States 
Supreme Court has final word. Inter- 
state Commerce Act, 49 U. S. C. A. Sec. 
1 et seq. 

The time limitations in provision in 
bill of lading requiring claims for loss 
to be made in writing within nine months 
after delivery of property. or, in case of 
failure to make delivery, within nine 
months after reasonable time for delivery 
elapsed, are reasonable and authorized 
by law. Interstate Commerce Act, 49 
U.S. C. A. Sec. 1 et seq. 

A mere oral notice of claim for loss of 
goods cannot be deemed a substantial 
compliance with the requirement of bill 
of lading that claim for loss be in writing. 
Interstate Commerce Act, 49 U. S. C. A. 
Sec. 1 et seq. 

A document need not be in a particular 
form to constitute a “claim in writing”, 
within provision of bill of lading requir- 
ing that claim be filed in writing with 
receiving or delivering carriers as condi- 
tion precedent to recover for loss of 
goods, since the condition is addressed 
to a practical exigency and it is to be 
construed in a practical way. Interstate 
Commerce Act, 49 U.S. C. A. Sec 1 et seq. 

A “claim in writing”, within provision 
of bill of lading requiring that claim be 
filed in writing with receiving or deliver- 
ing carrier as a condition precedent to 
recovery for loss of goods, must be a 





written document, however, informal in 
expression, indicating an intention on 
shipper’s part to claim reimbursement 
from carrier for a loss asserted to have 
occurred in the past, and sufficiently 
identifying the shipment in question 
either on fact of the document or by 
reference to previous correspondence be- 
tween the parties. Interstate Commerce 
Act, 49 U. S. C. A. Sec. 1 et seq. 


Where shipper made oral claim for loss. 


of shipment of raincoats under the bill 
of lading, and carrier, after investiga- 
tion, disclaimed responsibility for the 
loss on ground that the goods were not 
delivered by shipper to authorized agent, 
shipper’s failure to make written demand 
upon carrier after such disclaimer as a 
condition to bring suit as required by 
bill of lading precluded recovery from 
carrier, especially where it did not ap- 
pear that carrier by words or conduct 
induced shipper to refrain from filing 
required claim in wrifing. Interstate 
Commerce Act, 49 U. S. C. A. Sec. 1 et seq. 

In construing insurance policy, every 
rational intendment is made to effectuate 
main design of parties, and in case of 
ambiguity, since language of policy is 
drawn by insurance company in light of 
wide experience and with aid of highly 
skilled advisers, the equivocal language 
should be construed most strongly against 
the insurance company. 

A transportation policy insuring ship- 
per against loss of goods from various 
risks, including theft or pilferage, while 
goods are in custody of public truckman, 
would be construed as protecting shipper 
as soon as shipper made such a delivery 
of the goods as would, under ordinary 
principles of agency, render a _ public 
truckman responsible for safe carriage 
and delivery of the goods, and not as re- 
quiring delivery to a public truckman or 
to a person “actually authorized” by 
public truckman to receive delivery on 
his behalf. 

Under transportation policy insuring 
shipper against loss of goods from va- 
rious risks, including theft or pilfer- 
age, while goods are in custody of public 
truckman, and stating that insurance 
attached “from time goods leave the fac- 
tory ... at initial point of shipment, 
and covers thereafter continuously, in 
due course of transportation .. .”, proof 
that truck driver came to shipper’s fac- 
tory with the predetermination to steal 
the goods, if established, did not preclude 
shipper’s recovery on ground that loss 
occurred before insurance attached. 

Condition in transportation policy that 
any act or agreement by the insured, 
whereby any right of insured to recover 
full value of, or amount of damage to, 
any property lost or injured against any 
carrier, bailee or any other party liable 
therefor, is released, impaired or lost, 
shall render policy void referred only to 
affirmative acts by insured impairing in- 
surer’s right of subrogation, and did not 
refer to mere nonfeasance by shipper 
whereby right to recover against carrier 
was allowed to lapse, as where shipper 
failed to file with carrier a claim in writ- 
ing or failed to institute suit against 
carrier within time stipulated in bill of 
lading. 

Even if seasonable filing by shipper of 
a claim in writing against trucking com- 
pany could be construed under language 
of transportation policy as a condition 
precedent to shipper’s right to recover 
against insurer under the policy, the in- 
surer, by reason of its unequivocal and 
never retracted disavowal of liability for 
loss on the merits, disbarred itself from 
setting up such breach of condition as a 
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defense to liability on the policy. (In- 
surance Co. of North America v. New- 
towne Mfg. Co., 187 F. 2d 675). 


United States Court of Appeals, Second 

Circuit 

In action against railroad for alleged 
misdelivery of household goods trans- 
ported under straight bill of lading is- 
sued by defendant and in which plain- 
tiff was named as consignor and con- 
signee, allegation in affidavit submitted 
in opposition to defendant’s motion for 
summary judgment, that plaintiff’s con- 
tract with defendant called for ship- 
ment of goods to specified place in for- 
eign country rather than to place in 
United States to which defendant de- 
livered the goods, do not pose a genuine 
issue of material fact and was insuffi- 
cient to prevent award of summary 
judgment. 

If plaintiff’s contract with railroad for 
shipment of goods by railroad called for 
delivery at specified place in foreign 
country, but plaintiff authorized plain- 
tiff’s agent to take delivery of goods in 
United States, defendant was justified in 
delivering goods to plaintiff’s agent 
in United States and could not be held 
liable for misdelivery of goods. (Brooks 
v. Pennsylvania R. Co., 187 F 2d 869). 


SHIPPING DECISIONS 


Cases Recently Decided by State and 
Federal Courts 


Digests taken from Reporters and Digests of 
National Reporter System, published by West 


Publishing Company, St. 


Paul, Minn. Copy- 
right, 1947, by West 


Publishing Company. 


Supreme Court, Appellate Term, First 
Department 


Action against steamship company for 
damage to goods during carriage could be 
maintained by subrogee within one year 
after damage was sustained, notwith- 
standing failure to give notice to com- 
pany of defect in shipment within three 
days after delivery of goods. Carriage 
of Goods by Sea Act, Sec. 3(6), 46 
U. S. C. A. Sec. 1303(6). 

On failure to give notice to steamship 
company within three days of damage to 
goods during carriage, there was a pre- 
sumption of goods delivery in favor of 
the company, and that presumption was 
required to be overcome by proof in 
action against company for damage to 
the goods. Carriage of Goods by Sea 
Act, Sec. 3(6), 46 U. S. C. A. Sec. 1303 (6). 
(Fire Ass’n of Philadelphia v. Isbrandt- 
sen Co., 103 N. Y. S. 2d 118). 


MISCELLANEOUS DECISIONS 
Regulation of Common Carriers 
Cases Recently Decided by 


State and Federal Courts 


Digests taken from Reporters and Digests of 
National Reporter Systems published by West 
Publishing Company, St. Paul, Minn. Copy- 
right, 1947, by West Publishing Company. 


Hudson County Court, Law Division, 


New Jersey 


When goods have reached their des- 
tination and are placed in a position of 
reasonable safety, ready for delivery 
the consignee, and the consignee fails, 
refuses or neglects to seek delivery unto 
him, the carrier’s duty as carrier tel 
minates, and that of warehouseman be- 
gin. (May v. Huff, 79 A. 2d 728). 
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THE PROGRESSIVE PORT OF 


San Francisco 


Owned and Operated by The STATE OF 
CALIFORNIA As a Public Utility for Shippers 


* 


Invites Mid-continent Exporters, 
Importers and Traffic Managers to 
consult freely on Ocean Shipping 
problems with the 
CHICAGO OFFICE 
of the Port of San Francisco 


LAWRENCE T. WAIDELL, Special Agent 
35 E. Wacker Drive, Chicago 1, Ill. 
Telephone DEarborn 2-5111 


For on-the-spot information 


“JUST TELL WAIDELL” 
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TRANSPORTATION 
LEGISLATION 


Congress Passes Measure 
Affecting Requisitioning, 
Agency Operation of Ships 


Provisions permitting operation of 
government-owned ships by private 
operators under general agency 
agreements and prescribing a method 
for determining the amounts to be 
paid by the Maritime Administration 
for merchant ships which it might 
requisition or which might be lost 
after such requisitioning were in- 
cluded in a bill passed by Congress 
and sent to the President on May 21. 


The measure cleared for action by the 
President was H.R. 3587, the third sup- 
plemental appropriation bill for fiscal 
year 1951. Action on it by Congress was 
completed when the House and Senate 
adopted the report of their conference 
committee ‘on provisions on which they 
had disagreed. 


One feature of the bill on which there 
was no controversy between the two 
Houses of Congress made available, for 
“maritime activities” of the Department 
of Commerce (the Maritime Administra- 
tion) a total of $20 million, for use as 
working capital for a “vessel operations 
revolving fund.” That fund was estab- 
lished for the purpose of placing in 
service 100 government-owned merchant 
ships under general agency agreements 
with, rather than through charter of the 
ships to, private operators. Testimony 
concerning the general agency agree- 
ment plan, for which $25 million had 
been requested, was presented by Mari- 
time Administrator Cochrane in House 
and Senate appropriations committee 
hearings on the bill (T.W., April 14, 
p. 63). 

A House-approved provision of the bill 
governing the method of determining the 
amounts to be paid by the government 
to private ship owners for vessels pur- 
chased or requisitioned from them or for 
any such vessels or other government- 
insured ships that might be lost after 
requisitioning was deleted by the Sen- 
ate, which wrote into the bill new lan- 
guage on that subject. 

The conferees, however, wrote into the 
bill a “compromise” provision to take 
the place of the House-approved provi- 
sion and the Senate amendment. The 
provision submitted by the conferees and 
approved by Congress read as follows: 

“No money made available to the De- 
partment of Commerce, for maritime ac- 
tivities, by this or any other act, shall 
be used in payment for a vessel the title 
to which is acquired by the government 
either by requisition or purchase, or the 
use of which is taken either by requisi- 
tion or agreement, or which is insured 
by the government and lost while so 
insured, unless the price or hire to be 
paid therefor (except in cases where 
section 802 of the merchant marine act, 
1936, as amended, is applicable), is com- 
puted in accordance with subsection 902a 


of said act, as that subsection is inter- 
preted by the General Accounting Of- 
fice.” 


Senator Hayden, of Arizona, explain- 
ing that provision when the Senate was 
considering the conference report, said 
that he understood the amendment had 
been drafted by the G.A.O. and that the 
effect of it was that, “instead of their 
being able to get the full value of a 
ship at the time it was lost, the govern- 
ment can take care that it does not pay 
more than what had originally been paid 
for the ship (by the owner).” When the 
House had the conference report under 
consideration, Representative Thomas, of 
Texas, said that “the language in the 
original House bill gave to the operators, 
in case the ship was requisitioned and 
sunk, only the purchase price minus 
depreciation.” The provision written by 
the conferees, he said, worked out “a 
formula in keeping with the merchant 
marine act of 1936, embodying the princi- 
ples laid down in that act in section 802 
and 902a.” 


Great Lakes-St. Lawrence 
‘Junket’ Set for May 31 
To June 6 by House Group 


All but six or seven members of 
the 26-man House committee on pub- 
lic works were planning to partici- 
pate in a seven-day inspection trip, 
beginning May 31, along the pro- 
posed St. Lawrence seaway route, the 
committee having obtained authority 
from the House on May 21 to make 
this “investigation,” it was stated at 
the committee, May 22. 


By adopting a resolution (H. Res. 158) 
giving its public works committee au- 
thority to “conduct studies and investi- 
gations” of matters within its jurisdic- 
tion in the United States, its territories 
and possessions, and the Dominion of 
Canada, the House paved the way, par- 
tially, for consummation of the commit- 
tee’s seaway inspection plans (T.W., 
May 5, p. 52). It was learned, May 22, 
that the committee had submitted to the 
House committee on administration a 
request for $30,000 to cover expenses of 
the seaway inspection trip, and that 
action on that request was anticipated 
“within two or three days” from that 
date. 


Traveling by air from Washington, 
the committee members would make 
Hibbing, Minn., their first stop and 
would then proceed to Duluth, Minn., it 
was stated. From that lake port, after 
investigation of present iron ore Ireé- 
serves in the Mesabi Range, they would 
fly to Buffalo, N.Y., and from Buffalo 
they would follow the ship route through 
the existing canal in the St. Lawrence 
River, making stops along the river route 
to inspect the area where the propose! 
27-foot channel and a_ hydro-electric 
power development would be built if 
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legislation considered by the committee 
in its recent hearings were enacted. 
Ultimately reaching Montreal, Canada, 
the committee members would return 
from that city to Washington by train, 
it was said at the committee. 


Representative Van Zandt, of Pennsyl- 
yania, an opponent of the seaway pro- 
posal, inserted in the appendix of the 
Congressional Record of May 21 a state- 
ment under the heading, “Taxpayers 
will pick up the check for congressional 
air junket to the St. Lawrence seaway 
area.” He indicated it was his under- 
standing (described as erroneous at the 
House public works committee) that the 
cost of the committee’s inspection trip 
would be $10,000. 


“Congress,” he said, “has in its pos- 
session volume after volume of informa- 
tion resulting from hearings, surveys, 
and investigations during the past 50 
years. At least two congressional com- 
mittees in the last 15 years have visited 
the area at the taxpayers’ expense. Why 
is this third trip necessary?” 

He referred to a newspaper editorial 
that, he said, spoke up “for the little 
fellow whose taxes will be used to pay the 
cost of the $10,000 congressional air 
junket.” 


House Passes Aviation. 
War Risk Insurance Bill 


As amended by the House interstate 
and foreign commerce committee, S. 435, 
a bill to amend the civil aeronautics act 
of 1938 so as to authorize the writing of 
aviation war risk insurance by the 
federal government with respect to 
flights outside the United States by U.S.- 
flag air carriers, was passed by the House 
on May 21. 

Differences between the House and 
Senate versions of the bill made neces- 
sary further action on it by Congress. 

Explaining the provisions of S. 435 to 
the House, Representative Beckworth, 
of Texas, said the bill would apply to 
aviation “in a manner rather similar 
to the way war risk insurance has been 
applicable to our merchant ships, par- 
ticularly in World War II.” He said that 
“the reason there was no cause for 
legislation like this in World War II... 
ls that at the beginning of World War 
II the government took over in effect 
the airlines of the country which it 
needed, it took over the planes, and title 
to the planes rested with the United 
States government.” That had not been 
= so far in the present situation, he 
aid. 

“Instead,” he continued, “the govern- 
ment has permitted the title of the 
Planes to remain in the companies... . 

“The circumstances under which the 
Secretary of Commerce would have an 
opportunity to utilize this medium of 
Insurance are where the given plane 
is flying in the interest of national de- 
fense or in the national interest. That 
finding the Secretary would have to 
Make before he could use this kind of in- 
surance ... 

“This kind of insurance would not be 
Written with reference to flights totally 
Within the United States and the Dis- 
trict of Columbia. It would only be in 
Connection with flights outside of that 
territory, or from a point in the con- 
tinental United States or the District 
of Columbia to the foreign areas. It is 
nol ‘nderstanding that there are some 
40 airlines that are currently operating 


into areas where this kind of insurance 
prospectively is needed. ... It is com- 
pletely impossible to foresee what a plan 
of this kind will cost, but all the testi- 
mony we have... gives the impression 
and the very definite idea that it is 
hoped this will be self-sustaining. . . 


“Insurance companies which ordinarly 
would perform this type of work... 
and there are some 61 of them 
were represented before our committee, 
and they stated conclusively that they 
cannot insure certain kinds of risk situa- 
tions, and they felt there is a need for 
this kind of legislation. . .” 


The insurance provided by the bill 
would cover, under its terms, aircraft, 
cargo, crew members and their personal 
effects, and passengers and their per- 
sonal effects. The crew members and 
passengers would be insured against “loss 
of life, injury, or detention.” 


House Committee Proposes 
Higher Postal Rates on 
Second, Third Class Mail 


Postal rates on newspapers, maga- 
zines and other second-class mail 
rates would be increased 20 per cent 
in each of three consecutive years 
under a proposal tentatively adopted 
by the House committee on post office 
and civil service. 


In executive sessions it held May 22 
and 23, the committee also decided tenta- 
tively to increase the postal rate on third- 
class mail by making the minimum 
charge on bulk mail 1% cents a piece, 
as against a present minimum of 1 cent 
a piece and as against a proposal by 
the Postmaster General that the piece 
rate be raised to 2 cents. The present 
bulk mail rate of 14 cents a pound and 
the $10 a year bulk mailing privilege fee 
were left unchanged by the committee. 
An increase in the minimum charge for 
bulk mailing of “odd-size” pieces to 5 
cents, from the present rate of 3 cents, 
was approved by the committee. 


Exempt from the second-class mail 
rate increase recommended by the com- 
mittee would be publications of non- 
profit organizations and of fraternal, 
charitable, religious and agricultural or- 
ganizations. On other mail of that class, 
the first increase of 20 per cent would 
become effective in the first year after 
enactment of the considered bill—H.R. 
2982, introduced by the committee chair- 
man, Representative Murray, of Tennes- 
see—and another 20 per cent increase 
would be effected the following year, with 
still another 20 per cent boost to be made 
in the third year, under the committee- 
approved proposal. 

Upward adjustments of charges for 
special delivery and other post office 
services were scheduled for consideration 
by the committee in closed sessions on 
May 24 and 25. 


Funds for Railway Mail Pay 


Among appropriations contained in 
H.R. 3587, the third supplemental appro- 
priation bill for the current fiscal year, 
as finally passed by Congress and sent 
to the President on May 21, was one for 
$152,000,000 for the Post Office Depart- 
ment, covering the amount to be paid to 
the railroads by the department, under 
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THE DAVIDSON TRANSFER & STORAGE CO, 
GENERAL OFFICES: BALTIMORE 3 © BR. 7900 








MAIN STREET 
OF THE NORTHWEST 


Nature’s Biggest Show » Talking Trains * $30,000 Man 


NATURE’S BIGGEST SHOW! Curtain rises June 18 


as America’s No. 1 national park— Yellowstone— 
opens. Here in an area larger than Delaware are 
geysers and boiling pools, lakes and mountains, 
bears and elk ...the Grand Canyon! How to 
go? Take Northern Pacific’s streamlined NORTH 
COAST LIMITED, choose between 3 spectacular Park 
gateways and a wide variety of travel accommo- 
dations. Ask any travel agent for facts, or write 
Northern Pacific Ry., St. Paul 1, Minn., for folder. 





TRAINS THAT TALK? Today NP “talking 
. freights” are rolling through Washington’s Cas- 
nnd cade Mountains. They’re fast, diesel-powered 
a trains using radio communication equipment. 
a The engineer can talk to the conductor, a mile 
= back. Radio being installed in additional areas 
San will keep dispatchers in constant touch with 
train crews. Soon radio-equipped freights will 
be operating over nearly one-third of NP’s 
transcontinental line. With this closer contact 
among personnel, freight service will be speeded 
all along “‘Main Street of the Northwest.” 





IS YOUR FIRM HERE? The companies below are real concerns well known to 
you (names on request to Northern Pacific). They are a partial roster of firms 
NP has served for a great many years... 


i cccebbanadesebvadecosssconn’ served for 60 years 
aha atv’ x oid 660i edl io: 4. ae! oo nie © 0) oieia ace served for 50 years 
ee nkentnduestvdeccevedesins cue served for 72 years 
i incr scecheceeesaeseseeen served for 59 years 
INS 6.5 Soo aise sens ccsierceccscce served for 77 years 


How to keep customers coming back ? Our freight men have a saying : “Northern 
Pacific treats your freight like a Very Important Passenger.” 


$30,000 MAN.£ very NP employee has on the average 
$30,000 worth of tools and facilities to help pro- 
vide better freight and passenger service between 
the Midwest and Pacific Northwest. In 11 years 
we've invested $177 million in new horsepower, 
new rolling stock, new tunnels, new rail and other 
important improvements... with more coming. 
Next time you travel or ship between the Midwest 
and the North Pacific Coast, let us show you what 
a good investment it’s been! 





(E03) NORTH COAST LIMITED 


on Route of the Streamlined 
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an I.C.C.-approved agreement, for trans- 
portation of mail from February 19, 1947, 
to December 31, 1950, in addition to qa 
25 per cent interim increase in railway 
mail pay rates (T.W., Dec. 16, 1950, p. 25), 








Congress Asked to Provide 
$60 Million for New Ships 


President Truman on May 21 sent to 
Congress requests for a number of sup- 
plemental appropriations, including one 
for $60 million for the Department of 
Commerce, to pay obligations incurred 
by the department’s Maritime Adminis- 
tration in construction of fast dry-cargo 
ships as authorized by Congress in an 
appropriation bill approved January 6, 
1951 (T.W., Jan. 6, p. 53). 


A White House announcement con- 
tained the following statement concern- 
ing the ship-construction appropriation 
request: 

“The approximately $350,000,000 cur- 
rently available for the construction of 
fast dry-cargo ships is estimated to be 
sufficient for the construction of about 
37 ships of the newly designed Mariner 
class, of which 25 have so far been con- 
tracted for. The recommended appro- 
priation language will extend the avail- 
ability for these funds into the fiscal 
year 1952 in order to permit the award 
of contracts for the remaining ships after 
the close of the current fiscal year. An 
additional $1,000,000 is requested for ad- 
ministrative costs in the fiscal year 1952 
in connection with this maritime ship 
construction program.” 























Congress Provides $500,000 
For D.T.A. Use Until July 1 


With adoption of a conference com- 
mittee report by the House and Senate 
on H.R. 3587, the third supplemental 
appropriation bill for the current fiscal 
year, covering immediate financial needs 
of the Defense Transport Administration 
and a number of other agencies and 
departments, action on the bill by Con- 
gress has been completed and it has 
been sent to the President. 

Money for the D.T.A. was included 
in an item of $27,331,895 carried in the 
bill as amended by the Senate and 
passed by Congress under the heading 
of “expenses of defense production.” In 
a list of “allocation ceilings” recom- 
















ticipating in that appropriation, and 
adopted by the conferees, it was shown 
that the “ceiling” for the D.T.A. was 
$500,000, that being the amount made 
available for use by D.T.A. in the fourth 
quarter of the current fiscal year (T.W. 
April 7, p. 19, and April 14, p. 70). Under 
the bill as passed by the House the D.T.A. 
would have received $550,000. 

Another “allocation ceiling” recom- 
mended by the Senate in connection 
with the defense production expenst 
item was $50,000 for the Commerce De- 
partment’s Office of Transportation. 

The Senate appropriations committee 
indicated in its report on H.R. 3587 that 
unexpended balances of several of the 
agencies covered by the defense produc- 
tion appropriation would operate to ré- 
duce the appropriations made available 
by the bill. The D.T.A. had an unobli- 
gated balance of $150,151 as of March 1. 
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@ Roll the ball—follow through—strike: it’s training that makes the difference and 
in the end spells success. 


,000 Training makes the difference in Traffic Management too! 

yl If you’re the “boss” encourage your staff to enlarge on experience with practical traffic 
a training. If you’re a beginner or hold a traffic assistant’s job, build confidence and 
—— competence through technical training. 

— Study at America’s leading educational institution devoted to the single work of pro- 
4 = fessional training in Traffic Management. New classes in basic traffic, advanced traf- 
it has fic, traffic law, |.C.C. practice, are now forming. Evening or day session. Resident 
_— classes at Chicago, New York, Detroit, Philadelphia. Home study through the Exten- 
- a sion Division. Write today for an informative booklet—no obligation, of course. 
reading 

~ > WARNING TO VETERANS! You must actually be in training by July 25, 1951, 


recom- 
to avoid forfeiting your educational benefits under the “G.I. Bill of Rights.” 


EDUCATIONAL DIVISION OF THE TRAFFIC SERVICE CORPORATION 


College of Advanced Traffic + Academy of Advanced Traffic 
Dept. TDF, 22 West Madison Street = Dept. TDF, 253 Broadway 
nection Chicago 2, Illinois New York 7, New York 
ax pense @ 
vend De- Dept. TDF, 201-11 Ford Building 2 Dept. TDF, 1422 Chestnut Street 
amittee Detroit 26, Michigan @ Philadelphia 2, Penna. 
87 that 
c... For extension courses write College of Advanced Traffic, Extension 
a Division, Dept. TDF, 22 West Madison Street, Chicago 2, Illinois. 
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daily service between the 


important industrial centers of America 


Our large fleet of modern city and 


over-the-road equipment plus the 


nation’s 


most efficient terminal facilities assure 


consistently fine service. Write or phone 


your nearest terminal for current point list. 


Spector Motor Service, Incorporated, 
600 West 25th Street, Chicago 16 


the wise selector routes it 


SPECTOR 


serving the nation 


terminals 
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Report Tabulates Rail 
Loss and Damage Claims 


By Commodities, Causes 


A tabulation, breaking down by 
principal causes and commodity 
groups the $88,956,700 freight loss 
and damage bill paid by the nation’s 
railroads in 1950, has been released 
by C. C. Beauprie, secretary, freight 
claim division, Association of Ameri- 
can Railroads, Chicago. 


Of 42 commodity classifications, two 
were each responsible for 7.2 per cent 
of the total lost and damaged freight 
last year; they were new furniture, and 
food products, N.O.S., in cans and pack- 
ages, not frozen. Other commodities ac- 
countable for significant proportions of 
the total loss and damage bill included: 
Fresh vegetables, which led the list with 
8.0 per cent; grain, 5.4 per cent; and 
flour and other mill products, 3.3 per 
cenit. “All other manufactures and mis- 
cellaneous articles” accounted for 15.2 per 
cent. 

The total loss and damage bill was 
divided $72,578,967 to carload freight and 
$16,377,733 to less-carload freight. 

When broken down by causes, the tab- 
ulation shows that unlocated damage to 
freight in packages accounted for 41.7 
per cent of the total claim bill, or $37,- 
111,392.‘ Other causes to which substan- 
tial proportions of the total claim bill 
were traced include the following: Un- 
located damage to freight not in pack- 
ages, $11,878,454, or 13.4 per cent; con- 
cealed damage, $10,493,838, or 11.8 per 
cent; defective or unfit equipment, $5,- 
018,241, or 5.6 per cent; unlocated loss 
other than entire package, $4,654,788, or 
5.2 per cent; delay, $4,275,749, or 4.8 per 
cent; train accidents, $4,051,878, or 4.6 
per cent; and unlocated loss of entire 
package, $3,796,787, or 4.3 per cent. 


Fewer Claims Filed 


“The ratio of loss and damage charges 
to gross freight revenues of U.S. railroads 
was 1.08 per cent, compared with 1.55 
per cent in 1949,” pointed out Mr. Beau- 
prie. “The ratio for Canadian railroads 
was 0.72 per cent as against 0.765 per 
cent in the previous year. 

“There were $12,688,603 in suspense 
accounts of the carriers at the close of 
1950, to be later charged to the claim 
accounts of involved lines. This was 
15.6 per cent lower than the amount re- 
ported in suspense at the close of 1949. 

“A total of 3,395,563 new claims was 
shown for 1950, 350,222 or 9.4 per cent 
under the 3,745,785 claims received in 
1949. 


“This was the second consecutive year 
for which declines have been reported, 
and the achievements are deeply grati- 
fying. However, the situation will require 
an unusual effort on the part of all if 
control over this item of waste is to 
continue.” 

Mr. Beauprie said that much of the 
work in reducing freight loss and damage 
must be done by the men at the thou- 
sands of points where freight was loaded 
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and unloaded. “These men, whether 
shipper employes or railroad employes, 
must maintain interest in the possibili- 
ties of prevention, and must be kept 
informed as to proper methods,” he said. 

“We ask for continued collaboration 
between industry and _ transportation 
service in the efforts to stop loss and 
damage, to the end that this nation 
shall suffer no lack of or failure in the 
basic mode of transportation so essential 
to its economy in time of peace and its 
safety in time of war.” 

A chart indicated that in 1950 ap- 
proximately 72 per cent of all railroad 
claims were settled within 30 days, and 
an additional 18 per cent of all claims 
were settled within 90 days. 





Slight Dip in Car Shortage 
Reported in Week of May 12 


The average daily shortage of freight 
cars on the nation’s railroads totaled 
9,625 in the week ended May 12, a decline 
of 113 from the previous week’s daily 
average of 9,738 cars, according to the 
car service division of the Association 
of American Railroads (T.W., May 19, 
p. 72). 


The total shortage, based on carrier 
reports, waS made up as follows: Plain 
box, 4,454; auto box, 138; flat, 1,036; 
gondola, 2,988; hopper, 931 (includes 66 
covered) ; stock, 61, and miscellaneous, 17. 

In the same week, the railroads re- 
ported an average daily surplus of 7,043 
cars, made up of 899 plain box, 8 auto 
box, 639 gondola, 26 hopper, 1,037 stock, 


4,261 refrigerator, and 173 miscellaneus 
cars. 

The reports showed no surplus of 
flat cars or shortage of refrigerator cars. 





Rail Operating Revenues 
Up 16.2 Per Cent in April — . 


Based on advance reports from eighty- 
two Class I railroads, whose revenues 
represent 81.9 per cent of total operating 
revenues, the Association of American 
Railroads estimated that railroad operat- 
ing revenues of $679,235,517 in April, 
1951, increased 16.2 per cent above the 
same month in 1950. The estimate for 
April, 1951, covers operating revenues 
only, and does not take operating ex- 
penses or other costs into account. 

Estimated freight revenue of $576,339,- 
859 in April, 1951, was greater than in 
April, 1950, by 16.9 per cent. Estimated 
passenger revenue of $53,681,735 in- 
creased 7.6 per cent. 

Eastern District. Thirty-three Class 
I railroads, whose revenues represent 
90.6 per cent of total operating rev- 
enues in the Eastern District, estimated 
that their operating revenues of $339,- 
579,965 in April, 1951, increased over 
April 1, 1950, by 12 per cent. Estimated 
freight revenue of $282,908,323 increased 
12.3 per cent, and estimated passenger 
revenue of $32,087,153 increased 3.3 per 
cent. 

Southern Region. Sixteen Class I rail- 
roads, whose revenues represent 67.6 
per cent of total operating revenues in 
the Southern Region, estimated that 
their operating revenues of $79,175,964 


81 


in April 1951, increased over those in 
April 1, 1950, by 12.6 per cent. Estimated 
freight revenue of $67,694,860 increased 
13.8 per cent, and estimated passenger 
= of $5,549,572 increased 6.6 per 
cent. 

Western District. Thirty-three Class 
I railroads, whose revenues represent 
76.7 per cent of total operating revenues 
in the Western District, estimated that 
their operating revenues of $260,479,588 
in April, 1951, increased over those in 
April, 1950, by 23.4 per cent. Estimated 
freight revenue of $225,736,676 increased 
24.4 per cent, while estimated passenger 
revenue of $16,045,010 increased 17.8 per 
cent. 





1,755 New Locomotives on 
Order May 1, A.A.R. Says 


Class I railroads had 1,755 new locomo- 
tives on order on May 1, 1951, the Asso- 
ciation of American Railroads an- 
nounced. Of that number, diesel-electric 
totaled 1,733, steam 18 and electric 4. 

Class I railroads on May 1, 1950, had 
1,111 new locomotives on order, which 
included 1,097 diesel-electric, 10 steam 
and 4 electric. 

“The new locomotives on order on 
May 1 this year consisted of 2,363 power 
units, of which 2,337 were diesel-electric 
units,” said the A.A.R. “There also were 
18 steam and 8 electric units on order. 
Diesel-electric locomotives, especially 
when used in passenger or freight serv- 
ice, frequently consist of a series of units 
put together, and this is sometimes also 
true of electric locomotives. 


Announcement 


TO THE CUSTOMERS AND FRIENDS OF 
WELLS FARGO CARLOADING COMPANY, INC. and 
PACIFIC FORWARDING ASSOCIATION: 


The respective businesses and operations of Wells Fargo Carloading Company (a Dela- 
ware corporation) and Pacific Forwarding Association (a California corporation) have been 
unified and combined under a single organization and management. In this connection: 


1. The corporate name of Wells Fargo Carloading Company, Inc., has been 
changed by action under the Delaware corporation law to “‘Pacific Forwarding 
Association, Inc.’ Under its new name Wells Fargo Carloading Company, Inc., 
will actively continue in business as a domestic freight forwarder under 
Part IV of the Interstate Commerce Act. 


Proceedings have been commenced for the liquidation and dissolution of 
Pacific Forwarding Association (a California corporation) under the California 
law. All Business heretofore carried on by this corporation will be carried 
on in the future by Wells Fargo Carloading Company, Inc., under its new 
name of “Pacific Forwarding Association, Inc.” 


The unified organization proposes to maintain in the future the same high quality and 
standards of service which have been traditional with Wells Fargo Carloading Company, Inc. 
and Pacific Forwarding Association. We will sincerely appreciate your continued patronage. 


Effective May 10, 1951 


PACIFIC FORWARDING ASSOCIATION, INC. 
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“Class I railroads installed 838 new 
locomotives in the first four months of 
1951, of which 834 were diesel-electric 
and 4 were steam. In the same period 
of 1950, they installed 692 new locomo- 
tives, of which 689 were diesel-electric 
and the remainder steam. New locomo- 
tives put in service in April this year 
included 217 diesel-electric and 2 steam.” 


Canadian ‘Harbours Board’ 
Reports Record Revenues 
For Calendar Year 1950 


Operating revenues of all units 
administered by the National Har- 
bours Board of Canada, including 
eight harbors and two grain eleva- 
tors, reached “a record figure” of 
$15,165,345 in calendar year 1950, 
representing an increase of $1,092,648 
or nearly 8 per cent over the 1949 
total, the board said in its annual 
report to the Canadian Minister of 
Transport. 

The report covered operations of the 
harbors at Halifax, Saint John, Chi- 
coutimi, Quebec, Three Rivers, Montreal, 
Churchill and Vancouver, government 
grain elevators at Prescott and Port Col- 
borne, the Jacques Cartier bridge at 
Montreal and the Second Narrows bridge 
at Vancouver. 

“Wharves and piers produced about 
11 per cent more revenue than in the 
previous year,” said the board. “Other 
facilities showed moderate gains. Grain 
elevator earnings, notwithstanding the 
decrease in quantities handled, were 
slightly higher than in 1949, due to more 
storage. 

“Expenses of administration, operation 
and maintenance in 1950 were $8,675,006, 
as against $8,160,622 in 1949, an increase 
of $514,384, or 6 per cent. Outlay on 
maintenance of properties was $2,192,- 
000, as compared with $2,064,000 in the 
previous year. 

“Operating income in 1950 showed a 
gain of $578,264, the comparable figures 
being $6,490,339 in 1950, as against $5,- 
912,075 in 1949. 

“After taking into account debits and 
credits to income and charging interest 
and reserve for replacements, operations 
for 1950 resulted in a net income defiict 
of $787,650. This compares with a deficit 
of $1,493,517 in 1949. The deficit, there- 
fore, decreased by $705,867. A factor in 
this improvement, apart from the better 
operating results, was the reduction in 
interest charges on Jacques Cartier bridge 
debt arising from the refunding put 
through in November, 1949.” 

Vessel arrivals in 1950 at the ports ad- 
ministered by the board totaled 46,154, 
with net registered tonnage of 37,115,589, 
as against 44,067 vessels aggregating 34,- 
723,962 net registered tons in 1949, the 
report showed. The board said that the 
aggregate cargo tonnage in 1950 at the 
harbors it administered was 36,615,483, 
compared with 33,713,796 in 1949. It 
added that the “outstanding feature” 
was an increase of 3,303,248, or 37 per 
cent, in foreign inward traffic. Foreign 
outward tonnage decreased by 1,636,289 
tons, or 16 per cent, it said. 

“Of commodities moving in volume,” 
the board reported, “petroleum and pe- 
troleum products showed the large in- 
crease of over 2,000,000 tons over the 
previous year. Substantial increases in 
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total tonnages were also shown for 
bituminous coal, motor vehicles, lumber, 
pulpwood, manganese ores, anthracite 
coal, sugar and wheat flour. Grain 
showed a drop of nearly 1,200,000 tons, 
and miscellaneous general cargo items 
were lower.” 

Operating revenue and operating in- 
come figures for each of the facilities 
administered by the board were reported 
for 1950 as follows: 

Halifax, $1,158,425 and $262,688; Saint 
John, $627,860 and $116,532; Chicoutimi, 
$69,816 and $47,644; Quebec, $978,667 and 
$160,073; Three Rivers, $265,209 and 
$201,050; Montreal, $6,324,037 and $2,- 
823,431; Jacques Cartier bridge, $1,231,- 
537 and $1,083,152; Prescott, $283,680 and 
$139,776; Port Colborne, $588,357 and 
$262,403; Churchill, $368,472 and deficit 
of $188,187; Vancouver, $2,985,966 and 
$1,391,386; Second Narrows bridge, $283,- 
319 and $190,411. 


Chicago Package Car Service 


Railroad package car service from Chi- 
cago in March improved, with on-time 
deliveries averaging 60.3 per cent on the 
18,473 cars on which reports were re- 
ceived, A. H. Schwietert, traffic director, 
Chicago Association of Commerce & In- 
dustry, reported. 

Of the cars received, 4,882 or 24.2 per 
cent were one day late, he reported; 
1,128, or 6.1 per cent were two days late; 
867, or 4.6 per cent were three days late; 
445, or 2.4 per cent, four days late, and 
402, or 2.1 per cent, five or more days 
late. 

The on-time average in March, 1950, 
was 69.6 per cent. In the first three 
months of 1951, 57.2 per cent of the rail- 
road package cars from Chicago received 
on-time placement, compared with an 
average of 70.1 in the same period of 1949. 


Oil Pipe Line Revenue Up 


Transportation revenue of large oil 
pipe line companies (carriers having an- 
nual operating revenues of more than 
$500,000), amounted to $115,137,360 in the 
first quarter of 1951, as compared with 
$91,043,251 in the first quarter of 1950, 
according to statement Q-600, prepared 
by the Commission’s Bureau of Transport 
Economics and Statistics. The increase 
in the 1951 quarter was 26.5 per cent. 
The figures were compiled from quar- 
terly reports of 51 pipe line companies. 

In the 1951 first quarter 735,506,673 
barrels of oil were originated on line 
and received from connections by the 
reporting companies, as compared with 
584,348,644 barrels in the 1950 first 
quarter. 


Mid-April Rail Employment Up 

The Commission’s Bureau of Transport 
Economics and Statistics has issued a 
statement showing that 1,286,195 persons 
were employed by Class I steam railways, 
exclusive of switching and terminal com- 
panies, at the middle of April. 


This was an increase of 7.96 per cent 
over April, 1950, and 1.07 per cent over 
March of this year, it said. 


The mid-April employment was broken 
down as follows: Executives, officials, 
staff assistants, 15,475; professional, cler!- 
cal, general, 210,697; maintenance of way 
and structures, 245,579; maintenance of 
equipment and stores, 380,722; transpor- 
tation (other than train, engine, yard), 
151,710; transportation (yardmasters, 
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switch-tenders, 
transportation 
ice), 265,567. 
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Canadian Freight Loadings 
Soar to New High for This 
Year in Week Ended May 12 


Revenue freight loadings on Canadian 
railways totaled 87,474 cars for the week 
ended May 12, an increase of 12,121 cars 
or 16.1 per cent, over the corresponding 
week last year, and the highest point 
reached in the current year, according to 
the public finance and transportation 
division of the Dominion Bureau of 
Statistics at Ottawa. The loadings also 
registered an all-time record for the 
weekly period under review. 

“The eastern division to the Head of 
the Lakes reported 58,152 cars loaded, 
an increase of 6,126 cars over the same 
period last year with grain products, 
ores, pulpwood, iron and steel, autos, 
paper and L.C.L. leading the advance,” 
said the Bureau division. “In the west, 
29,322 cars were billed as against 23,327 
cars one year earlier. Grain, grain prod- 
ucts, fruit, live stock, lumber, miscel- 
laneous manufacturers and L.C.L. load- 
ings were much more active. 

“In addition, foreign connections sup- 
plied 37,024 cars for movement over 
Canadian lines during the week com- 
pared to 27,961 cars last year, a gain 
of 32.4 per cent or 9,063 carloads. 

“Cumulative loadings to May 12 ag- 
gregated an encouraging 1,455,785 cars, 
an increase of 131,990 cars or nearly 10 
p.c. over the same period of 1950, and 
78,420 cars above the first 19 weeks of 
1949. The eastern division provided 103,- 
70 cars more this year while western 
area loadings were 28,240 cars heavier. 
Better weather conditions, less flooding 
and greatly enhanced business atcivity, 
are reflected in the cumulated gains. 

“In comparison with the nineteenth 
week of last year, the current period 
registered advances in the all-Canada 
totals of grain up from 6,135 to 10,561 
cars, grain products, 618 cars heavier at 
2,890, fruit, live stock at 1,521 cars against 
1410, and in fresh meats and packing 
house products. Coal and coke and ore 
loadings were little changed. Building 
products gained as did other mine prod- 
ucts. The woods items were all ad- 
vanced with pulpwood up sharply from 
1800 to 5,625 carloads. Lumber totalled 
4,191 cars against 3,950 one year earlier 
While woodpulp and paper improved by 
393 cars to 4,721 for the week. 

“Gasoline and petroleum oils and prod- 





























































pared with 4,353 cars one year earlier, 
but crude oil dropped from 1,124 to 446 
Cars due to the western pipelines. Manu- 
factured iron and steel filled 2,400 cars 
or 638 more while implements were up 
92 carloads to 832. The automotive in- 
dustry continued to boom sending 1,686 
carloads against 1,279 in the same week 
of 1950. Fertilizers were also advanced 
While miscellaneous manufactures 
totalled 6,380 cars for a gain of 484 cars. 
C.L. merchandise moved in 18,384 cars 
Compared to 17,323 last year. 


“The overall picture shows 25 com- 


Modity groups registering advances with 
> ag declines limited to only 3 items 
ay 







and Straw, vegetables, and crude oil. 
0oc conditions were acute in Manitoba 
this time last year, but the country-wide 


improvement in the week under review is 
Manifest.” 


ucts amounted to 4,482 carloads com- | 












From Peru to Brazil is a long way—but it’s farther from Lake 
Michigan to the Ohio River (In Indiana). We provide 24-hour 
service from the Chicago Calumet Area to the Ohio River, and 
to and from all intermediate points, including both Peru, Indiana, 
MARION serves Indiana “Best”. 


and Brazil, Indiana. 


HOME OFFICES: P.O. BOX 866 





SHIP ALASKA DIRECT 
FREQUENT SCHEDULED SAILINGS 
4 Gateways 
Los Angeles + San Francisco 
Portland «+ Seattle 






i | 


MARION TRUCKING CO. wc. 


DON’T SAY “BEST WAY” ROUTE IT MARION 








Ship direct by water and: 


1. SAVE on freight charges 
2. ELIMINATE transfer charges 
3. AVOID unnecessary handling 


San Francisco 4, 150 Sansome Street 


Anchorage, Alaska. 223 Central Building 













MARION, IND. 


Portland 5, Broadway-Oak Bldg., 
623 So. West Oak St. 

Los Angeles, Pier A, Long Beach 

Seattle 6, 3200 26th Ave., S.W. 











































ANSWER: Right through the prin- 
cipal cities of Alabama to the Gulf of 
Mexico via 
Transportation” 


Direct service between Indiana, Ohio, the 
eastern half of Illinois, the New York, 
N. Y. and Philadelphia, Pa. commercial 
zones and PRINCIPAL ALABAMA CITIES. 


ERE IS A JACK COLE TERMINAL NEAR YOU 











JACK COLE "Dependable 





















Write for Brochure 


K COLE CO., Inc. 


Dependable Transportation” 
P.O. Drawer 274 
rmingham, Alabama 
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FLOATING FREIGHT TRAINS |: 


to beat New York's traffic jam | « 


Me 
Fre 
e Under normal conditions, an average of 750 
to 800 cars of east and westbound freight per 
day pass over the 6 Float Bridges at the Lacka- 
wanna Hoboken Terminal. 
It would be impossible to build enough bridges 
and tunnels to provide a jam-proof right-of-way Whether it’s packaged freight, heavy machin- 
for the tremendous volume of freight that moves ery, perishables or bulk traffic, modern Lacka- 
to and from New York. wanna efficiency adds up to preferred handling HE - 
So the Lackawanna “floats” whole freight trains for your shipments. That’s why so many of the F haan 
across the Hudson River to key docks in the New world’s great shippers specify Lackawanna—to or ee, 
. ong | 
York area—on car floats like the one shown here. through New York. greatest 
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EXPORT SHIPPING | 


Firm Reports 90 Per Cent of Its Exports to Central America 


Moves by Air. 


Regards Airlines as Highly Satisfactory 


From Standpoint of Costs, Services, and Cooperation. 


AN INTERPRETIVE SECTION APPEARING 4th ISSUE MONTHLY 


An American Airlines DC-6 plane, used in carrying Zenith radios from Chicago to coastal areas, 


for trans-shipment via air or water to company’s foreign markets. 


Plane has a capacity of 52 


passengers, and 7,240 pounds of air cargo. It has a speed of 303 miles per hour. 


Zenith Switching to Air Transport 


For Speedy Latin American Delivery 


HE importance of freight transpor- 

tation in foreign merchandising no- 
Where is better highlighted than in Latin 
America, where increasing competition 
among the world’s exporters for the 
greatest share of the lucrative market 
makes fast, reliable delivery of goods a 
must. The competitive situation does 
hot permit delay in delivery, because 
Such delay may result in depleted stocks 
and lost sales. 


To get speedy delivery, many American 
€xporters, after World War II, deserted 
Conventional methods of transportation 
to ship by air. 

One such firm, Zenith Radio Corpora- 
tion, was so satisfied with the air service 
It got that it increased its usage of-air 
transportation to the extent that 90 per 


By R. W. BARROW 


cent of the goods it ships to Central 
America, Cuba and Venezuela, now go 
by air. The company plans to extend 
its air transport usage to other Latin 
American consumers in the near future. 


Zenith manufactures and distributes 
radios and television sets, and its exports 
are world-wide. Among its major mar- 
kets are Brazil, Cuba, Mexico, Venezuela, 
Puerto Rico, Colombia, all of Central 
America, Japan, Pakistan, Malaya, Iran, 
Egypt, Israel, and the Philippines. 

Indicative of the extent of its opera- 
tion, both domestic and foreign, are 
last year’s net sales, which exceeded 
$134,000,000. 

The company’s main office is in Chi- 
cago. where it has four manufacturing 
plants, including a wholly owned subsid- 


iary, the Rauland Corporation, which 
makes television picture tubes. Another 
subsidiary, the Wincharger Corporation, 
is located at Sioux City, Ia. The entire 
Zenith organization employs over 17,500 
people. 


Domestic shipping operations are han- 
dled by Paul Anderson, general traffic 
manager. Export traffic and shipping 
operations are controlled by G. E. Mills, 
export traffic manager, under John 
Miguel, Zenith international division 
manager. 

Presently, according to Mr. Miguel, 
Latin America is Zenith’s number one 
foreign market on a dollar volume basis. 
The countries buying most of its foreign 
output are Mexico, Venezuela, Cuba and 
Brazil, he reports. 
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The sets which Zenith makes for ex- 
port differ from those made for domestic 
consumption. They generally have short 
wave reception, and are made of stronger 
vital components which will stand al- 
most any kind of service or condition, 
including extremes of heat and humid- 
ity. 

The company markets its products 
abroad through independent distributors, 
to whom it ships direct. 


It began using air, instead of water, 
for transporting goods to Central Amer- 
ica, Cuba, and Venezuela after World 
War II. 


“We began looking around for other 
ways of moving our merchandise when 
ocean freight rates began increasing,” 
Mr. Miguel said. 


Stating that ocean freight rates were 
already too high, he said he could not 
see how the ocean carriers hoped to get 
them still higher. 


“We found, through investigation and 
experimentation, that it was often as 
cheap, if not cheaper, and far simpler 
to ship by air,” he said, “and we thus 
turned to the airways in volume.” 

Today, practically 90 per cent of 
Zenith’s shipments to Venezuela and 
Central America go by air, either directly 
from Chicago, or by rail and truck to 
port, and then by air. 

“With few exceptions,” he reported, 
“all of our shipments to Cuba are by 
air.” 


Air Versus Water 


An air shipment to Latin America 
was as favorable in cost as by land, 
and a lot faster, he continued. 

“The latter factor,” he said, “is espe- 
cially important to us, as the radio and 
television industry is fast moving and 
highly competitive, and the moment 
distributors and dealers are caught short 
of stocks, their customers head for our 
competitors.” 

Mr. Miguel said air transportation was 
particularly favorable for shipping com- 
plete television sets and certain parts. 
Other parts, such as dry cell batteries, 
which were heavy and have low value, 
were best shipped by water, he said. 












Picture tubes for television sets es- 
pecially lent themselves to air ship- 
ment, he said. This was because they 
had “lots of volume and little weight.” 
Air shipments of this item cost three 
times less than by water, he reported, 
adding, however, that the ocean lines 
recently established a lower rate for the 
tube. 


Completed television sets were like- 
wise “naturals” for air transportation, 
Mr. Miguel stated, adding that that was 
because they were voluminous, averaging 
about 19 cubic feet in space, and only 
200 pounds in weight. Ocean lines us- 
ually charged the higher cubic footage 
rate, instead of the lower rate for weight, 
he said. 

Mr. Miguel called on Mr. Mills to give 
a comparison of costs of shipping tele- 
vision sets by water or air to Havana, 
Cuba. 


Comparison of Costs 


“The total charge on a recent ship- 
ment,” Mr. Mills said, “truck to St. 
Petersburg, Fla., and air to Cuba, was 
$8.39, with the inland truck charges $4.39, 
and the air charge $4.00, per 100 pounds. 


“The rail charge to the port of New 
York on the same shipment would be 
$2.58 a hundred, brokerage fees would 
run approximately $15.00, transfer 
charges to pier .45 cents a hundred and 
the ocean rate would be $2.60 per 100 
pounds.” : 


Another comparison showed that a 
through-car shipment of television sets 
from Chicago to West Palm Beach, Fla., 
and then by car ferry to Havana, Cuba, 
cost about $300 more than it would have 
if shipped by rail-air combination. 

Comparing air-ocean costs, Mr. Mills 
said that insurance rates by air were as 
favorable as by sea, and in some cases 
lower. 

“The lowest ocean insurance rate to 
the Caribbean,” he said, “is 42% cents 


‘per $100 of valuation.” 


The lowest air rate, he stated, was 6 
cents per $100 of valuation. 

“At the same time, we have to buy 
war risk insurance when we ship by 
ocean, which runs to 5 cents per $100,” 


Unloading merchandise from a pick-up and delivery vehicle at Miami, Fla., airport for transfer to 
waiting Pan American World Airways Clipper, and speedy delivery to Havana, Cuba. Almost all 
of Zenith Radio Corporation’s export radio and televisian sets to Cuba go by air. 
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Zenith Radio Corporation representative delivers 
packaged radio to American Airlines stewardess 
for shipment to New York City on flight inaugv- 
rating DC-6 service. Zenith and other major air 
shippers participated in the inaugural flight of 
the DC-6, which is capable of carrying large loads 
at great speeds on a trans-continental basis. 





he said. “We do not need war risk by 
air, although it is necessary for us to buy 
strike and riot insurance, which is 2% 
cents per $100.” 


Likes Air Cooperation 

Another major reason for shipping by 
air, Mr. Miguel said, was the “excellent 
cooperation” offered by the air lines. 
This cooperation ranged from making 
available unscheduled planes, when 
needed. to seeing that the merchandise 
was delivered quickly at destination. 

He reported that, whereas merchan- 
dise might wait on the docks of a port 
several days, pending stowage, or the 
complete loading of a ship, an overseas 
airline often would put on an extra plane 
to move a plane-load of goods on hand. 

He also reported that he had seen an 
air shipment of Zenith products arrive in 
Cuba one afternoon, and be delivered 
the following day. He pointed out that 
delivery of merchandise on arrival by 
ocean vessel often required several days, 
the time for unloading and clearing cus- 
toms. . 

He said that the air-lines forwarding 
facilities were excellent, and that the 
fact that consular invoices weren’t needed 
by air in some Central American coun- 
ties, while they were by water, was very 
important in reducing export problems 
and costs, and speeding delivery. 

Another advantage cited was reduced 
packaging costs. Whereas shipment by 
ocean vessel required Zenith to make up 
@ special export package, shipment by 
air required only the domestic carton 
which the receiver was contained when 
it came off the assembly line. 

Still another advantage, Mr. Miguel 
said. was the fact that quick delivery 
enabled dealers and distributors to carTy 
smaller inventories, thus permitting them 
to keep their cash free. Smaller inven- 
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tories enabled them to turn over their 
stocks many more times during the year, 
it was brought out. 

Another factor in favor of air shipment 
was avoidance of tie-ups in foreign 
ports because of labor disputes. Accord- 
ing to Mr. Mills, such tie-ups were fre- 
quent, with the worst part being that no 
one Knew when they were in progress, 
and that information about them was 
received, generally, when they were 
ended. Tie-ups at airports were infre- 
quent, he said. 


Air Shipments To Increase 


Zenith’s air shipments to Venezuela 
would probably increase significantly in 
the near future, and eventually air ship- 
ments to Colombia would increase, Mr. 
Miguel said. 

The need for moving products from 
the United States to Colombia by air 
was great, he said, as “it takes weeks” 
to move goods from the country’s coast 
port to Bogota, the capital. 

“The trend among our dealers and 
distributors, who have the choice of 
selecting the transportation, is towards 
increasing usage of the air-ways,” he 
added. 

Although Zenith is a great user of 
the air-ways for Central American ship- 
ments, it continues to use conventional 
methods of transportation for exports to 
such countries as Mexico and Brazil. 


Shipments destined for Mexico City 
g0 by rail to Laredo, Texas, where they 
are reloaded onto the Mexican railways, 
and transported*to Mexico City. 


Merchandise destined for Brazil, Ar- 
gentina, or Chile is shipped by rail to 
the ports of New York, New Orleans 
or San Francisco, and thence by ocean 
vessel to those points. Far eastern and 
middle eastern shipments go by rail- 
Water combination. 


Port of New York Preferred 

Zenith ships mostly via the port of 
New York. It prefers this port because 
of its forwarding, brokerage, consular 
and banking facilities. 

Mr. Miguel stated that although the 
Port of New Orleans had excellent physi- 
tal facilities, it lacked the traditional ex- 
Port services. 


“It is not only port facilities which 


Left: Zenith radios, just off the assembly line, 
ready for loading into fibreboard carton for 
overseas shipment. The fibreboard container, de- 
veloped since the end of the war, replaces ply- 
wood container, at a 60 to 75 per cent savings, 
company’s export traffic manager reports. Right: 
Zenith radios being packaged in waterproof- 
lined export cases at company’s export warehouse 
in Chicago. Although more and more Latin 
American distributors are requesting delivery in 
fibreboard cartons, distributors in the far-east and 
in the middle-east, continue to request use of 
the heavier wood export container. Damage with 
both containers is negligible, the company reports. 





count, but credit and other export serv- 
ices, too,” he said. “Only two ports, 
in my estimation, New York and San 
Francisco, presently provide the export 
services which Zenith needs.” 

He added, however, that the port of 
New Orleans had improved its services 
in the last two years. 


Brokerage services were especially im- 
portant to the company’s export opera- 
tion, particularly where shipments went 
via ocean freight, said Mr. Miguel. 

Likewise the company had consider- 
able need for private carloaders as many 
of its shipments are less than carload, 
he said. 

Mr. Miguel predicted an increase in 
radio and television exports to Latin 
America. He said television transmitting 
service was being expanded in Latin 
America, which would tend to expand 
the market there for television receivers. 


The growth of the radio and television 
industry in the future would depend 
primarily on local assembly, however, he 
pointed out. This was because several 
Latin American countries, wishing to 
expand their own industry, had closed 
the market to importation of complete 
sets. He added that only those com- 
panies which established local assembly 
operations in Latin America could expect 
to stay in that market in the future, and 
it looked as if this would hold true for 
manufacturers of products other than 
radio and television sets. 

He reported that Mexico had closed 
the market to imports of complete sets 
in 1947, and Brazil in 1948. The market 
in Cuba and Venezuela remained open, 


































































with no controls or quotas on imports or 
dollar exchange, he stated. 

Because of the new development, most 
radio and television firms have had to 
establish, or are presently establishing 
assembly plants, in the countries where 
the market was closed and even in coun- 
tries where the market was not closed. 

In 1950, Zenith licensed its distributor 
in Mexico City to assemble Zenith sets. 
Under the arrangement, Zenith ships 
electronic parts to the distributor, who 
assembles them and places them in cabi- 
nets made in Mexico. 

According to Mr. Miguel, Mexican 
cabinets are of good quality, superior 
in finish to similar American cabinets. 

“This is because labor is cheap, which 
enables the Mexican firm to expend more 
time on finishing,” he pointed out. 

It was reported that some American 
firms were importing cabinets from 
Mexico. 

Local assembly operations in Brazil and 
Chile were expected to get under way 
in July of this year, Mr. Miguel reported. 
A local assembly operation has been set 
up for Argentina, but has not yet been 
able to beg:n production because of re- 
strictions on parts imports and dollar 
exchange imposed by the Argentine 
government. 

Mr. Miguel said that by the end of 
1951, Zenith’s sales to Latin America 
would surpass those of the year prior 
to the closing of markets in Mexico and 
Brazil, two of its biggest consumers. 


Lighter Export Packages 


Mr. Miguel reported that a trend to- 
ward lighter and smaller packages which 
he said, had evidenced itself in domestic 
shipping, had shown itself in export 
shipping. He said that Zenith’s export 
packaging comprises two categories—a 
kind of fibreboard container, and a 
heavier, wood export case. 

The trend among Zenith distributors 
has been increased usage of the special 
fibreboard container, which fits over 
the container used for domestic ship- 
ments, and which is cheaper in that it 
does not cost or weigh as much as its 
plywood predecessor. The special fibre- 
board container according to Mr. Miguel 
costs 60 to 75 per cent less than the 
container formerly used. 

Latin America would continue to offer 







WHY KID 
EACH OTHER? 


You all know there’s darn little 
physical difference between major 
ports of the Pacific Coast. 


But... the Port of Seattle is better 
because we give you better service— 
personal service that is fast, pro- 
ductive and economical. We know 


that’s the way to get your business 
.. and hold it. 


Also—important rate changes 
have taken place which mean lower 
shipping costs to you. 


The Expanding Port of Seattle 
solicits your business on the added 
bonus of real and personal service 
that no other port can match. 


Plus these positive advantages: 


eA new Foreign Trade Zone which offers 
new ways and new profits in your business 
with the rest of the world. 


@ New $11 million Seattle-Tacoma Interna- 
tional Airport, world’s finest air terminus. 
Just a few hours to Alaska, Hawaii, The 
Orient or any point on the globe. 


® Served by nearly 100 world-route steam- 
ship lines and 4 transcontinental railroads. 


@ Four transcontinental and world airlines, 30 
domestic airlines, and coast-to-coast truckers. 


® Five million gallon tank farm, modern water- 
side cold storage and grain terminal. 


@ Immediate gateway to all of Alaska. 


® Deep-water piers and complete berthing, 
cargo-handling, and bunkering facilities. 


® Days and miles shorter to the Orient, Middle 
East and “Down Under” via Seattle’s Great 
Circle Routes. 


@ Located in center of expanding industrial, 
agricultural and hydro-electric power empire. 


® Sailing schedules maintained. 


@ Year-round working weather and mild 
climate conditions. 


Me pened 
PORT OF 


SEATTLE 


BOX 1878 « SEATTLE 11, WASH. « DEPT. F-5 
Without obligation, please send me: 

0 A Look at the Expanding Port of Seattle 

0 Seattle Zone—Traders’ Haven! 

O Tariffs [) Sailing Schedules 





excellent trade possibilties, Mr. Miguel 


.said. He pointed out, however, that the 


quality of freight transportation would 
figure in the degree of trade. 
The future of air freight between the 


ECONOMICAL 
Export Packing 


By FRANK W. GREEN 


Packaging Consultant 


HE accompanying photo illustrates a 
common waste of large quantities of 
strap on commercial export shipments. 
Every strap in the picture crosses void 
areas between cleats and is exposed to 
easy damage and removal by other cargo 
and by handling gear. Such exposed 
straps frequently encourage the use of 
the longshoreman’s hook. ‘Too fre- 
quently the hook catches the container 
and punctures a hole with possible dam- 
age to the contents. It will also be noted 
that at least one strap was broken (at 
the time the picture was taken) although 
the packages had only been handled once 
by the shipper’s employes. It is rea- 
sonable to expect that 20 to 30 per cent 
of the straps on these packages would 
be broken.before stowage and at least the 
same number would be broken during 
unloading operations. 

Obviously it isn’t common-sense eco- 
nomical export packaging to use straps 
over exposed areas as in the picture. 
Nevertheless this is very common among 
all shippers. In fact, the shipment illus- 
trated was from one of the largest, best 
known American manufacturing and ex- 
porting concerns. A great deal of time 
had been spent engineering the con- 
tainer to meet special conditions. The 
strapping however was practically wasted 
by applying it over the void areas of 
all panels. 

Actually straps on cleated containers 
of all types should be located on the 
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> United States and Latin America ap- 


peared to be very good, he stated, add- 


. ing that, as long as the airlines gave 


the good service they were now giving, 
they had a market at Zenith. 


This is another of an ex- 
tended series of short but 
factual features showing 
how export packaging may 
be properly done with 
economy. Mr. Green, con- 
ductor of this column, is 
one of the leading inde- 
pendent authorities on ex- 
port packaging in the 
United States. His helpful 
case studies will appear 
monthly in connection with 
the Export Shipping Sec- 
tion of TRAFFIC WORLD. 


cleats. This would require slight changes 
in the cleating arrangement on the con- 
tainers pictured. This rearrangement 
would actually reduce the number of 
cleats and would represent an additional 
saving on the cost of the shipper’s export 
packaging. 

The condition illustrated and dis- 
cussed above applies especially to cleated 
plywood and to cleated fibre containers. 

The same condition is frequently ob- 
served on shipments of wooden boxes 
where the straps are exposed between 
the end cleats of stvle two and style four 
boxes. The area of possible exposure is 
less on wood boxes than on cleated con- 
tainers but it can be serious. The ex- 
posed straps on the ends of wooden boxes 
are invitations for the use of hooks to 
drag the containers. 

The misuse of straps on wirebound 
boxes is likewise common on export ship- 
ments. This condition is usually on the 
end panels as in the case of wooden 
boxes. This frequently develops because 
too many shippers use domestic wire- 
bound boxes for export by attempting to 
reinforce them with lengthwise strap- 
ping. 

The point of this month’s column is 
that straps can do an excellent job of 
assisting in the development of eco- 
nomical export packaging, but they must 
be used properly and not wasted by un- 
necessary exposure over void areas be- 
tween cleats. 
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ited. | 
PACIFIC 
RAILROAD 


Jo and From 
Pacitic Coast Ports 


DEPENDABLE AND EFFICIENT 
TRANSPORTATION FOR 
EXPORTERS AND IMPORTERS 


Foreign markets await your exports—domestic mar- 
kets await your imports. Speed your shipments via 


Union Pacific. 


Your particular needs can best be solved by consulft- 
ing Union Pacific Freight Representatives in metro- 
politan cities—or the Foreign Freight Department, 
Chicago, Illinois. Cable Address: UPARAILCO. 


Ship to Shore —Shore 6 Ship 


Be Specific... “SHIP UNION PACIFIC” 

















coolf you’re looking 
for a plant location 


Investigate the rapidly developing 
GM&4O territory. You'll find central 
location .. . easy access to materials 
and markets. . . fine transportation. 
Ask your GM&O traffic agent or 
write— 

T. T. MARTIN, vice-president 

Gulf, Mobile & Ohio Railroad 

Mobile, Alabama 


ed 


Gut, % Ohio 
uAttenQoule 






_—* 








MATHEWS 
TRUCKING CORP. 


Nineteen Years Experience 


Specializing in the Trans- 
portation of Foods Requir- 
ing Refrigeration 


'CT-Jal-1a°] Mm Ohail(a-s 
Ontario, New York 


Phone 4751 


Also Offices in: 


-Le}-} fe). | DETROIT 
CHICAGO JERSEY CITY 
CINCINNATI MEMPHIS 
CLEVELAND SALISBURY 





Cc. T. Ss. 


Centralized Traffic Control 


On heavy traffic areas along the 
Santa Fe, C. T. C. keeps freight 
trains rolling without delay. 
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Ship-Travel Santa Fe all the way 
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New Merchandise Train 
Operated by C.&O. 


The Chesapeake and Ohio Railway 
started May 16 a new fast freight train 
that cuts a full day’s time off service 
from the Virginias, Carolinas and other 
eastern points to midwestern and western 
destinations, it was announced by Ar- 
thur S. Genet, C.&O. vice-president— 
traffic. 

Known as “The Speedwest,” the new 
all-merchandise train operates from Nor- 
folk to Chcago, where it connects with 
western railroads, and to Toledo, for 
connection with C.&O.’s Pere Marquette 
District and other carriers. 

The new fast freight service westbound 
is comparable to that of C.&O.’s east- 
bound “Expediter,” inaugurated in April, 
1947. The 24-hour speed-up in the 
schedule for the 950-mile run from Nor- 
folk to Chicago is made possible by ex- 
pediting the train enroute and by keep- 
ing it out of intermediate terminals, ac- 
cording to the company. 

Mr. Genet said the new service was a 
further step in a carefully planned pro- 
gram of traffic diversification. Merchan- 
dise revenues on the C.&O. in 1950 were 
nearly two-and-one-half times the 1936 
combined merchandise revenues of C.&O. 
and Pere Marquette, he said, and today 
accounted for almost one-half of the 
road’s total freight revenues. 





Merchandise Car Schedule 
Issued by Cotton Belt 


A 20-page less-carload service circular 
No. 1 has been issued by the St. Louis 
Southwestern Railway Lines, for use by 
less-carload shippers. The circular has 
an alphabetical list of stations, by states, 
served by the Cotton Belt, Southern Pa- 
cific Lines, Louisiana & North West 
Railroad, and Texas Mexican Railway, a 
listing of less-carload schedules from 
and to stations, a map of the Cotton 
Belt, and a list of the road’s traffic 
representatives. 





C. & E. I. Purchases 


Dolton Industrial Tract 


Purchase of 74 acres of industrial prop- 
erty on the Calumet River near Dolton, 
Tll., immediately adjacent to the C. & 
E. I. tracks, is announced by President 
Clair M. Roddewig, of the Chicago & 
Eastern Illinois Railroad. He said a 
comprehensive improvement program 
was’under way, to deepen the river chan- 
nel. and otherwise prepare the waterway 
for increased industrial traffic. 


N. & W. Veterans Honored 


Forty-four Norfolk and Western 
Railway employes received diamond in- 
signia denoting more than 50 years of 
service with the railway, at the annual 


NEW SERVICES AND PRODUCTS 
IN TRANSPORTATION 
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meeting of the N. & W. Veterans Asso- 
ciation in Roanoke, Va., May 19. More 
than 2,300 veterans from all over the 
railroad with 20 years or more service 
attended the meeting. 


Guest speaker was the Rev. P. Row- 
land Wagner, pastor of the Central Bap- 
tist Church, Norfolk, who was introduced 
by J. W. Kirk, the road’s general agent 
and superintendent at Norfolk. C. H. 
Tabor, vice-president and general man- 
ager, presented the diamond insignia, 
A professional vaudeville show was nre- 
sented in the afternoon, followed by re- 
freshments. 















Lehigh to Dieselize 
100 Per Cent in 1951 


The Lehigh Valley Railroad plans for 
complete dieselization by October of this 
year were publicly discussed by two of 
the company’s executives in the week 
ended May 11. 

In an address at the railroad forum 
of the New York Society of Security 
Analysts on May 9, C. A. Major, presi- 
dent, said that both main line and 
branches would be dieselized, and re- 
ported that the road’s equipment obli- 
gations had increased from $3,000,000 in 
1947 to $26,000,000 in May, 1951. 


Charles L. Patterson, vice-president 
and general manager of the railroad, 
speaking before the Financial Analysts 
of Philadelphia May 10, said 100 per cent 
dieselization by October would place the 
Lehigh Valley first among major eastern 
railroads which had fully dieselized their 
freight and passenger services. He said 
the dieselization plan included both 
switching and yard operations, and the 
placing of a fifth diesel-powered tugboat 
in the New York harbor fleet. 


Mr. Patterson said the railroad would 
soon be “in a position to fully meet the 
needs of its patrons with the acquisition 
of several thousands new freight cars, 
including gondola, hopper and flat, as 
well as with a heavy car rebuilding pro- 
gram being accomplished at its Sayre and 
Packerton, Pa. shops.” 

He reported that busses and trucks had 
been substituted for the handling of pas- 
senger and freight traffic on several 
branch lines in lieu of rail service. 










































N.Y.C. Rolling Stock Orders 


The New York Central System has 
announced that it has placed orders for 
7,050 freight cars and 200 cabooses at 
an estimated cost of $41,000,000. Orders 
for the freight cars, which will be built 
next year, were placed at this time to 
insure continued regular deliveries of 
new cars in 1952, says the company. 
The new order will increase post-war 
freight train car acquisitions by the 
Central and affiliated companies to 57,- 
992 cars, at a construction cost of aP- 
proximately $273,200,000. Of the new 
order, the New York Central will receive 
2,500 hopper cars, 1,000 box cars, 1,000 
gondolas, 500 flat cars, 50 tank cars and 
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200 cabooses; and the Pittsburgh & Lake 
Erie 1,000 gondolas and hopper cars. The 
cabooses will be received late this year. 
The builders are: Bethlehem Steel Co., 
Inc., 1,000 70-ton gondolas; Pullman- 
Standard Car Manufacturing Co., 1,000 
55-ton hopper cars; Greenville Steel Car 
Co., 1,000 70-ton gondolas; Despatch 
Shops, Inc., 2,500 55-ton hopper cars and 
1,000 55-ton box cars; General American 
Transportation Corp., 500 flat cars and 50 
12,500-gal. tank cars; and St. Louis Car 
Co., 200 steel cabooses. 


Wabash Domed Streamliner 
Draws Added Patronage 


When the Wabash Railroad inaugu- 
rated its domed streamliner, “Blue Bird,’ 
between St. Louis and Chicago in Febru- 
ary, 1950, there were those who ques- 
tioned the wisdom of domes on trains in 
flat prairie country. The experiment, 
however, has left no doubt as to the ap- 
peal of dome cars, according to Wabash 
officials. 

More than 45,000 additional passengers 
were attracted to the train during its 
first year, an increase of more than 60 
per cent, as compared with patronage on 
the former conventional trains. And pas- 
sengers are traveling longer distances 
too and round trip as well, as shown by 
the 4 per cent increase in average reve- 
nue a passenger. 

Passenger revenue a train mile in- 
creased more than 65 per cent, at which 
rate the new train would pay for itself in 
about five years, Wabash officials said. 

In establishing the deluxe service, one 
principal Wabash aim was to attract 
passengers from Texas, Oklahoma and 
other southwestern points enroute to or 
from Chicago. Another aim was to pro- 
vide modern transportation for local 
travel between Chicago and St. Louis. 
The service has proven so attractive that 
the Wabash has ordered an additional 
dome parlor car, scheduled for delivery 
toward the end of 1951. 


Union Pacific Diesel Orders 


Including 15 units now delivered, the 
Union Pacific Railroad is purchasing 59 
diesel electric freight locomotive units 
and switchers at a total cost of $10,260,000, 
A. E. Stoddard, president, has announced. 
He said further that the freight loco- 
motives will be placed in service west of 
Green River, Wyo., as part of the rail- 
toad’s plan for complete dieselization 
from there to Los Angeles and also into 
the Pacific northwest. 


Cars for Canadian National 


Special Correspondence from Ottawa, Canada 
E. A. Bromely, vice-president, pur- 
chases and stores, has announced that 
the Canadian National Railways has 
ordered 58 baggage cars to be built by the 
National Steel Car Corporation. The 
Cars are valued at $4,360,000 and the 
order raises to $90,000,000 the value of 
rolling stock now on order for the com- 
pany. The new cars are to be 73 feet 
long and of all steel construction. 

Canadian National Railways has 
Dlaced an order for 75 seventy-ton longi- 
tudinal hopper cars with National Steel 
Car Corporation Ltd. The cost will be 
More than $600,000 and will bring the 
value of rolling stock now on order to 
More than $86,000,000. 
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Cost-conscious traffic men are turning to the Port of Charles- 
ton for the maximum in port services at maximum savings. 
Operated by a non-profit state agency pledged to serve your 
shipping needs with efficiency and economy, Charleston has 
frequent regular world-wide sailings, favorable inland rates, 
modern shipping terminals, extensive shipside storage, and 
fast, direct cargo movement without lighterage. It will pay 
you to try Charleston. 


Write for new Tariff of Port Charges OFFICES 
CHARLESTON 
1 Vendue Range—3-7261 
NEW YORK 
52 Broodway—WH 4-2575 
CHICAGO 
327 S. LaSalle St.—WE 9-5815 
WASHINGTON, D. C. 
926 DuPont Circle—HU 8105 
ROCK HILL, S. C. 
216 E. Black St —4369 
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TRAFFIC WORLD'S 
QUESTIONS AND 
ANSWERS BOOK 


Congratulations on your de- 
cision to publish TRAFFIC 
Wor.p’s “Questions and An- 
swers” column in handy book 
form. 

We have for years been cut- 
ting out these pages and binding 
them, along with your semi- 
annual index, in our own crude 
manner. Its use for reference 
purposes has been invaluable 
and has enabled us to solve 
many vexing problems. 

Your publication of these 
“Questions and Answers” in a 
handy usable form is definitely 
another worthwhile contribution 
to the field you already serve so 
well.—G. J. WerneER, JT. M., 
Motorola Inc., Chicago, Ill. 


$2.25 Cloth Bound. $1.50 Paper Bound. 
Book Department . 
The Traffic Service Corp. 
815 Washington Bldg. 
Washington 5, D. C. 


serves 


5 9 ports of the 
CARIBBEAN 


FROM NORTH ATLANTIC, 
GULF PORTS AND CANADA 


... and calls at 17 
EN Caribbean ports on 
northbound sailings 


ALCOA STEAMSHIP COMPANY, INC. 


17 Battery Place, New York 4, N. Y. 
One Canal Street, New Orleans 12, La. 

Mathieson Building, Baltimore 2, Md. 
111 W. Washington Street, Chicago 2, Ill. 





Offices in 21 principal cities 
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The cars will be designated for coal and 
other bulk commodities as well as for 
ballast service. They will be 41 feet, 
eight inches long and 10 feet, five inches 
wide with a nominal capacity of 70 
tons, or 2,775 cubic feet. 


Pocatello Motor Terminal 


Garrett Freightlines, Inc., has an- 
nounced opening of a new $800,000 head- 
quarters terminal in Pocatello, Ida. The 
terminal occupies more than 22 acres just 
north of Pocatello and consists of a gen- 
eral office building, freight terminal, 
shop, warehouse and gatehouse. 

“This climaxes 39 years of progress for 
the pioneer freight firm and Clarence A. 
Garrett, president and general manager,” 
said the announcement. 





Motor Scholarship Winner 


Willett D. Kirkpatrick, of Laurel, 
Miss., has been chosen winner of the 
Tennessee Motor Transport Association’s 
$1,000 graduate scholarship to the Uni- 
versity of Tennessee, Forrest Durrett, 
association president, announces. Said 
to be the first scholarship of its kind in 
the nation, it was granted without re- 
gard to state lines, to encourage young 
men throughout the motor carrier indus- 
try. Mr. Kirkpatrick was selected be- 
cause of his outstanding record in school 
and his work as freight rate clerk for a 
motor carrier, said Mr. Durrett. 


Air Freight Traffic Increase 


The air freight movement had in- 
creased 50 times since 1945, while airline 
passenger traffic had little more than 
doubled, Thomas L. Grace, president of 
Slick Airways, Inc., said May 17 in an 
address before the Aeronautic Associa- 
tion of Boston, Mass., in the Copley 
Plaza hotel. 

Mr. Grace said that air freight volume 
in 1951 would “undoubtedly exceed 300,- 
000,000 ton-miles.” He also said that 
because “it had been the pattern, in 
other forms of transportation that carry 
both freight and passengers, for the 
freight side of the business to produce 
the principal share of the revenue, I pre- 
dict that in the relatively near future 
this relationship will apply to the airline 
business.” 


Seaboard Freight Schedules 


A. P. Durham, Jr., freight traffic man- 
ager, Seaboard Air Line Railroad Co., 
Norfolk, Va. has announced issuance by 
the Seaboard of schedules of through 
freight trains between principal points 
on its lines. These schedules are pub- 
lished in a form similar to that of a pas- 
senger timetable folder. Schedules for 
the main line and more important 
branches are shown, including lines in 
Florida and that portion of the main line 
running to Atlanta and Birmingham. 


Locomotives for Lehigh 


Two new 1,000-horsepower diesel-elec- 
tric switching locomotives were delivered 
early in May to the Lehigh Valley Rail- 
road and had been put into yard 
switching service at Sayre and Easton, 
Pa., Vice-President and General Man- 
ager Charles L. Patterson announced. 
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The election of A. L. Browne, as vice- 
president—traffic, and Raymond C. Har- 
rison, as vice-president—operation and 
secretary, of the Manufacturers Railway 
Co., Saint Louis and O’Fallon Railway 
Co., and Saint Louis Refrigerator Car 





R. C. Harrison 


A. L. Browne 


Co., St. Louis, Mo., has been announced 
by Arthur E. Wright, president of the 
companies. Mr. Browne entered service 
of the railway companies as purchasing 
agent in 1918 following 16 years of service 
with the N. K. Fairbank Co., St. Louis, 
13 of which he was traffic manager. He 
was appointed general agent in 1919 and 
promoted to assistant to president and 
traffic manager in 1936, the position he 
held prior to his election as vice-presi- 
dent—traffic. Mr. Harrison entered serv- 
ice of the companies in 1919 as a clerk 
in the office of assistant to the president, 
after having previously served for a num- 
ber of years in various capacities with 
the American Car and Foundry Co., St. 
Louis, St. Louis-San Francisco Railway 
Co., Missouri-Kansas-Texas Railroad, 
and the American Refrigerator Transit 
Co., St. Louis. He was promoted to pur- 
chasing agent in 1921 and in 1928 was 
appointed assistant general manager and 
elected secretary of Manufacturers Rail- 
way Co., and St. Louis and O’Fallon 
Railway Co. He continued in those posi- 
tions until his election as vice-president— 
operation and secretary. 
* * * 


Appointment of Earl L. Coleman as 
assistant traffic manager of the Minne- 
sota Mining & Manufacturing Co., St. 
Paul, Minn., has been announced by 
F. L. O’Neill, general traffic manager. 
Mr. Coleman was formerly rate clerk for 
the company. 

* * * 


W. W. Whisman, of Johnson City, 
Tenn., has been elected vice-president 
and general manager of the ET&WNC 
Transportation Co. and its two subsid- 
iary companies, East Tennessee & West- 
ern North Carolina Railroad Co. and 
the Tennolina Corporation, succeeding 
W. H. Blackwell, who died March 25. 


~ * * 


Gustav E. Lowe has been appointed 
manager of the rate department in the 
general traffic office of Kaiser Aluminum 
& Chemical Corporation, Oakland, Calif. 
Mr. Lowe has been associated with 
varidus Kaiser enterprises since 1942, 
when he joined the staff of Kaiser Steel 
Corporation. He transferred to Kaiser 
Aluminum in 1949 and since that time 
has devoted his efforts to rate, tariff 
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and plant location traffic studies. For 
several years he has been a member of 
the faculty of the traffic school of 
Golden Gate College in San Francisco 
where he conducts courses in industria] 
traffic management and rates. 

oe of * 









Lewis C. Carter has been appointed 
commercial agent for the Virginian 
Railway Co., Norfolk, Va., succeeding 
W. J. Deans, Jr., promoted. 

* * * 









Richard T. Brodhead has been ap- 
pointed district traffic manager of the 
Detroit office of Chicago & Southern Air 
Lines, succeeding John F. Murphy, re- 
signed. Mr. Brodhead was_ formerly 
traffic representative for the _ airline. 
In his new position he will have charge 
of sales promotion and traffic activities 
in the Detroit and Toledo areas. 

a * a 

Henry W. Sweet, general manager, 
Georgia Ports Authority, Atlanta, Ga. 
has announced the election of John C. 
Vandegriff as eastern traffc manager 
of the Authority, with offices in New 
York City. Mr. Vandegriff will repre- 
sent the Authority in all traffic matters 
and in securing storage space. 

* * ok 





















A. C. Hunt has been appointed general 
sales manager for Slick Airways, Bur- 
bank, Calif. He was formerly assistant 


general sales manager. 
ok * x 


Appointment of William E. Erb as gen- 
eral traffic manager of the Fisher Body 
Division, General Motors Corporation, 
Detroit, has been announced by J. J. 
Cronin, vice-president of the corporation 
and general manager of its automobile 































William E. Erb F. 


S. Norton 







body-building division. Mr. Erb suc- 
ceeded Francis S. Norton, who recently 
was promoted to the position of director 
of the material handling and control 
section. Mr. Erb first began working 
for Fisher Body in the Detroit general 
offices in 1937 as a rate clerk. He was 
promoted to chief rate clerk the follow- 
ing year, and in 1943 was named general 
Supervisor of the rate section. He be- 
came assistant general traffic manager 
in 1944. Prior to joining Fisher Body, 
Mr. Erb served for 17 years with the 
Pere Marquette division of the Chesa- 
peake & Ohio Railroad. 
* * 




















J. E. Thames has been appointed to 
head the industrial development depart- 
ment of the Northern Pacific Railway, 4 
St. Paul, Minn., with the title of indus- 
trial commissioner. J. H. Poore, vice- 












> Worn 


BS. For 
mber of 
hool of 
rancisco 
dustrial 


pointed 
irginian 
eceeding 


pen ap- 
of the 
1ern Air 
phy, re- 
formerly 
airline. 
» charge 
\ctivities 
ye 


nanager, 
ta, Ga., 
John C. 
nanager 
in New 
1 repre- 
matters 


general 
is, Bur- 
issistant 


as gen- 
er Body 
oration, 
y JI. 
poration 
tomobile 





orton 


rb suc- 
recently 
director 
control 
working 
general 
He was 
. follow- 
general 
He be- 
nanager 
r Body, 
rith the 
Chesa- 


inted to 
depart- 
lway, at 
f indus- 
e, vice- 


May 26, 1951 


ct 
L is for us to be dedicated to 


the great task remaining before us...that 
from these honored dead we take increased devotion 
to that cause for which they gave the last full 


measure of devotion... that we here 


highly resolve that these dead shall 


? 
not have died in vain... 
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Typical 
Commodity 
Per 100 Ibs. between Rate 


Chicago-Atlanta .....$5.75 
Cincinnati-New Orleans 6.13 
Dallas-Jacksonville... 7.51 


For complete com- 
modity rates and & 
schedules, write 
airFREIGHT Depart- 
ment, Delta Air Lines, 
Atlanta, Ga. 





president, executive department of the 


railway, has been acting as industrial 
commissioner in addition to his other 
duties. A. L. Anderson has been ap- 
pointed to succeed Mr. Thames in his 
former position as industrial agent in 
St. Paul. 

Ea ea * es 

Malcolm J. Woods has been appointed 

general agent, passenger department, 
Canadian National Railways, at Minne- 
apolis, Minn. He was formerly general 
azent for the railway at Seattle, Wash. 

a * * 


John S. Crawford, former public rela- 
tions director of the University of San 
Francisco, has been made publicity man- 
ager for United Air Lines in northern 
California, replacing James A. Gowdy, 
who resigned to enter private business. 

* ok oa 

Jack F. McJunkin has been appointed 
terminal manager for Johnson Motor 
Lines, Inc., at Medford, Mass., succeeding 
Paul H. Kahley, who has been placed in 
charge of the company’s operations at 
Bridgeport, Conn. 

% * * 

Joseph S. Christman has been ap- 
pointed assistant to president, Mike 
Krasilousky Trucking & Millwright Co, 
Inc., New York, N.Y. Mr. Christman, who 
has served for more than 20 years in 
various posts, including traffic manager, 
sales director and terminal manager of 
rail forwarding companies, air lines and 
long-haul interstate carriers, will super- 
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vise traffic, sales and organizational pro- 
cedures now being initiated by Mike 
Krasilousky, president of the company, 
He is a former president of the Traffic 
Club of Brooklyn and the Traffic Man- 
agers Institute of New York Alumni As. 


sociation. 
ok * ak 


Spector Motor Service, Inc., has an- 
nounced appointment of Tom Leach as 
manager of its newly completed termina] 
in Boston, Mass. Mr. Leach joined the 
company in 1945 after previously servy- 
ing with Interstate Motor Freight Sys- 
tem. 


* ok ca 


Vernon T. Ross has been promoted 
from division freight agent to assistant 
general freight agent of the Southern 
Railway System, with headquarters re- 
maining at Macon, Ga., succeeding A, 
H. Cooke, resigned. Jerry L. Townshend, 
formerly district freight agent at Atlanta, 
Ga., has succeeded Mr. Ross as. division 
freight agent at Macon. Other personnel 
changes announced by the railway in its 
freight traffic department at Atlanta in- 
clude promotion of James H. Kelley from 
commercial agent to district freight 
agent, succeeding Mr. Townshend; ap- 
pointment of George P. Hynds, Jr., as 
commercial agent to succeed Mr. Kelley, 
and promotion of James W. Garner from 
chief clerk to the assistant general 
freight agent to commercial agent, suc- 
ceeding Mr. Hynds. 
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Mrs. Edna L. Ebright, assistant secre- 
tary of the California Public Utilities 
Commission, was installed as president 

of the 


nual 


held this 
having 


Edna L. Ebright 
employed by 

commission (formerly known as_ the 
California Railroad Commission) in 1923. 
She was appointed to her present posi- 
tion in 1929. Other officers installed for 
the ensuing year were: First vice-presi- 
dent, Mrs. Georgia Konrad, Pacific Coast 
Terminal Warehouse Co.; second vice- 
president, Mrs. Sara E. McCall, R. A. 
Mayer Co.; recording secretary, Mrs. 


Women’s 
Traffic Club of Los 
Angeles for the 
1951-52 term at its 
twenty-seventh an- 
installation 
banquet held May 
23 in Los Angeles, 
Calif. It is the sec- 
ond time she had 
office, 
served as 
president for the 
1939-40 term. Mrs. 
Ebright was first 
the 


stalled by Miss Georgia Turpin, of St. 
Louis, secretary of the National Railway 
Business Women’s Association, at a din- 
ner meeting of the St. Louis chapter 
May 24 at the Edgewater Club: Presi- 
dent, Miss Catherine Ryan; first vice- 
president, Miss Hazelle Pellett, and 
treasurer, Mrs. Florence Johnson. A 
program of entertainment, featuring a 
“Barbershop Quartet,” was presented 
following the installation ceremonies. 
* * * 


Charles H. Edwards, of Aurora, Ill, 
assistant attorney general for the state 
of Illinois, spoke on the subject, “Man's 
Inhumanity to Man,” at a meeting of 
the Trafficmen’s Association of Chicago 
May 22 in the Midland Hotel. 

ok OK * 

T. Vernon Hansen, traffic manager of 
the Farm Bureau Cooperative Associa- 
tion, was elected president of the Har- 
risburg (Pa.) Traffic Club at its first 
annual dinner held May 9 at the Penn- 
Harris Hotel, attended by more than 
275 members and guests. The club was 
formed in May, 1950, as an outgrowth 
of a course in motor freight rates given 


“Differe 


Civilian 
subject o 
G. F. Ble 
the Navy 
transship! 
Calif., bef 
of San F 
held June 
rant. 


The Tr. 


hold its 
ng and i 
ung of Ju 
Hotel Jet 
§ chairm: 
mittee. 


John P. 


the mecha 
Fe Railro: 
of the We: 
Mr. Morri: 
the annua: 
May 21, ir 
Feucht, e3 
Chicago & 


Blanche Hansen, Motor Rim & Wheel at the Pennsylvania State College be deeted vic 
Service of California; corresponding tension in Harrisburg, by a ga members, ; 
secretary, Mrs. Agnes Rosborough, Cali- ‘traffic and transportation men. I ads, wer 


fornia Public Utilities Commission; 
treasurer, Miss Clara Poepping, Cali- 
fornia Electrotype & Stereotype Co.; and 
sergeant-at-arms, Miss Jeanne Hartnack, 
National Carloading Corporation. 
. * = 

The following newly-elected officers of 

the Railway Business Women’s Associa- 


tion of Metropolitan St. Louis were in- 


has 271 active members. Other officers 
elected for the new year were: Martil 


Pennsylvania Motor Truck Association, 

vice-president; Joseph Piersdl, 
Pennsylvania Railroad, second Vice 
president; A. Joseph Garner, traffic 
manager, Central Storage and Trans 
fer, secretary, and Thomas Carroll 
Motor Freight Express, treasurer. Elected 
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L. Crawford, traffic department directorfi,, 7 Of | 
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t . 
— to the board of governors, in addition apolis (Beta Upsilon) Chapter, Delta Nu 
mpany, 9 the officers, were Earl Merritt, gen- Alpha Transportation Fraternity, in the 
Traffic eral manager, General Foods, Camp new terminal of Renner’s Express Co., 
c Man. gHill, Pa., depot; Charles C. Kessler, Indianapolis. L. B. Renner, president 
nni As- york Transportation Co.; Joseph Thom- of the company, discussed improvement ® 
4s; Pennsylvania Railroad; and Wil- of customer relations through the giv- 


liam Medcalfe, Trans-World Airlines. ing of prompt information on “tracers,” 
* * * courteous telephone service, special serv- STOC KTON 


1as an- . , ice on rush shipments, and prompt 

each as) Cliff N. Bailey, general manager of the jongling and settlement of claims. He THE BEST FREIGHT 
ermina] | alifornia Cartage Co. Los Angeles, 4).4 described establishment of “non- 

ned the — _— rey — of the Junior Gelay” two-line truck service by means SERVICE 

ly sery- § Traffic Club of Los Angeles. He isshown of trailer interchange and night trans- so end tom 

ht Sys- fer of perishable and “urgent” mer- 


chandise. PACIFIC COAST and 
eS EASTERN and MIDDLE- 


romoted : : ; ‘ Former presidents of the Lancaster 

ssistant (Pa.) Traffic Club will have charge of pn gg 
outhern 8 — the program at its “Past Presidents’ IS ASSURE N 

ters re- . * Night” program, May 28. George Siedle, ROUTE YOUR SHIPMENTS 


ding A. : q general traffic manager, Armstrong . 

mshend, 5 he . Cork Co., is program chairman for the Via 

Atlanta, occasion. 

division | + +s INTERNATIONAL 


ersonnel 
way The Traffic Club of Springfield, Mass., 

Brags will hold its annual outing and elec- FORWARDING CO. 
ley from tion of officers June 12 at Turner Park. 
freight The day’s activities will include golf at 
nd; ap- the Franconia Golf Club adjacent to 
Jr. as Turner Park, a number of other sports 
” sot events, a noon luncheon, and a clam 


Bong = ; , bake at 6 p.m. 
in the photo, left, being congratulated is a 


general fiy Lenn W. Sparks, southern California 
ent, SUC- Fiaffic manager for Willys Overland, the Henri H. Riddle, general agent, Kansas 
retiring president, at the club’s annual City Southern-Louisiana & Arkansas 
installation dinner held May 17. Lines, Houston, Tex., was installed as 

* * * president of the 


The Traffic Club of Erie, Pa., has set ; Traffic Club of 
Juy 19 as the date for its summer sii ; “—™ Houston at its an- 
golf outing, at the Kahkwa Country - = ~ nual banquet-dance 
Club. Arrangements are under the di- 7. @ 7 held May 23 at the 
rection of K. L. Stillwell, vice-president - .% | Shamrock Hotel. 
in charge of the entertainment commit- | & ~ 8 | Mr. Riddle has been 
tee. . 2 with the Kansas 

+ * # be =, 2 City Southern or- 


1, of Sti “Difference Between Military and ganization for the 


i OF FINEST LONG-DISTANCE 
Railway {civilian Transportation” will be the last 26 years. He 


it a din-Eubject of an address by Lieutenant . & previously served as M re | YW ' md G 
; — G. F. Blankinship, officer in charge of i gyn, age ing 

: sis ithe Navy central control office, freight “ - 

rst a iiashigmnant branch, San Pumeaen H. H. Riddle and Lake Charles, OF HOUSEHOLD GOODS BY 
ett, andicalif, before the Women’s Traffic Club La. He has been 

ison. Afi San Francisco at a meeting to be active in the club since his transfer to G ios E VY | A N 
turing 4Bheld June 21 at the El Jardin Restau- Houston in 1944. Other officers installed Pape 

presented § rant, for the 1951-52 term were: First vice- 


remonies. > eke tae president, E. M. Burk, traffic manager, GREYVAN LINES, CHICAGO 10, ILLINOIS 


The Traffic Club of Saint —— Wyatt Metal & Boiler Works; second Affiliated with Greyhound Lines 
‘ora, Ilfhold its twenty-seventh annual meet- Vice-president, John R. Weiler, district 
the stalling and installation of officers the eve- ™anager, Luckenbach-Gulf Steamship 
;, “Man'Sfhing of June 5 in the Gold Room of the ©®0-:. Secretary, A. U. Zurborg, general 
eeting ffxotel Jefferson. C. W. Brandenburg traffic manager, River Brand Rice Mills; 
Chicag°ls chairman of the entertainment com. ‘treasurer, Whiteney G. Dawson, traffic 
mittee. manager, Alamo Iron Works; chaplain, 
* * * Dr. Harry G. Knowles. Directors in- 
clude R. Gale Wise, manager, Universal 
Carloading & Distributing Co.; Charles 


nager off 5 , 
pete ohn P. Morris, general manager of 


the i 
the Har-fp, anne ig department of the Santa ‘McDowell, vice-president, W. R. Zanes 
its first allroad, has been elected president qo; Francis R. White, traffic repre- 
1 Penn-| ‘he Western Railway Club, of Chicago. “ ‘ . 


Mr. Morris was install : sentative, Missouri Pacific Lines; and iN 
ore thallne annual euetiene pone phe say mente Thomas L. Keating, assistant freight STEAMSHIP 


club Waive 51 j traffic manager, Minneapolis & St. Louis 
wthf-Y 21, in the Hotel Sherman. Paul E. ; ‘ | 1 
= ‘piven Feucht, executive vice-president of the #llroad. ; SAILINGS via 
lege EX- ne & North Western Railway, was " ’ PORT OF 
yup of 52 ee vice-president. The club’s 6,000 At its luncheon on May 21 in the NSS 
Tt DOW ais all officers or employes of rail- Grand Ballroom of the Roosevelt hotel, ‘> 
r officers » Were polled by mail. The retiring the Traffic Club of New Orleans ob- x LOS ANGELES 


: Martin ss is L. J. Ahlering, purchasing served “Illinois Central Centennial Day.” 
director, — the Chicago & Eastern Illinois Roy E. Barr, of Chicago, vice-president 
sociation, oad. in charge of traffic of the Illinois Cen- PORT \OS ANGELES 
Piers0l, ‘= » tral, was the speaker, and O. C. Stein, FE RON OT eos torsninn 
1a vice-§_ E. W. Shreve, general manager of the freight traffic manager of the I.C. at p— 


-, traffic Indiana Motor Rate and Tariff Bu- New Orleans, was toastmaster. William Sj =| TRAFFIC DEPT. ROOM 1300 
4 Trans-§%@u, explained operations of that bu- L. Hamm, director of traffic research, ee, oo 

Carroll eau and of a motor carrier weighing Alcoa Steamship Co., Inc., and chair- i. 
- Electedg@ inspection bureau, also under his man of the educational committee of 


lurisdiction, at a meeting of the Indian- the New Orleans club, recently was in- 
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strumental in organizing within the club 
a “Toastmasters Club,” comprising 30 
members interested in development of 
their talent for public spéaking. 

~ oe * 

Talks on “The Romance of Wines,” by 
H. B. Bertillion, and “Life Behind the 
Iron Curtain,” by Marga Sveilis, were 
heard by the San Francisco Traffic Club 
in its “Bosses Night” observance at a 
dinner-meeting the night of May 16 in 
the El Jardin restaurant. 


a o* So 
Ten freight forwarding companies pre- 
sented a program, including a floor 
show, for the Rock River Valley Traffic 
Club, Rockford, Ill., at its dinner-meet-~ 
ing the night of May 16 in the Verdi 
Club, Rockford, in observance of its 
“Freight Forwarders’ Night.” 
* « oa 


Senator Kefauver, of Tennessee, dis- 
cussed the work of the Senate’s special 
committee on organized crime in inter- 
state commerce, of which he was chair- 
man, before the Railroad Freight Traffic 
Association at its luncheon meeting 
May 22 in the Schwartz Restaurant, 183 
Broadway, New York City. 

* a a 


The Bridgeport (Conn.) Traffic Asso- 
ciation has made plans for a picnic to be 
held June 23 at Eichner’s Grove. 

1 % ne 

New officers for the next fiscal year 
were installed by the Women’s Traffic 
Club of Los Angeles at a banquet the 
night of May 23 in Ciro’s Ciroette Room. 
The new officers are: Edna Ebright, 
president; Georgia Konrad, first vice- 
president; Sally McCall, second vice- 
president; Blanche Hansen, recording 
secretary; Agnes Rosborough, corre- 
sponding secretary; Clara Poepping, 
treasurer, and Jeanne Hartnack, ser- 
geant-at-arms. 


* * ok 
An entertainment committee headed 
by E. C. Corban is arranging for a dance 
for the Traffic Club of Kansas City, Mo., 
Inc., to be held the night of June 1 at 
the Hillcrest Country Club. 
ok co Ae 


A talk on “Public Relations” by 
Charles W. Wooldridge, vice-president, 
Red Ball Motor Freight Co., was on the 
program for the luncheon of the Traf- 
fic Club of Fort Worth, Tex., May 21 at 
the Texas hotel. 

oe cd * 

Booked for presentation at the May 22 
luncheon of the Traffic Club of Tulsa, 
Okla., in the Emerald Room of the Mayo 


NG ererea 'S MOST MODERN P 


"+¥EAL 


TRAFFIC Wort 


hotel, was a sound-and-color film, “The 
Hoosier Line,” produced by the Monon 
Railroad and presented by John Duffy, 
general agent of the Monon at Kansas 
City, Mo. 
1” a 3 
The Traffic Club of Lansing, Mich, 
will hold a golf outing June 5 at the 
Walnut Hills Country Club, where lunch 
and dinner will be served to the traffic 
club members and guests. 
a * . 


The spring golf outing of the Traffic 
Club of Washington, D.C., will be held 
June 19 at the Prince Georges Country 
Club. The program for the day will in- 
clude a steak dinner. 

% *K * 

Miss Mary E. Clarke, traffic manager, 
Western Hemisphere Division, Philco In- 
ternational Corporation, Long Island 
City, N.Y., has been elected president of 
the Women’s Traffic Club of New York, 
Inc., for the year 1951-52. She succeeds 
Miss Ellen A. Watterston, of Koppers Co, 
Inc., Kearny, N.J. Miss Clarke joined 
the corporation in 1944. She was previ- 
ously associated with Durex Abrasives 
Corporation. She is an active member 
of the National Export Traffic League, 
Inc., and at present is executive secre- 
tary. Her educational background in- 
cludes attendance at Columbia Uni- 
versity and the Academy of Advanced 
Traffic in New York. Other newly- 
elected officers of the club are: First 
vice-president, Miss Lillian H. Boyland, 
secretary to eastern traffic manager, 
Union Pacific Railroad; second vice- 
president, Miss Elsie R. Petersen, owner, 
Travel Arrangements; corresponding 
secretary, Miss Vanda Arendt, corpo- 
rate secretary and assistant treasurer, 
Emery Air Freight Corporation; record- 
ing secretary, Miss Jean R. Walker, Asi- 
atic Petroleum Corporation; treasurer, 
Miss Mabel Otterson, traffic manager, 
Connell Bros. Co., Ltd.; directors, Miss 
Teresa DeCesare, general office manager, 
Chicago Express, Inc., and Miss Alice 
Kenyon, traffic manager, Block Inter- 
national Forwarding Co. The new of- 
ficers will be installed at a dinner meet- 
ing to be held in June at the Park Sher- 
aton Hotel. 

of ~ *” 

The Quincy (Ill) Traffic & Transporta- 
tion Club has elected the following of- 
ficers: President, Les Gustison, Brower 
Manufacturing Co.; first vice-president, 
Gordon Badgley, Hymen Motor Service 
Co.; second-vice-president, A. L. Shack- 
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elton, Gardner Denver Co.; treasurer, E. 
K. Bennett, Dohrn Transfer Co., and 
secretary, Ralph Miller, Irwin Paper Co. 
Members of the board of directors in- 
clude Melvin Weber, Quincy Compressor 
Co.; Ray Bruenger, Gardner Denver Co.; 
Herb Dickhut, International Harvester 
Co.; Roy Slack, Comstock-Castle Stove 
Co.; Fred Herchenroder, Moorman Man- 
ufacturing Co.; Gerald McComas, Hayes 
Freight Lines, Inc.; Harry Giesler, Mein- 
hardt Cartage Co.; Bruno Pilatz, Wabash 
Railroad Co.; Roy Bower, Chicago, Bur- 
lington & Quincy Railroad Co.; James 
T. Gurran, Pennsylvania Railroad Co., 
and G. J. Nielsen, Pacific & Atlantic 
Shippers Association. The club will hold 
its fourteenth annual fish fry and out- 
ing June 20 at Eagles Alp. Mr. Pilatz is 
general chairman. 
* * co 


“Airways to Yosemite”, a United Air 
Lines’ travelogue film, was presented 
at a meeting of the Cedar Rapids (Ia.) 
Traffic Men’s Association on May 17. 
The film, in technicolor, was centered on 
attractions of Yosemite National Park. 

* * * 


J. M. Adelizzi, managing director, Mo- 
tor Carrier Association of New York, 
addressed the Metropolitan New York 
Chapter of the Association of Interstate 
Commerce Commission Practitioners at 
a meeting May 15 in the Hotel Biltmore 
on the subject, “The ‘Soak the Trucks’ 
Tax Program of New York State.” 

m * * 


The Transportation Club of Bloom- 
ington, Ill., honored the Illinois Central 
Railroad on its centennial anniversary, 
at its annual “Transportation Nite” 
dinner held May 23 in the Tilden-Hall 
Hotel. Clifford G. Massoth, editor of 
the Illinois Central Railroad magazine, 
was guest speaker. Eugene D. Funk, 
Jr., president of Funk Bros. Seed Co., 
served as toastmaster. 

Ld . +. 


Kenneth A. Moore, general traffic 
manager, Automobile Manufacturers’ 
Association, will speak on the subject, 
“Transportation—Where is it Headed?” 
at a meeting of the Motor City Traffic 
Club Forum of Detroit the evening of 
May 28 at the Detroit-Leland Hotel. 
Frank J. Armstrong, traffic manager of 
US. Radiator Corporation, will be guest 
chairman. 

* cS ok 

Plans for expansion and improvement 
of the Newark Airport were discussed by 
Fred Glass, director of airport devel- 
opment, Port of New York Authority, at 
the May meeting of the Raritan Traf- 
fic Club, New Brunswick, N.J. The vari- 
ous improvements, which included four 
hew runways, he said, were expected to 
be completed in 1953. He said the air- 
port was being designed primarily for 
handling cargo and new acreage pur- 
chased would make it about three times 
a large as La Guardia Airport. The 
club elected a nominating committee at 
its meeting consisting of John Kapp- 
Meier, Elmer Peruzzi, W. Reid, A. Bu- 
fano, and Charles Vosskeuller. 

ok a So 

“Who Will Carry the American War 
Burden”, was the subject of an address 
by R. A. Erickson, director of public re- 
lations, Lehigh Valley Railroad, before 
the Central New Jersey Chapter, Delta 
Nu Alpha Transportation Fraternity, at 
its May meeting in Highland Park, N.J. 
John Tracy, traffic manager of Cross 
Transportation Co., and a director of the 
national fraternity, spoke briefly on ac- 
tivities of the national organization. 


OORT | NN 
ICC DOCKET 


A star appears before all docket numbers that 
have been added under a hearing date in a period 
included in previous issue of Traffic World. 


RAIL 


Late Docket Assignment 


The following assignment was announced too 
late to give notice thereof prior to the date of 
hearing: 


May 23—Philadelphia, Pa.—Hotel Bellevue 
Stratford—Commissioner Patterson and 
Examiner Hoy: 

Ex Parte 181—Accident near Bryn Mawr, 


Pa. 


CHANGES IN DOCKET 


Current eancellations and postpone- 
ments announced too late to show the 
change in this docket are noted below. 


Hearing in 30712, assigned June 5, at Wash- 
ington, D. C., cancelled and reassigned Sep- 
tember 10, at Washington, D.C., before Ex- 
aminer Carter. 

Further hearing in Section 5a Application 
26, assigned June 19, at Washington, D.C., 
cancelled and reassigned July 16, at Wash- 
ington, D.C., before Examiner Hanson. 


May 28—Newark, N. J.—U. S. Ct. Rms.—Ex- 
aminer Konigsberg: 
30719—New Jersey Flour Mills Co. v. A. C. 
& Y. et al. 


May 28—Pittsburgh, Pa.—City County Bldg. 
—Examiner Diamondson: 

Ex Parte 104—Practices of Carriers Affect- 
ing Operating Revenues or Expenses, 
Part II, Terminal Services, National 
Supply Co., Spang Chalfont Division 
Etna Works. 

May 28—Washington, D. C.—Oral Argument: 

Finance 17105—Wisconsin Central Ry. Co. 
Trustee et al. Abandonment, 

May 28—Washington, D. C.— Examiner 
Jordan: 

Finance 17302—The New York, Chicago & 
St. Louis R.R. Co.—Securities. 

May 28—Washington, D.C.—Oral Argument: 
30555—Minimum Passenger Fares—lIllinois 
Central R.R. Co. 

30560—Illinois Central Multiple Fares in 
Chicago Area. 

May 29—Washington, D. C.—Examiner Dish- 
man: 

I. & S. 5907—Switching and Allowances at 
Holston, Tenn. 

May 31—New York, N.Y.—641 Washington St. 
—Examiner Morgan: 

I. & S. 5915—Rating on Flavoring or Sea- 
soning Wine. 

June 4—Baton Rouge, La.—Hotel Heidelberg 
—Examiner Lyle: 

% Finance 17289—Texas & Pacific Ry. Co. 
Abandonment, Etc. 

June 4—Brooklyn, N. Y.—Hotel St. George 
—Examiner Walsh: 

I. & S. 5500—Unloading Charges of Fruits 
and Vegetables at New York and Phila- 
delphia. 

June 4—Washington, D. C.—Examiner Dish- 
man: 

* I. & S. 5919—Paper, New Orleans to North 
Atlantic Ports. 

June 4—WasShington, D. C.—Examiner Albus: 

*% Finance 17217—South Western R.R. Co. 
Control. 

June 4—Washington, D. C.—Examiner Snider: 

% 30769—Helena Haley et al. v. Wilson Line 
Operating Co. 

June 5—Portland, Ore.—Portland Hotel— 
Commissioner Lee: 

Ex Parte 175 and Sub. 1—Increased Freight 
Rates and Charges, 1951. 

June 5—Washington, D. C.—Examiner Carter: 

30712—Aircraft Industries Ass’n. of America, 
Inc. v. A. C. & Y. et al. 

June 5—Washington, D. C.—Examiner Dish- 


man: 

*I. & S. 5910—Sulphate of Alumina, New 
Orleans & Mobile to Houston. 

June 6—Birmingham, Ala.—Thomas Jefferson 
Hotel—Examiner Lyle: 

* Finance 17210—Southern Ry. Co. Abandon- 
ment. 

June 6—Washington, D. C.—Examiner Dish- 


man: 
I. & S. 5900 and F.S.A. 25816—Sulphur, 
La. & Tex. to Calvert, Ky. 
June 7—Luverne, Ala. — Courthouse — Ex- 
aminer Lyle: 
% Finance 14714—Atlantic Coast Line R.R. 
Co. Abandonment, 
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WATER, 
FREIGHT FORWARDER, 
PIPELINE 


May 31—Washington, D. C.—Oral Argument: 
W-1015—Polarus Steamship Co., Inc. Con- 
tract Carrier Application. 
June 4—Chicago, Ill.—U. S. Custom Hse.— 
Examiner Rice: 
FF-148, Sub. 4—Republic Carloading and 
Distributing Co., Inc. Extension—South- 


east. 
June 6—New York, N. Y.—Hotel New Yorker 
—Examiner Rice: 

FF-148, Sub. 4—Republic Carloading and 
oe Co., Inc. Extension—South- 
east. 

June 22—Washington, D. C.—Examiner Cor- 
bin: 

* FF-206—Riggers & Erectors Service Corp. 
Freight Forwarder Application. 

September 10—Washington, D. C.—Examiner 
Corbin: 

W-1001—F. P. Grier Co., Inc. Common Car- 
rier Application. 





MOTOR 
CHANGES IN DOCKET 


Current cancellations and postpone- 
ments announced too late to show the 
change in this docket are noted below. 


Hearing in MC-59680, Sub. 93, assigned 
June 6, at Shreveport, La., cancelled. 
Hearing in MC-108006, Sub. 5, assigned 
June 11, at New York, N.Y., cancelled. 
Hearing in MC-35628, Sub. 170, assigned 
May 24, at Washington, D.C., cancelled. 
Hearings in MC-12487 and MC- 112105, as- 


signed May 25, at New York, N.Y., cancelled. 





May 22—Oklahoma City, Okla.—County Ct. 
Hse.—Jt. Bd. 88: 

* MC-52318, Sub. 31—Luper Transportation 
Co. of Okla., Tulsa, Okla., common car 
rier application. 

May 28—Atlanta, 
aminer Yardley: 

MC-112427—Rabun Transportation Corp., 
Clayton, Ga., common carrier applica- 
tion. 


sae” aoe, Wyo.—Fed. Bldg.—Jt. Bd. 


233: 
MC-112575—Galloping Swede, Newcastle, 
Wyo., common carrier application. 


May 28—Cleveland, Ohio—Old P. O. Bldg.— 
Examiner Harrison: 
MC-77424, Sub. 3—Wenham Transporta- 
tion, Inc., Cleveland, Ohio, common car- 
rier application. 


May ane, Ohio—Old P. O. Bldg.— 


J 
MC-77424, Sub. 2—Wenham Transportation, 
Inc., Cleveland, Ohio, common carrier 
application. 
May << Ohio—Old P. O. Bldg.— 


Bd. 9: 

MC-105987, Sub. 4—Paul M. Gillmor Co., 
Old Fort, Ohio., contract carrier ap- 
plication. 

ae eee Tex.—Baker Hotel—Jt. Bd. 


MC-200, Sub. 114—Riss & Co., Inc., North 
Kansas City, Mo., common carrier ap- 
plication. 

MC-906, Sub. 27—Consolidated Forwarding 
Co., Inc., St. Louis, Mo., common carrier 
application. 

MC-30091, Sub. 20—Miller & Miller Motor 
Freight Lines, Wichita Falls, Tex., com- 
mon carrier application. 

MC-35484, Sub. 14—Viking Freight Co., St. 
Louis, Mo., common carrier application. 

MC-46054, Sub. 55—Brown Express, San 
aaa, Tex., common carrier applica- 
tion. 

MC-52318, Sub. 30—Luper Transportation 
Co. of Okla., Tulsa, Okla., common car- 
rier application. 

MC-52339, Sub. 21—Keystone Freight Lines, 
Tulsa, Okla., common carrier applica- 
tion. 

MC-60388, Sub. 23—Sunset Motor Lines, 
San Angelo, Tex., common carrier ap- 
plication. 

MC-89913, Sub. 53—Frisco Transportation 
Co., St. Louis, Mo., common carrier ap- 
plication. 

MC-105867, Sub. 15—M. & D. Motor Freight 
Lines, Inc., Dallas, Tex., common Car- 
rier application. 

MC-108158, Sub. 28—Mid Continent Freight 
Line, Inc., Oklahoma City, Okla., com- 

mon carrier application. 


Ga.—State Comm.—Ex- 








TRAFFIC Wor. 





noes 35--Satiamapet, Ind.—Fed. Bldg.--Jt, 
Mc. 8540, Sub. 29—Harwood Trucking, inc.,, 





Marion, Ind., common carrier applica- 

on 

May 28—Indianapolis, Ind.—Fed. Bldg.—Jt. 
Bd. 155: 





MC-43177, Sub. 13—B B & I Motor Freight 
Inc., Bloomington, Ind., common carrier 
application. 


May 28—Kansas City, Mo.—Hotel Pickwick 
—Examiner Masoner: 
I. & S. M-3727—Various Commodities Over 
Distributors Service Co. 


May 28—Los Angeles, Calif.—Fed. Bldg — 
Examiner Linn: 

MC-112346—Packers Refrigerated Transport 
Co., Los Angeles, Calif., contract carrier 
application. 

May 28—New Orleans, La.—St. Charles Hotel 
—Jt. Bd. 28: 

MC-112497, Sub. 1—Hearin Tank Lines, Inc., 
Baton Rouge, La., common carrier ap- 
plication. 


May 28—New Orleans, La.—St. Charles Hotel 
—Jt. Bd. ‘28: 
MC-112497, Sub. 1—Hearin Tank Lines, Inc., 
Baton Rouge, La., common carrier ap- 
plication. 


May 28—New York, N. Y.—641 Washington St. 
—Examiner Carr: 

MC-74473, Sub. 4—Flying Eagle-Whiteway 
Lines, Inc., Danbury, Conn., common car- 
rier application. 

May 28—San Francisco, Calif.—Fed. Of. 
Bldg.—Jt. Bd. 75: 

MC-17593, Sub. 14—Pierce Auto Freight 
Lines, Inc., Portland, Oreg., common car- 
rier application. 

May 28—San Francisco, Calif.—Fed. Of. 
Bldg.—Jt. Bd. 78: 

MC-112555 — Oman Trucking — Redwood 
Products, Redwood Valley, Calif., com- 
mon carrier application. 

May 28—Washington, D. C.—Jt. Bd. 74: 

MC-29647, Sub. 17—Charlton Bros. Trans- 
portation Co., Inc., Hagerstown, Mad. 
common carrier application. 

May 29—Des Moines, Ia.—U. S. Fed. Ct. Bldg. 
—Examiner Masoner: 

I. & S. M-3705—Candy, 

N. J. Points to Chicago. 
May eee Ind.—Fed. Bldg.—4Jt. 
Bd. 155 

MC-103880, Sub. 77—Producers Transport, 

Inc., Benton Harbor, Mich., common car- 


rier application. 
May 29—Indianapolis, Ind.—Fed. Bldg.—ZJt. 


Bd. 1: 
MC-110505, Sub. 18—Ringle Truck Lines, 





























Confectionery— 












Inc., Fowler, Ind., common carrier ap- 
plicaticn. 

May 29—New Orleans, La.—St. Charles Hotel 
—Jt. Bd. 164: 






MC-1968, Sub. 61—Hal! Motor Transporta- 
tion, Fort Worth, Tex., common carrier 
application. 

May 29—New York, N. Y.—641 Washington 
St.—Examiner Carr: 

MC-102917, Sub. 4—Frand W. Van Wagern, 

Jr., Long Island, N. Y., common carrier 


application. 
May 29—San Francisco, Calif.—Fed. Of. 
Bldg.—Jt. Bd. 75: 
MC-103980, Sub. 1—Chamberlain Trucking 
Service, Orland, Calif., common carrier 


application. 
May 29—Washington, D. C.—Jt. Bd. 200: 





















MC-110151, Sub. 3—Bison Lines, Inc. 
Washington, D. C., common carrier 4p- 
plication. 






| 28—Washington, D.C.—Oral Argument: 
C-1849, Sub. 55—Northern Transportation 
Co. Extension—Utah Territory 
May Bhar yg Orleans, La.—St. Charles Hotel 
J 

MC- 112728 Hew, Inc., Gulfport, Miss., con- 
tract carrier application. 

May 31—Atlanta, - —State Comm.—Ex- 
aminer Yardley 

MC-103378, od 16—Petroleum Carrier 
Corp., Jacksonville, Fla., common carrier 
application. 

May 31—Casper, Wyo.—Fed. Bldg.—Jt. Bd. 29: 

MC-103706, Sub. 7—Tomlin Transportation 
Co., Casper, Wyo., common carrier 4P- 
plication. 

May 31—Casper, Wyo.—Fed. Bldg.—Jt. Bd. 29: 

MC-103706, Sub. 7—Tomlin Transportation 
Co., Casper, Wyo., common carrier 4P- 
plication. 

MC-104816, Sub. 5—Hayes Truck Line, 
Jackson, Wyo., common carrier applica- 
tion. 

May 31—Dallas, Tex.—Baker Hotel—Examiner 
Sutherland: 

MC-112730—T. S. Love, Wichita Falls, Tex., 

common carrier application. t 
May 31—Indianapolis, Ind.—Fed. Bldg.—t. 
58: 


Me. 10505, Sub. 17—Ringle Truck Lines, 
Inc., Fowler, Ind., common carrier P 
plication. rt 

MC-112769—Ecoff Bros. Trucking Cc., = “ 

ville, Ind., contract carrier applicatio 
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May 26, 1951 


May 31—Jackson, Miss.—Robert E. Lee Hotel 
—Jt. Bd. 97: 
MC-107913, Sub. 3—F and W Express, Inc., 
Memphis, Tenn. 
May 31—Omaha, Nebr.—Hotel Fontenelle— 
Jt. Bd. 138: 
MC-C-1204—Middlewest Motor Freight Bu- 
reau v. Abler Transfer, et al. 


May 31—San Francisco, Calif.—Fed. Off. 
Bldg.—Jt. Bd. 75: 

MC-43465—Stockton Delivery Co., Stock- 
ton, Calif., common carrier application. 

MC-55905, Sub. 39—West Coast Fast Freight, 
Inc., Seattle, Wash., common carrier ap- 
plication. 

June 1—Dallas, Tex.—Baker Hotel—Jt. Bd. 
210: 


















% MC-111401, Sub. 44—Groendyke Transport, 
Inc., Enid, Okla., common carrier ap- 
plication. 

June 1—Denver, Colo.—State Comm.—Ex- 
aminer Masoner: 

I. & S. M-3726—Beer and Containers Be- 
tween Colo. & Los Angeles. 

June 1—Indianapolis, Ind.—Fed. Bldg.—Jt. 
Bd. 72: 

MC-82, Sub. 3—Green Line Motor Express, 
Inc., Terre Haute, Ind., common carrier 
application. 

MC-1649, Sub. 48—Railway Express Motor 
Transport, Inc., Indianapolis, Ind., com- 
mon carrier application. 

June 1—San Francisco, Calif.—Fed. Off Bldg. 
—Jt. Bd. 75: 

MC-45386, Sub. 3—Bee Line Truck Dis- 
patch, Oakland, Calif., contract carrier 
application. 

June 4—Chicago, Ill.—Palmer Hse.—Examiner 
Clifford: 

MC-F-4800 — Stanley E. Wasie — Control; 
Merchants Motor Freight, Inc.—Purchase 
(Portion)—Bridgeways, Inc. (James A. 
Hathaway and Thomas F. Kennedy, Co- 
Trustees). 

MC-F-4801—Owen O. Orr and Gertrude F. 
Orr—Control; Motor Cargo, Inc.—Pur- 
chase (Portion)—Same. 

MC-F-4802—Galen J. Roush and Carroll J. 
Roush—Control; The Shippers Freight 
Forwarding Co.— Purchase (Portion) — 
Same. 

MC-F-4803 — David H. Ratner — Control; 
Hayes Freight Lines, Inc.—Purchase 
(Portion )—Same. 

MC-F-4804—Galen J. Roush and Carroll J. 
Roush—Control; Roadway Express, Inc. 
—Purchase (Portion)—Same. 

MC-F-4805—Wilson House—Control; East- 
ern Motor Express, Inc.—Purchase (Por- 
tion)—Same. 

MC-F-4806—Associated Transport, 
Purchase (Portion)—Same. 

June 4—Helena, Mont.—State Comm.—Ex- 
aminer Pellerzi: 

MC-105217, Sub. 12—Rice Truck Lines, 
West, Great Falls, Mont., common car- 
rier application. 

June 4—Indianapolis, Ind.—Fed. Bldg.—Ex- 
aminer Driscoll: 

MC-112753—A & W Trucking Co., Paragon, 
Ind., common carrier application. 

June 4—Jackson, Miss.—Robert E. Lee Hotel 
—Jt. Bd. 14: 

MC-1362, Sub. 29—Highway Expreses, Inc., 
Memphis, Tenn., common carrier applica- 
tion. 2 

June 4—Jackson, Miss.—Robert E. Lee Hotel 
—Jt. Bd. 165: 

MC-3009, Sub. 12—West Bros., Inc., Hatties- 
burg, Miss.. common carrier application. 

June 4—New York, N. Y.—641 Washington 
St—Examiner Cunningham: 

MC-52579, Sub. 22—Gilbert Carrier Corp., 
New York, N. Y. 

June 4—Providence, R. I.—Main P. O. Bldg. 
—Examiner Brooks: 

MC-60317, Sub. 2—Tally-Ho Stages, West- 
erly, R. I. 

~~ tr Antenio, Tex.—Hotel Plaza—%Jt. 

MC-2202, Sub. 74—Roadway Express, Inc., 
a. Ohio, common carrier applica- 

on. 

* MC-34136, Sub. 12—Herder Truck Lines, 
Weimar, Tex., common carrier applica- 

on. 

MC-59680, Sub. 92—Strickland Transporta- 
tion Co., Inc., Dallas, Tex., common car- 
tier application. 

MC-60388, Sub. 25—Sunset Motor Lines, 
San Angelo, Tex., common carrier ap- 
Plication. 

MC-61440, Sub. 53—Lee Way Motor Freight. 
Inc., Oklahoma City, Okla., common car- 
rier application. 

MC-72257, Sub. 16—Braswell Motor Freight 
Lines, El Paso, Tex., common carrier 
application. 
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The Following Assignments 
Have Not Heretofore Appeared 
ST 


June 4—San Francisco, Calif.—Fed. Off. Bldg. 
—Jt. Bd. 75: 















MC-42487, Sub. 230—Consolidated Freight- 
ways, Inc., Portland, Oreg., common car- 
rier application. 

MC-85743, Sub. 2—Bonded Draying Service, 
San Francisco, Calif., common carrier 
application. 


June 5—Chicago, Ill—U. S. Custom Use. 
Bldg.—Examiner Driscoll: 
MC-112544—Conley’s Express, Inc., Chicago, 
Ill., contract carrier application. 


June 5—Houston, Tex.—Fed. Off. Bldg.—2Jt. 


Bd. 77: 

MC-1124, Sub. 96—Herrin Transportation 
Co., Houston, Tex., common carrier ap- 
plication. 

MC-30250, Sub. 12—Houston & North Texas 
Motor Freight Lines, Inc., Dallas, Tex., 
common carrier application. 

MC-30867, Sub. 50—Central Freight Lines, 
Inc., Waco, Tex., common carrier ap- 
Plication. 

MC-34136, Sub. 
Weimar, Tex., 
tion. 


June 5—Memphis, Tenn.—U. S. District Ct. 
Rms.—Jt. Bd. 107: 


13—Herder Truck Lines, 
common carrier applica- 


MC-59613, Sub. 17—Inter-City Trucking 
Co., Memphis, Tenn., common carrier 
application. 


June 5—Milwaukee, Wis.—Fed. Bldg.—Ex- 
aminer Colfer: 

MC-112475—Johnson’s School Bus Service, 
West Bend, Wis., common carrier ap- 
Plication. 

June 5—Newark, N. J.—State Comm.—Ex- 
aminer Cave: 

MC-22454, Sub. 336—Nu-Car Carriers, Inc., 


Chester, Pa.; common carrier applica- 
tion. 

June 5—Portland, Ore.—Multnomah Hotel— 
Jt. Bd. 45: 


MC-C-1210—Johnson Truck Service et al. 
v. P. Salvino Transport. 
June 5—San Francisco, Calif.—Fed. Off. Bldg. 
—Jt. Bd. 11: 
MC-112740—Frank W. 
mento, Calif., 
tion. 


June 5—Washington, D. C.—Jt. Bd. 120: 
MC-111070, Sub. 11—Oriole Motor Coach 
Lines, Inc., d/b/a Washington Suburban 
Lines, Silver Spring, Md., common carrier 
application. 
June 6—Chicago, Ill—U. S. Custom Hse. 
Bidg.—Examiner Aplin: 
MC-C-i191—Local Cartage National Con- 
ference v. Middlewest Motor Freight Bu- 
reau, Inc. et al. 
June 6—Memphis, Tenn.—U. S. District Ct. 
Rms.—Jt. Bd. 281: 

MC-112573, Sub. 1—Rye MclIllwain, Parsons, 
Tenn., contract carrier application. 
June 6—Memphis, Tenn.—U. S. District Ct. 

Rms.—Examiner Roberts: 
MC-112697—Jasper Transfer Co., Jackson, 
Tenn., common carrier application. 


Brown, Jr. Sacra- 
common carrier applica- 


June 6—Milwaukee, Wis.—Fed. Bldg.—Ex- 
aminer Colfer: 
MC-108404, Sub. 3—Merchants Delivery 


Moving and Storage Co., Racine, Wis., 
common carrier application. 

June 6—Portland, Ore—Multnomah Hotel— 
Examiner Masoner: 

MC-C-1164—Northwest Furniture Express v. 
McCabe Moving & Storage Co. 

June 6—San Francisco, Calif.—Fed. Off. Bldg. 
—Jt. Bd. 75: 

MC-42487, Subs. 234 and 237—Consolidated 
Freightways, Inc., Portland, Oreg., com- 
mon carrier application. 

June 6—Shreveport, La.—Washington-Youree 
Hotel—Jt. Bd. 164: 

MC-59680, Sub. 93—Strickland Transporta- 
tion Co., Inc., Dallas, Tex., common 
carrier application. 

June 7—Chicago, Ill.—U. S. Custom Hse. 
Bldg.—Jt. Bd. 149: 

MC-80430, Sub. 50—Gateway Transporta- 
tion Co., La Crosse, Wis., common carrier 
application. 

June 7—Chicago, Ill—U. S. Custom Hse. 
Bidg.—Jt. Bd. 73: 

MC-112857—Robert John Fairchild, Niles, 
Mich., contract carrier application. 
June 7—Memphis, Tenn.—vU. S. District Ct. 

Rms.—Examiner Roberts: 

MC-24583, Sub. 5—Fred Stewart, Magnolia, 

Ark., common carrier application. 
sa 7—Milwaukee, Wis.—Fed. Bldg.—Jt. Bd. 


MC-1494, Sub. 9—Gross Common Carrier, 
Inc., Wisconsin Rapids, Wis., common 
carrier application. 

Calif.—Fed. Off. 


June 7—San _ Francisco, 
Bldg.—Jt. Bd. 47: 

MC-71902, Sub. 54—United Transports, Inc., 
Oklahoma City, Okla., common carrier 
application. 

June 7—Tampa, Fla.—U. S. Ct. Rms.—Ex- 
aminer Yardley: 

MC-112436, Sub. 4—Gulf Coast Transport, 
Inc., Jacksonville, Fla., common carrier 
application. 







99 


CLASSIFIED 
ADVERTISING 


When answering ads please address as fol- 
lows: Box ——— Traffic World, 815 Wash- 
ington Building, Washington 5, D. C. Rates: 
reader ads, $1.00 a line (approximately 5 
words), minimum three lines. Display ads, 
$15.00 a column inch. 
ADUUUVUOUNO0Q0000000000000UOOOOOOUEETEOTOOOONOOOOGOOOOOOOOUOUOOOOO AAT AAGGAOOOOOO OOOO 


Help Wanted 


Traffic 
Manager 


Foreign Assignment 


New York consulting firm desires qual- 
ified traffic manager, thoroughly experi- 
enced in traffic regulations, rates, etc. on 
railway, truck and ocean freight move- 
ments. Should have knowledge of methods 
and conditions encountered in freight for- 
warding in European ports. 


Please submit resume of education, ex- 
perience and salary expected to: Box 203. 








TRAFFIC MANAGER—For responsible posi- 
tion with short line railroad in East. Must 
be thoroughly experienced in rates, divisions, 
solicitation, etc. Good salary. Right man 
will be trained for executive position. Box 204. 


Situations Wanted : 


TRAFFIC MGR. OR ASST.—Hard job wanted. 
Experienced attorney, I.C.C. practitioner. 
Motor, Forwarder and shipper background. 
Organizing and promotional ability. Excel- 
lent references. Inquire in confidence. Box 
205. 


YOUNG MAN age 34 with eight years experi- 
ence in all phases of industrial traffic man- 
agement. I.C.C. practitioner. Box 206. 











CAPABLE TRAFFIC 
PERSONNEL 


Mr. Employer: Why not take advantage of 
the nationwide free placement service main- 
tained by the COLLEGE OF ADVANCED TRAFFIC 
for our graduates? 


Listed in our files are qualified men and 
women for any type of position, including 
General Traffic Managers with many years of 
experience and training, as well as young, 
ambitious, recent graduates who can 
developed as understudies for positions of 


responsibility. 
Also included are specialists in many dif- 


ferent phases of  Traffic-Practitioners—Tariff 
Compilers—Solicitors—and Claim Agents—as well 
as men with varying degrees of experience in 
Rates — Routes — Transit — Demurrage — Storage 
—Claims—Classifications. In fact, any and all 
duties in a Traffic Department. 


Just drop a line outlining your needs to 
Placement Manager 
COLLEGE OF ADVANCED TRAFFIC 


404 State-Madison Bldg., 22 West Madison St., 
Chicago 2, Ill. 





Educational Books or Courses 


REGULATION OF TRANSPORTATION in its 
NEW REVISED 4th EDITION still only $6.00. 
This is the book used by the author J. H. 
Tedrow, LL.B in the University of Kansas 
City, with a record of 90% admitted to prac- 
tice. Compact, simple, comprehensive. Covers 
Acts, history, practice, evidence. Quizzes 
and pleading forms. Over 250 leading cases 
discussed. A complete practitioners’ course 
for class or individual study. Endorsed by 
well-known traffic men and lawyers. Study 
for 10 days and if not satisfactory your $6.00 
refunded. Wm. C. Brown Company, Pub- 
lishers, Dubuque, Iowa. 


I.C. PRACTITIONER. The only practical 


authentic I.C. law course available by mail. 
Restricted to Attorneys, Practitioners or 
those qualified to prepare for practice. In- 
cludes Freight Forwarder Act. COLLEGE OF 
ADVANCED TRAFFIC, 404 State-Madison 
Bldg., 22 West Madison St., Chicago 2, Ill. 

















EDITORIAL 





How to Make Rail 


E DISCUSSED on this page, last week, the problem 
of inadequate returns earned by railroads on the value 
of their property used for transportation services, our remarks 
being based on a recent intelligent study of the problem by 
Sidney L. Miller and Virgil D. Cover. (T.W. March 24, p. 
24). We should like, with the indulgence of those authors, 
and of the University of Pittsburgh Press, which published 
their analysis of ‘‘Rates of Return,” to examine this week some 
of the things they have to say about the chances for side- 
stepping the possibility of government take-over of our rail 
systems, something they consider inevitable unless a way can 
be found again to make investment in railroad plant attrac- 
tive to private interests. 


Under the heading, “A Conclusion and a Judgment,” 
the authors submit that they have proved that the rates of 
return earned by the railroads from 1921 to 1948 were “low 
by any standard,” and far below the “rates accepted as reason- 
able for regulated industries other than railways,’ which they 
assert ‘‘still stand at a level of some six per cent.” It will be 
remembered that their calculations showed that the rate of 
return for the railroads in that period averaged 3.69 per cent. 


In the circumstances, they point out, “‘it is not strange that 
for many years the railway industry has been shunned by 
venture capital . . . The domestic economy faces no problem 
of greater importance; the system of private enterprise, under 
which this nation has made unequalled progress, faces no 
greater challenge.” 


How is this danger to our competitive system to be 
averted? Well, one possibility cited is ‘‘another striking 
recovery of the railway industry such as was experienced in 
the 1920s, and again in the early 1940s.” As against this 
possibility of a fortuitous solution, they place the possibility 
of ‘‘a shift in public interest to newer forms of transport,” 
with the threat that “the sands are running out.” An answer 
as to which of the two may come “‘lies with time.” 


ERE, at least, we believe the authors are a little too 
H optimistic, unless, indeed, the mentioning of the first 
of the two alternatives is merely rhetorical. The chance of a 
recovery, such as that which occurred in the 1920s became 
impossible with the advent of competing forms of transporta- 
tion, particularly of highway transportation, which is rapidly 
demonstrating that, from being solely a means of transporting 
high-rated commodities over comparatively short distances, 
it can, with profit under existing regulation, serve as a carrier 
of bulk commodities over long distances—even transcontinen- 
tally. No, we greatly fear that the salvation of the railroads 
does not lie in hoping either for ‘economic recovery” of the 
1920s, nor, for that matter, in another great surge of defense 
and war traffic, such as began in 1940. We are at present 
using the railroads right to the outer edge of their capacity, 


Investments Attractive 



















but the promise of anything like a constant six per cent return 
still lies at the end of a rainbow existing only in the minds 
of a few optimistic conservatives. 


We are more inclined to go along with what our authors 
say a little further on, when they write about those who argue 
that railroads should move toward better operating financial 
results by “eliminating uneconomic services,” and add that 
what is needed on that score is a realization by public author- 
ity that it has “‘an obligation to assist management to earn a 
reasonable return” by changing its policy of insisting that 
railroads continue ‘‘red-ink schedules,” ‘‘red-ink mileage,” 
and perhaps some uneconomic services on small-lot shipments. 
















OREOVER, they continue—and here, again, we agree 
—railroad management might well do something on 
its own accord to develop more economical services for small- 
lot shipments, “perhaps through closer coordination of rail 
and highway operations.’ Here too, however, they point out 
that too often one finds ‘‘barriers raised by regulatory decision 
or statute”; while in the curtailment of unprofitable services, 
opposition of organized railroad labor is ‘rooted firmly in a 
program of job preservation.” 

If, however, some elements of the discussion of a remedy 
are tinged with optimism, our authors do not preach a gospel 
of despair. Railroads can still “publicize widely all abuses’ 
of labor and make the public understand. They can still 
address efforts to reduce costs. They can abandon “out- 
moded” services, first changing their attitudes toward “‘tradi- 
tional services.” And, perhaps, they may even hope for some 
additional revenue, because the attitude of the shipper, ac- 
cording to the authors, may be summarized by the statement: 
“We stand ready to pay increased rates, but for those in- 
creased rates we want an improved service.’’ 

Then, there lie possibilities, according to the authors, 
in unification of facilities. On that score, they point out, the 
railroads neither took kindly to the suggestions of the Co- 
ordinator, in the middle 1930s, nor did they develop many 
important alternatives. 

“Rightly or wrongly,” they say, “there is a widespread 
public conviction that the railways are unready to support 
any comprehensive program of unification, quite without 
regard to possible favorable effects on railway costs or of 
railway service as a whole.” 

In the end, however, these things are the responsibility of 
the industry. “It is not for the layman to evolve plans for 
improved service . . . Users are interested in transportation, 
that which best fit their needs, not in transportation by some 
particular agency.” 

Managers of all forms of transportation might well repro 
duce that last sentence in large letters and mount it above 
their desks. 
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NOW YOU CAN DO THINGS, MR. SHIPPER! 


No longer are your hands tied by not knowing your car’s 
whereabouts. Through B&O’s Automatic Records, a vital part 
of Sentinel Service, shippers and receivers are informed when 
the schedule of a Sentinel car is interrupted—and again when 
it resumes movement. 

Siding-to-siding dependability plus Automatic Records makes 
Sentinel Service a lifesaver. It is available, on carload freight, 


to on-line and off-line shippers. Let it ease your production and 
distribution problems. Ask our man! 


) BALTIMORE & OHIO RAILROAD 


Constantly doing things —better ! 
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New York Central 


The Smooth Water Level Route 





58,000 New Freight Cars for 
New York Central’s 
Preparedness Program 


Parting an 11,000-mile railroad into top working 
or fighting trim is no overnight job. You car.’t wait 
till record peacetime production or a national emer- 
gency creates the need. 


That’s why New York Central started building its 
new freight fleet in 1945... the minute steel became 
available. And Central has gone right on ordering 
an average of some 10,000 new freight cars a year. 


So, today, thousands of new New York Central 
freight cars are riding the rails. And more are roll- 
ing off the production lines daily in one of the 
largest new car programs in railroad history. 

These cars represent a $273,000,000 item in 
Central’s preparedness plans. A vast private invest- 
ment in the public interest. For it is by railroad 
freight, above all, that America mobilizes its might 
for prosperity in peace and security at all times. 





LIVESTOCK 
CARS 


COVERED 
HOPPER CARS HIGH-CAPACITY 
FLAT CARS 
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